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iy is axiomatic to anyone who takes the trouble to investigate 

the effect of bureaucratic government that much government 
means many rules, and that rules mean standardization of prac- 
tice. Anyone who has ever tried to exercise the authority in- 
volved in even a small administrative position realizes how diffi- 
cult and nerve wearing is the attempt to decide each issue on its 
merits as it arises, and how easy and comfortable becomes one’s 
lot as soon as the multitude of details have been merged in the 
form of a standardized practice and all questions can be an- 
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swered by reference to page and number of the rules. The ap- 
plication of this general observation to the railway situation is 
obvious, and its effect from the standpoint both of commercial 
business and of the railways is one that deserves most serious 
consideration. The Interstate Commerce Commission is rapidly 
developing into a bureaucracy, and, according to the lexicograph- 
ers, a bureaucracy tends “to official interference in the private 
affairs of life, and to the inefficient and obstructive performance 
of duty through minute subdivision of functions, inflexible for- 
mality, and pride of place.” That this general tendency is pres- 
ent becomes clear if one studies the decisions of the commission 
since the passage of the Hepburn act in 1906. The commission 
is insisting more and more upon its administrative privileges, and 
upon the fact that it occupies a position of final and unassailable 
authority so long as it remains within the powers granted to it by 
the law of its creation, and does not violate the principles of 
the federal constitution. This contention of the commission 
is believed by many to have been recognized, and its position 
strengthened by the decision of the Supreme Court in the Illinois 
Central car distribution case. 





HAT are to be the effects if this contention of the commis- 

sion is permanently established as good law, and this 

body becomes a full-fledged bureaucracy? Obviously, it will find 
it to its interest, both from the standpoint of labor saving 
and as the easiest method of securing an apparent justice and 
equality between all citizens, to base rates more nearly on distance 
and with steadily less regard to the desire of all shippers to be 
present in every market. It is so much simpler to determine 
whether a rate is fair by the use of a measuring stick than by the 
application of mental energy to the nice adjustments of com- 
mercial forces, and it is so much easier to justify the result in 
the eyes of an unthinking public. A straw which points the di- 
rection of this wind is the recent long-and-short haul decision in 
the trans-continental rate cases, just set temporarily aside by 
the Commerce Court. It is a considerable step in the way of 
applying distance to rate making. If carried too far, this will 
result in the provincializing of industry, the narrowing of indus- 
trial competition, the stifling of that nation-wide spirit of busi- 
ness emulation which has so stimulated our industrial life. Such 
a result may have serious consequences for the railways, but 
consequences far more serious for the manufacturers and the 
shippers. But the shippers have another possibility to contem- 
plate as the outcome of the enlarged powers conferred upon the 
commission last year. It suspends proposed rates, and in the 
words of Commissioner Lane requires that the railways shall 
“satisfy our minds” of the fact that proposed new and increased 
rates are reasonable. Moreover, Mr. Lane declares that the 
commission was created to repress the upward tendency in rates. 
Now to “satisfy the minds” of a commission sitting tight in 
Washington and clothed with the sacred duty of repressing up- 
ward tendencies in rates, is almost beyond the power and plaus- 
ibility of even railway counsel. We shall apparently soon be in 
the position of the English roads, where existing schedules are 
converted by law into maximum schedules and where all changes 
must be downward and never upward. There can be but one 
outcome—a rigidity of rates such as the country has never before 
experienced. It has been railway practice to reduce rates volun- 
tarily as matters of experiment. If the rates developed traffic, 
they remained. If traffic failed to respond to the more favor- 
able rates, the old rates were restored. But a difficulty amount- 
ing almost to an impossibility in attempts to increase rates will 
have a dampening effect upon the enthusiasm of railways toward 
voluntary reductions. If the commission and the shippers pro- 
pose to fix our rates, the railways may well say, “Let them take 
the whole job. A system under which we do all the lowering 
and the commission does all the raising is the game of heads you 
win, tails we lose.” And well may the shipper give serious con- 
sideration to the effect of abandonment altogether of that flex- 
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ibility of rates which has been more responsible than any other 
single factor for the extraordinary industrial progress of the 
United States. 





HE passenger efficiency inspector of the Lehigh Valley will 
be “watched with interest,” not only by officers of that com- 
pany, as stated in our news item (December 15, page 1239), 
but also by the officers of other roads, insofar as they can 
inform themselves of what he is doing, for the idea of intimate 
and independent inspection is being better appreciated than 
formerly. Assuming that this inspector has the proper gifts 
of acute perception, persistency and the spirit of fair dealing, 
the only question about the economy of keeping him in service 
is whether he can be in enough places every day to really know 
the true state of the discipline and behavior of the men, as con- 
cerns the comfort and satisfaction of passengers? One objection 
to the employment of inspectors independent of the division 
superintendent is based on the idea that multiplication of offices 
should be strenuously avoided. This idea must be kept in mind 
constantly, of course; but there is another idea, fully as im- 
portant and fundamental; and that is that an intricate task, re- 
quiring time, persistency, courage and diplomacy, is never well 
done unless some one person makes the doing of it his main 
business. 





HE question whether tolls shall be levied on vessels passing 
through the Panama canal probably will be decided at this 
session of Congress. The canal was built by the taxpayers of 
the entire country. If the taxpayers are to get any direct return 
from their investment it can only be in the form of tolls. View- 
ing the matter from a purely transportation standpoint, if the 
traffic cannot bear tolls sufficient to defray the cost of mainte- 
nance of the canal and the interest on the investment, this will 
show that its construction was not justified; for these items will 
be as strictly parts of the cost of transportation on it as the rates 
shippers will pay to the boats. On the other hand, if the traffic 
will bear reasonable tolls, why should they not be charged? 
Why should all the benefits of the canal’s construction go, di- 
rectly at least, to the comparatively few who will use the new 
route, either as operators of steamship lines, or as shippers? 
If no tolls are charged this will work to the benefit of the people 
of the two coasts, giving them a competitive advantage over 
those of the interior, although the latter contributed their share 
toward building the canal. Finally, would not the railways have 
some right to protest against the government unfairly fostering 
competition against them by giving to the owners of the steam- 
ship lines large subsidies which, in effect, is what would be done 
if the government should refrain from collecting reasonable tolls? 
Upon what principle could the giving of subsidies to steamship 
lines to enable them to compete more effectively against railways 
be better justified than could the giving of subsidies to one rail- 
way to enable it to compete against another, or than could the 
giving of subsidies to railways to enable them to compete more 
effectively against water lines? 





REVIEW OF 1911 AND OUTLOOK FOR 1912 

AILWAY men will see 1911 pass into history without any 
regret. They will feel that nothing in its life became it 

like its taking off. It has been in many respects one of the 
worst twelve months in the annals of the railways of the United 
States. All through it permanent improvements on most lines 
were restricted and as for new construction it was almost the 
body of death itself. It is necessary to go back fourteen years 
—to 1897—in the records kept by this paper to find a time in 
which the amount of new construction was so small, either abso- 
lutely or in proportion to existing mileage. Only a few years 
ago important lines were being constructed in many parts of 
the country, particularly in the West. In 1906 the mileage built 
was 5,623 miles; in 1907 it was 5,212 miles. Now one looks in 
vain to find a single large piece of construction that is under 
way, excepting the Kansas City, Mexico & Orient, which is mak- 
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ing progress slowly and under adverse conditions. Even the 
recent competitive building of the Hill and Harriman lines in 
Central Oregon has stopped. 

The halt in railway development has been largely due.to busi- 
ness conditions: in general. Those who are reluctant to admit 
that the special conditions which have been affecting, the rail- 
way business for about five years have anything to do with the 
present situation naturally attribute it entirely, to general busi- 
ness conditions. But the fact is that special conditions have been 
affecting the railway business, and that they must have had some 
effect on it. It is further a fact that the developments of rail- 
way facilities during the year has not kept pace with what Daniel 
Willard, in his recent speech at Baltimage, called “the general 
growth of industrial capacity.” In other words, there is reason 
to believe that the productive capacity of mines, farms and fac- 
tories has increased faster than the carrying capacity of the rail- 
ways. It can hardly be said, in view of these circumstances, that 
the state of public opinion regarding railways and the sort of 
regulation that they have been receiving at the hands of the state 
legislatures and Congress and of the state and interstate com- 
missions have tended to stimulate railway development. The 
only rational conclusion is that they have had some effect, and 
that that effect has been to retard improvement and retard new 
construction. 

It is true, indeed, that railways have been able to borrow money 
at reasonable rates, as compared with other industries, but the 
fact remains that the railways have not been spending as much 
on improvements and additions and new construction as the 
welfare of the country requires. Their managements have felt 
they would not be justified in spending money on extensions and 
improvements which, because of the hampering influences men- 
tioned above, would not bring enough return to defray even the 
reasonably small increase in fixed charges. This applies to exist- 
ing strong companies. Existing weaker roads have, as shown 
in our statistics on another page; borrowed more freely, evidently 
for urgent needs and because bankers were willing to finance 
them at reasonable terms, the bigger roads having provided for 
urgent requirements previously. But as to new railway com- 
panies without the backing of an old and well entrenched com- 
pany, it certainly seems as if conditions have affected the mind 
of the investor directly. 

If capitalists regarded the railway business as an attractive one 
in which to invest, they would be investing in it as much in 
proportion as they have been investing in other lines of enter- 
prise. That they have not been doing so shows that they do 
not consider it a desirable line of business in which to invest, 
and that they do not so regard it must be due to the conditions 
surrounding the railway business, one of the most important of 
which has been and is regulation which the owners and man- 
agers of the roads consider to be to a large extent unwise and 
ill-advised. 

And, naturally, the opinion of investors regarding this 
matter, and not the opinions of lawmakers or commissions, 
decides how much capital shall be invested in the railway busi- 
ness; for, while public authorities may regulate, and are regu- 
lating, the capital already in the railway business, they cannot 
regulate any capital into the railway business. This situation 
would help explain the falling off in new mileage this year, when 
it is also noted that the existing companies who could raise 
money for new construction can now find hardly any place on 
the railway map where a long extension would be profitable. 
The big extensions of the Gould lines and the St. Paul to the 
Pacific coast have been completed. 

Further evidence of the force of special conditions affecting 
railroading more than other industries may be afforded by the 
recent figures regarding earnings and expenses. The total oper- 
ating revenues per mile during the fiscal year ending June 30, 
1911, were $11,588, as compared with $11,636 in 1910, a decrease 
of $48. Total operating expenses were $7,957 per mile, as com- 
pared with $7,711 in 1910, an increase of $246, and net operating 
revenue per mile was $3,631, as compared with $3,925 in 1910, a 
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decrease of $294, or 7%4 per cent. The net operating revenue 
was larger than in any previous year except 1910 and 1907. It 
must be borne in mind, however, that it had to be spread over 
properties in which more money had been invested than in any 
past year. Furthermore, this result was gained only after the 
hardest struggle with operating expenses which, in spite of the 
efforts made to keep them down, were larger than in any previous 
year; and in spite of their amount many roads were not main- 
tained as well as their officers’ would have liked to have main- 
tained them. The estimated total operating revenues for the 
calendar year 1911 are $11,530 per mile; operating expenses, 
$7,900; net operating revenues, $3,630. 

Past experience has shown the impossibility of predicting with 
any approach to accuracy the results of a railway year just 
being entered. We publish in another column expressions of 
opinion from a number of railway officers regarding the out- 
look. While they are not pessimistic, at the same time they are 
not distinctly optimistic. Most of them seem to think that busi- 
ness in general is apt to be somewhat better in 1912 than in 1911. 
Toward the close of the present year several roads have placed 
large orders for equipment. These will keep the equipment 
makers busy well into the calendar year, and that in itself is apt 
to stimulate general business and also that of the railways. 
While there is no prospect of a revival of new construction, it 
seems probable that on the whole orders placed by the railways 
in 1912 will be larger than in 1911. The roads have been to a 
large extent out of the market so long that it would seem they 
must begin buying on a greater scale if they are to keep the prop- 
erties in good, and place them in better, condition, as their man- 
agements would like to do. How large their purchases will be 
this year, however, will depend on the condition of the money 
market and on the attitude of the regulating authorities; and the 
condition of the money market, so far as the railways are con- 
cerned, undoubtedly will itself depend greatly on the future 
policy of regulation followed by the state and national govern- 
ments. If some of the unwise measures already passed should 
be repealed, if no more unwise ones should be passed, and if the 
regulating authorities should adopt a more constructive and less 
destructive policy, there is little doubt that there would be an 
improvement in the situation. And there seems room for hope 
for increased wisdom in regulation; for, undoubtedly, public 
opinion regarding the railways has become more intelligent and 
more friendly within the past year. 

The most important event affecting railways during the year 
probably was the decision of the Interstate Commerce Commis- 
sion in the so-called “rate advance cases.” The commission en- 
tirely denied the application of both the eastern and western 
roads for higher rates. Basing its opinion chiefly on the large 
earnings of 1910, it held that they did not need more revenue— 
that earnings already were large enough to attract investment. 
Subsequent developments, already referred to, do not indicate 
that capitalists agree with the commission, and capitalists—not 
the commission—determine what shall be invested. 

The commission also rendered important decisions during the 
year in the cases involving the rates of the transcontinental rail- 
ways from the east to intermediate western points such as Salt 
Lake City and Spokane. It applied the amended fourth section 
in these cases and ordered the roads not to make their rates 
irom the east to the intermediate points more than certain per- 
centages higher than their rates to the Pacific coast. The rail- 
ways in September appealed to the Commerce Court, which held 
that in attempting to force the roads to base their rates to inter- 
mediate points on their rates to the coast the commission had 
exceeded its powers. It was common talk among shippers and 
railway men that if the court issued the injunction the commis- 
sion would begin a warfare against it, and the commission in its 
annual report, which was made public last week, fulfilled these 
expectations. As a result of the action of the court in these 
cases a movement has been started by members of Congress from 
the intermediate western states to abolish it, and the comments 
of the commission on the court’s decision are adapted, whether 
purposely or not, to help the work along. 
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The courts have rendered during the year several important 
decisions affecting railways. The one which attracted the most 
attention was that of Judge Sanborn of the United States circuit 
court, holding unconstitutional the passenger and freight rates 
fixed by the legislature and the railway commission of Minne- 
sota, on the grounds that they interfered with interstate com- 
merce by making it impracticable for the railways to maintain 
their interstate rates, and that they were confiscatory in that 
they would reduce the return of the railways below 7 per cent. 
The case has been appealed to the United States Supreme Court. 
In the case of the Atlantic Coast Line versus Riverside Mills, 
the Supreme Court upheld the provision of the Interstate Com- 
merce act making the initial carrier responsible for loss of ot 
damage to goods occurring on a connecting line. The Supreme. 
Court also, in a unanimous decision, upheld the constitutionality- 
of the corporation tax law. 

In the Willamette Valley lumber rate case it aeeidbes an order 
of the Interstate Commerce Commission reducing the rates on 
rough lumber from points in Oregon south of Portland to San 
Francisco. The main issue involved was as to the conditions on 
which the Interstate Commerce Commission may base a decision 
determining the reasonableness of a rate. The court said that 
the commission’s opinion indicated that its order was based on 
its belief that it had the right under the law to protect the lumber 
interests of the Willamette Valley from the consequences which 
it was deemed would arise from a change of the rate, even if that 
change was from an unreasonably low rate; and the court held 
that the commission had no power to fix rates on any such basis. 
In effect, the contention of the commission which the court over- 
ruled was that the commission was the final judge of the facts. 
The courts, it would. seem, under this interpretation of the law, 
will not necessarily in all cases accept the commission’s findings 
of fact and merely ascertain if it has applied the law correctly to 
them, but will also determine if its findings of fact are correct. 
The Supreme Court also rendered a decision upholding the 
validity of the federal hours of service law. 

Railway men took great interest in the decisions of the Supreme 
Court of the United States in the Standard Oil and Americar 
Tobacco Company cases. The court held that the Sherman law 
prohibits only combinations in unreasonable restraint of trade. 
The decision was at first hailed as an interpretation that would 
enable business men to know whether they were or were not 
violating it, but subsequent consideration has led many of them 
to believe that it is impossible for anyone to anticipate what 
criterion the court will use in any given case to determine what 
is reasonable. Railway men, for example, do not know whether 
under the court’s “rule of reason” traffic associations, such as it 
condemned in the Trans-Missouri Freight Association and the 
Joint-Traffic Association cases, would now be held legal or not. 

The Railroad Securities Commission completed its investiga- 
tion of the question of regulation of railway securities by the 
federal government, and made a report opposing most of the 
radical suggestions that had been advanced on this subject. Ina 
general way, its report advocated steps that will secure full pub- 
licity regarding the value of railway property, the purpose for 
which railway securities are issued, the use made of the proceeds, 
etc. 

Railway managements have shown increased activity during 
the year in formulating and adopting means for promoting the 
economy and safety of operation. The attack made on railway 
efficiency by counsel for the shippers in the rate advance cases 
caused the managers to look around sharply to find out how 
much justification there was for it, and while no one familiar 
with railway affairs believes that the sweeping criticisms made 
were justifiable, the managers have found a good many ways to 
effect economies without impairing the service. On the other 
hand, they have found that the attitude of the labor unions and 
public regulation in many cases are great obstacles to the adop- 
tion of more efficient methods. One of the interesting develop- 
ments during the year was the following by several roads of the 
example set last year by the Chicago & North Western in or- 
ganizing “safety committees” composed of both officers and 
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employees. Among the roads which have done so are the Balti- 
more & Ohio, the Delaware, Lackawanna & Western and the St. 
Louis & San Francisco. 

Several railways have had serious controversies with their em- 
ployees, particularly with shop men, regarding wages and con- 
ditions of employment. The shop men of a number of western 
roads organized federations which demanded recognition from 
the managers and substantial increases in wages, reductions in 
hours of work, the abolition of piece work, etc. The refusal of 
the Harriman Lines and the Illinois Central to yield to their de- 
mands resulted in a serious strike, which, however, the railways 
won. The white firemen on the Queen & Crescent struck because 
the company refused to accede to their demand that all negroes 
employed as firemen should be discharged within 90 days and 
that thereafter no negroes should be employed as firemen. Media- 
tion by Judge Knapp resulted in the ending of this strike under 
an agreement by which the company limits the number of negro 
firemen employed on all parts of the road and will not employ 
them at all on certain parts of it. 





MOTIVE POWER AND ROLLING STOCK IN 1911. 

HE statistics for locomotive and car orders placed by the 

railways in 1911 indicate how severely the roads held down 
expenditures during the greater part of the year. The number of 
locomotives ordered was 2,850. We began keeping this record in 
1901 and this is the smallest number ordered in any year since 
then, except 1904 and 1908. The number of passenger cars 
ordered was 2,623, which has been exceeded in 6 of the 
10 years since and including 1901. The number of freight 
cars ordered in 1911 was 133,117, which is the smallest num- 
ber ordered in any year since 1901, except 1903 and 1908. 
When it is considered that the orders for equipment have 
been relatively small for several years the showing for the year 
is unsatisfactory, especially as regards freight cars. The rail- 
ways have apparently been buying a very inadequate amount 
of such equipment and when a sharp revival of business occurs 
they may find themselves incapable of satisfactorily handling the 
traffic. A large proportion of the orders for equipment, and 
especially for freight cars, has been placed within the last 60 
days. The orders during the early part of the year were extra- 
ordinarily small. 

The development in locomotive design and construction during 
the last 12 months has been truly remarkable. There has been 
a tendency toward a development in size and power to a higher 
limit, and also a marked tendency toward increasing the capacity 
of the locomotive without materially increasing its weight. More 
careful attention has been given to the selection of correct pro- 
portions, based on data derived from exhaustive investigations 
and reduced to standard practice; also in the modification and 
improvement in the design and construction of details to secure 
greater economy both in the cost of operation and maintenance. 

The development in size and power has resulted in new wheel 
types in order that excessive wheel and journal loads might be 
avoided. This is particularly noticeable in the “mountain type” 
passenger locomotives which were introduced on the Chesapeake 
& Ohio (Railway Age Gazette, September 22, 1911, page 555) and 
the Santa Fe 2-10-10-2 Mallets (Railway Age Gazette, August 
25, 1911, page 379). Service tests during the year have demon- 
strated the value of the high capacity locomotives under certain 
conditions for not only greatly reducing the cost of operation but 
also for increasing the capacity of a road or division. 

Increasing the capacity of a locomotive without materially in- 
creasing its weight, as has been done by the addition of super- 
heaters and brick arches to the Pacific type locomotives on the 
New York Central Lines, or by adding these devices and making 
other changes to the Mallets on the Pennsylvania division. of the 
same system, has a most important effect on reducing the cost of 
conducting transportation. For instance, if the capacity of a 
given locomotive can be increased 20 per cent. in this way, it will 
be possible to handle practically 20 per cent. more traffic without 
materially increasing the operating costs, and this without going 
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to any expense for changing the track or bridges and with only a 


‘nominal expenditure for increasing the length of sidings. 


Too little attention has been given in the past to designing 
locomotives for the special conditions under which they were to 
be used, but a distinct step in this direction ha$ been taken during 
the past year. An important example of this tendency is the 
“mountain type” passenger locomotives built for the Chesapeake & 
Ohio by the American Locomotive Company. The maximum 
sustained horse power of this locomotive was developed in hauling 
a train of 4,200 tons over a continuous grade of 15 ft. per mile at 
an average speed of 23% miles per hour. With a resistance of 
3 lbs. per ton for the cars, the calculated horse power was 2,480, 
a record which is claimed to be the highest ever attained by a 
steam locomotive. To secure this large capacity the firebox was 
equipped with a brick arch and an automatic stoker, and the 
boiler had a combustion chamber and a superheater. A screw 
reverse gear was also used. This locomotive was specially de- 
signed for use under certain conditions on mountain grades and 
the type of wheel base would be unsatisfactory for passenger 
service under other conditions, although it is possible that under 
certain circumstances it might be used in freight service. 

For freight service the Mikado and the Mallet types have come 
into greater prominence. The Mikado has given good results 
on divisions where there are no heavy grades and where the con- 
ditions are such that it is advisable to have an extra large boiler 
capacity. The extra pair of wheels on the trailing truck gives 
this type of locomotive an important advantage over the consoli- 
dation locomotive in boiler capacity, as it is possible to make the 
firebox larger and to increase the length of the boiler. Before 
going to these newer types of locomotives, however, it is neces- 
sary to study the special conditions under which they are to be 
used, and also to determine whether the standard types of loco- 
motives cannot be sufficiently increased in capacity for the service 
in which they are to be used by either modifying the design or 
by adding such features as the superheater and brick arch. 

The Mallet locomotive has given splendid results in mountain 
service and on heavy grades, 500 of them now being in service 
on the different railways in the United States, Canada and 
Mexico. Their economical operation compared with other engines 
on grades of 1 per cent. and over has been repeatedly demon- 
strated and they have been improved in various ways, as defects 
of design have developed in service. While they were originally 
designed for use in pushing service they have been adapted to 
road service on several roads with very good results, it being of 
course necessary to modify the design to suit these conditions. 

The development of the automatic stoker has made important 
progress and a considerable number are now in use on large en- 
gines on fast schedules, or where an unusual amount of coal is 
burned per hour. Undoubtedly, however, the increased capacity 
for the same fuel consumption made possible by improved loco- 
motive design and the use of the superheater, brick arch and 
other auxiliaries has to a certain extent reduced the demand 
for the stoker for the present. Material progress has been made 
in the development of locomotives for burning lignite coal. Oil 
burning locomotives are being used in greater numbers, both in 
the districts adjacent to the oil fields and in certain places where 
the cost of oil is not prohibitive and it is desired to reduce the 
possibility of fires along the right of way. 

There has been little improvement or radical change in the gen- 
eral design of steel freight cars during the year. The most inter- 
esting departure is the new design of the Pennsylvania Railroad 
for the 52 ft. steel gondolas with a maximum capacity of 80 tons. 
It is understood that 200 of these will be ordered as a trial lot. 
If cars of this size can be used in service where it is possible 
to load them to their capacity they will probably greatly reduce 
the cost of conducting transportation. However, several prob- 
lems must be worked out in connection with the design of the 
details, and notably of the wheels, as commented on in the /ail- 
way Age Gazette of December 22, 1911. 

The steel tank car has been generally improved and enlarged 
in recent years, and those lately built have tanks 9 ft. in diametef 
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with a capacity of 14,650 gal., or 56 tons, which is 72 per cent. 
of the total weight of the loaded car. The important feature of 
the design is that the large tank is so shaped that it can be placed 
low on the frame with center of gravity only 7 ft. above the top 
of the rail, which is as low as that with the older and smaller 
cars of 8,000 gal. capacity. The low price of steel plates has en- 
abled builders to offer standard. steel cars at such a low figure 
that it has been the principal cause of the large number ordered 
in the last months of the year. 

While the freight car shops were not very busy during most of 
the year, the passenger car shops were well occupied in building 
steel equipment. Steel passenger cars are being used in large 
numbers. Several of the different designs have been in service for 
a sufficient time to indicate that certain changes will be necessary 
to improve the design. A number of troublesome problems have 
come up in connection with the design and construction of these 
cars, but they are gradually being overcome and will undoubtedly 
be fully solved, although it may take some time to work them 
out satisfactorily. 





CARS AND LOCOMOTIVES BUILT IN 1911. 

N no data regarding railway activity are the general depres- 

sion and uncertainty of the past year more strongly indi- 
cated than in our figures showing the new equipment ordered 
and built during 1911. As shown elsewhere in this issue, the 
number of freight cars, passenger cars and locomotives ordered 
has been not only smaller than in 1910 but has been small as 
contrasted with the amount ordered on the average during the 
past decade. Moreover, statistics compiled by the Railway Age 
Gazette show that the number of cars and locomotives actually 
built during the year is smaller than the average for the past 
ten or twelve years, and in the case of freight cars is actually less 
than for any year during which we have made these compilations. 

We have received reports from the principal car and locomo- 
tive builders in the United States and Canada and our investi- 
gation indicates that the total number of freight cars built dur- 
ing 1911 has been 72,161; passenger cars, 4,246, and locomotives, 
3,530. The figures for 1910 were: Freight cars, 180,945; passen- 
ger cars, 4,412; and locomotives, 4,755. 

While the number of orders placed during the year, including 
both those for equipment to be constructed in the railways’ own 
shops, and those given to outside builders, is substantially below 
that for 1910, the number of freight cars built is less than one- 
third of that for last year. 

It is well known that there has been a strong tendency toward 
curtailment of expenditures~in nearly all departments during the 
year. In addition, the remarkable falling off in the showing 
for cars built as compared with orders placed may be explained 
by the fact that during the first half of 1910 orders were very 
heavy, while comparatively few were placed during the latter 
half of the year. Therefore the shops were busy during the 
last six months of 1910 in filling orders received earlier in the 
year or during the latter part of 1909 and had very few unfilled 
orders at the close of the year. In 1911 an exactly contrary 
condition prevailed. During the first nine months or so the rail- 
ways were very chary of undertaking large expenditures even 
for equipment really needed, and it has only been during the 
past three months that the imperative demands of traffic have 
impelled the placing of large orders. The showing of new equip- 
ment orders for the entire year has been rendered possible by 
large orders placed within the past few weeks. On these orders 
deliveries have not yet been made; and in consequence the year’s 
record shows an almost unprecedentedly low total for cars 
built which will not be materially affected by some lack of 
completeness in our figures. 

Judging by present inquiries, it seems fair to predict that the 
coming year will show a favorable record both for equipment 
built and equipment ordered. Many manufacturers who have 
done less than half the business this year that they did in 1910 
have on hand unfilled orders over twice as large as those on 
their books at the close of 1910. 
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Of the freight cars built in the past year 68,961 were for 
domestic service and 3,200 for export. Of the passenger cars 
3,938 were for domestic service and 308 for export. Of the 
freight cars 52,592, or approximately two-thirds, were of all- 
steel construction or had steel underframes, and of the passenger 
cars 2,930, a slightly higher proportion, were of all steel con- 
struction or had steel underframes. Of the passenger cars, 415 
were electric railway cars. The following table shows the cars 
built in the past 13 years: 


Year. Freight. Passenger. Total. 

WR c ay Nae heeds: aoe 119,886 1,305 121,191 
PON er se sic capac ss 008. 115,631 1,636 117,267 
PO g < anid ceaiwars 136,950 2,055 139,005 
POG accticawne wens 162,599 1,948 164,547 
POGOe oeccccs-d horse paws 153,195 2,007 155,202 
POON cw cie.wceceds 60,806 2,144 62,950 
DS aiecareid ae ccesermarecs 165,155 2,551 168,006 
NOM bs-6 dso ve eeaes 240,503 3,167 243,670 
OWS foo vaca dauaaas 284,188 5,457 289,645 
OC aRererree rrr 76,555 1,716 78,271 
i. Sener re ee 93,570 2,849 96,419 
111 a ae 180,945 4,412 185,357 
BO as ccicren cateine sc 55,931 3,566 59,507 


*Includes Canadian output. 

Returns from locomotive builders show that 3,530 were built 
during the year, of which 3,143 were for domestic service and 
387 for export. Two hundred and twenty-five were compound 
and 133 were electric locomotives, a large part of which have 
been used for industrial switching service and similar uses. 


Year. No. Built. Year. No. Built. Year. No. Built. 
BOOS or. cccece 2,011 yt ee 3,153 O06 S60 ise 6,952 
(So Seas 69 i ee 3,384 CO a 7,362 
ECO eee 1,101 UC. Ree 4,070 1) ge 2,342 
DOGG sc cves L575 De Ce 5352 ih a 2,887 
LY re toa yO ee 3,441 pO) eee 4,755 
ho oe 1,875 19GS? ove 5,491 TORE. bce 3,530 
TEIN 0:56:00 2,475 


*Includes Canadian output. 





NEW CONSTRUCTION IN 1911. 

‘ETURNS from nearly all of the railways, supplemented by 
our own records and figures furnished by railway com- 
missions, show that 3,066 miles of new main line was built in 
the United States during the calendar year 1911, as compared 
with 4,122 miles the previous year. This is the smallest figure 
since 1897, when 2,109 miles was added. The average number 
of miles added each year is 3,885, since we began keeping this 
record in 1893. The 1910 record was 374 miles more than the 
preceding year. These figures do not include new second, third 
or fourth track, sidings or electric lines, nor do they include re- 
located lines on which work was carried out by the following 
companies: Maine Central relocated 6.36 miles in Maine; the 
Kansas City Southern built a new line, 29.45 miles long, in Okla- 
homa, Arkansas and Louisiana, replacing 21.3 miles, and in addi- 
tion reduced the grade on present alinement on five stretches, 
aggregating 15.3 miles. The Mississippi Central completed work 

on two miles of relocated track on the main line in Mississippi. 
Of the mileage added this year, the Chicago & North Western 
iaid a total of 173 miles, including the new cut-off from Lind- 
wurm, Wis., to Necedah, 130.55, which was the longest single 
stretch of line reported this year. The Kansas City, Mexico & 
Orient laid the second longest stretch of single track, 117 miles, 
from Tankersly, Tex., to Granada. The Harriman Lines built a 
total of about 320 miles, and the Santa Fe lines, a total of 195 
miles, the latter including a section of the cut-off between Texico, 

N. M., and Coleman, Tex. . : 
In Canada the Grand Trunk Pacific built 271 miles in the 
provinces of Saskatchewan, Alberta and British Columbia, and 
the National Transcontinental, which is building the eastern end, 
built 280 miles. On the western end work is under way on 1,167 
miles, and surveys are being made on 627 miles, while on the 
eastern end work is now under way on a total of 490 miles. The 
Canadian Pacific built a total of 487 miles, and has work under 
way on a total of 368 miles on the western lines. The Canadian 
Northern Ontario built 47 miles; has 73 miles located and 944 
miles under construction, in the province of Ontario, and in ad- 
dition has under construction 38 miles in the province of Quebec. 
The Canadian Northern lines in the western provinces added 456 
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miles during 1911, and rapid- progress is being made on the west- 
ern end on the transcontinental line in British Columbia. Over 
20 miles of track has been laid, and 80 miles graded, between 
Port Mann and Hope, and work is under way on an additional 
160 miles. The line from this point to the Alberta boundary, 
near Yellow Head Pass, is under contract, and it is expected 
that this work will be finished in about two years. 

In Mexico the National Railways of Mexico built a total of 161 
miles; the Mexico North Western built 131 miles, and the South- 
ern Pacific of Mexico built 36 miles. The figures for Mexico do 
not include a change of gage on the line of the National Railways 
ef Mexico, between Acambaro, Michoacan and Uruapam, 102 
miles, and the relocation of 38 miles between these places. 

The new main track mileage is reported under 43 states and 
territories, including Alaska, where 47 miles of new line was 
built. Texas, which was first in 1909, and 1910, is first this year, 
with 414 miles; this is 343 less than was built in this state in 
1910. 
consin each built over 200 miles. Colorado, Idaho, Kentucky, 
Georgia, California and Florida, follow in that order, each build- 
ing over 100 miles of main line in 1911. No new mileage was re- 
ported in Connecticut, Delaware, District of Columbia, Maine, 
Massachusetts, New Hampshire, New Mexico, Rhode Island or 
Vermont. In Canada 1,898 miles was reported, as compared with 
1,844 miles in 1910. In Mexico 351 miles was reported, as com- 


pared with 138 miles the previous year, an increase of 213 miles. 

Particulars of new mileage are given elsewhere in this issue. 
The following table shows our figures for mileage built in the 
United States during the last nineteen years: 


PROGRESS IN RAILWAY SIGNALING. 


WENTY THOUSAND, an easy figure to remember, now 
represents the mileage of railways in the United States 
equipped with automatic block signals, an increase of over 60 per 
cent. in three years. We are unable to give complete and 
exact figures for January 1, 1912, because of the difficulty of 
getting responses from some of the railways; but our table gives 
a pretty fair idea of the situation, nevertheless. The great bulk 
of the more important railway mileage of the country now has 
the block system in one form or another, and the yearly increase 
in the manual system is small or negative. On some roads there 
is a decrease, automatics having been substituted for the manual 
system. One road reduces the total of our table 250 miles by 
withdrawing erroneous figures furnished a year ago. The use 
of automatics on single track continues to spread, and the mile- 
age is again nearly as large as that on double track. The Union 
and Southern Pacific, taken together, continue to furnish the 
largest item, these two, with their controlled lines, now reporting 
(including a considerable amount of double track) over 5,500 
miles of road equipped with automatic signals. The Boston & 
Maine and its controlled line the Main Central; the Chicago, 
Milwaukee & Puget Sound, the Illinois Traction Electric Line, 
and the St. Louis & San Francisco each report a large automatic 
single-track mileage; and this use of automatic signals seems 
now to be so extensively favored that the adoption of the idea 
by additional roads may be looked upon as assured. 

While the progress shown by the foregoing figures is not so 
great as could have been hoped for, still much has occurred in 
the field of work of the signal engineer which shows considerable 
development. The use of automatic signals on single track, as 
here noted, the use of green lights for the proceed indication 
and the introduction of upper quadrant signaling, have progressed 
steadily; and the use of power-operated signals at mechanical 
interlocking plants has made this type of interlocking available 
for a greater variety of conditions. 

The Pennsylvania Terminal in New York, and the North- 
Western Terminal in Chicago, both representing highly intensive 
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Oregon is next with 224 miles, North Dakota and Wis-. 
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handling of terminal operations, exemplify also the most in- 
tensive application of power interlocking. In these plants the 
switches and signals and their operations—which now constitute 
a vital element in all large stations—seem, from the standpoint 
of safety, to have been brought well-nigh to the highest attain- 
able perfection. ' 

The engineering side of signaling has witnessed some notable 
developments, particularly in alternating current apparatus; and 
the application of this to certain operating conditions has in turn 
shown economies in maintenance which have attracted consider- 
able attention. e 

Two or three automatic train stops have been tested during 
the year, and railway officers are perhaps more favorably in- 
clined toward this device; but progress is slow and any appre- 
ciable’ activity on the part of the railways in this field is still in 
the future. 

As to the enforcement of the block system by legislation, 
Indiana has strengthened its law, and two or three other states, 
having statutes on this subject, have been watching Indiana, 
though no important action has been taken. Considerable public 
attention has been attracted toward the means which railways 
use to secure safety in travel, and the Interstate Commerce 
Commission has repeated its recommendation for a federal law, 
but there is no sign that Congress intends to take any action. 
The Indiana Commission, acting under its new law, has 
negotiated with the roads on a basis generally reasonable, and in 
some cases the roads have agreed to put in automatic signals 
when the law would have been satisfied with a less complete 
system. A few electric interurban lines now have automatic 
track circuit block signals, and the successful use of lights as 
signals, in place of semaphores, under favorable conditions, seem 
likely to make for substantial progress. 

Rapid developments in the application of alternating current 
have contributed greatly to the solution of the problem of 
signaling on electric railways and more specific data is being 
worked up by a committee of the Electric Railway Association. 

The importance of signaling in the most intensive situations, 
in which all other methods of improvement have been exhausted, 
has a notable example in the signaling of the Interborough sub- 
way in New York. The “time-speed” signaling which has been 
brought to its completion during the year in the subway has 
made possible the running of trains closer together—at intervals 
even shorter than the length of the station platform—which has 
resulted in an increase of 17 per cent. in the number of passengers 
carried. As these average in the busy season over a million a 
day the magnitude of the increase brought about by the signal 
system affords a remarkable tribute to the signal engineer. 

The art of signaling suffers not only from the drawbacks in- 
separable from a comparatively new and a rapidly growing 
science or industry, but also from the fact that it makes heavy 
demands on the railway treasuries; while its problems have to 
be dealt with by two departments (besides the financial). Never- 
theless, the signal engineers as a body have met all demands 
most creditably. 


RECEIVERSHIPS AND FORECLOSURE SALES IN 1911. 

5 leas sales of railway properties under foreclosure were quite 

unimportant in 1911, with the single exception of the sale 
of the International & Great Northern. Few roads went into 
the hands of receivers in either 1909 or 1910, and the roads that 
went into the hands of receivers in 1908 were mostly sold under 
foreclosure in 1909, although the International & Great Northern 
foreclosure sale is a consequence of the 1908 receivership. The 
total mileage of roads sold under foreclosure in 1911 was 1,386, 
of which 1,160 is accounted for by the sale of the International 
& Great Northern. : 

The most interesting point about the sale of the International 
& Great Northern and its problems of reorganization is due to 
the fact that this reorganization had‘ to be carried out despite 
the laws of Texas and the attitude of the Texas railway com- 
mission. The reorganization provided for the sale of the prop- 
erty and the exchange of old International & Great Northern 
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securities for securities in the new company, a scaling down of 
interest charges and the raising of funds to pay floating debt, 
receivership certificates and similar claims by the sale of $11,- 
000,000 notes. Apparently the way the difficulties interposed by 
the Texas laws and railway commission have been overcome is 
by the formation of an International & Great Northern holding 
company, which was formed in Virginia, and it is supposed 
will issue its own securities in exchange for the deposit of new 
International & Great Northern of Texas securities. In this 
way stockholders of the old I. & G. N. and other security holders 
will be enabled to receive some form of security which will 
represent their equity in the property and the present sacrifice 
which they are making in its reorganization. 
The following table shows the foreclosure sales in 1911: 


ForECLOSURE SALES IN 1911 oF STEAM Roaps. 





Railway Funded 
mileage. debt. Stock. 
Atlantic Northern & Southern.......... 17 $111,500 $178,400 
SRATEROTE OPO: 60-40 0 5: 0:0's00-5- 6 owen 6 00-5558 11 78,000 a 
Cincinnati, Bluffton & Chicago.......... 53 1,000,000 1,125,000 
Dardanelle, Ola & Southern............. 15 | ae 
Kagies Mere Railroads ..6066606cieesses 10 83,500 50,000 
Delaware G asters. 0 iiciccccsceveacses 46 942,000 120,000 
OHINDOOG TRRUWEY 6 o-5 o-0 06 hws 06 64-400 57,000 50,000 
International & Great Northern......... 1,160 24,917,053 9,775,000 
Macomb & Western Illinois.............. 20 ad 25,000 
Pittsburgh, Binghamton & Eastern....... 6 T73,000  sneses 
Placerville & Lake Tahoe........00cc00s 27 240,000 810,000 
Virginia Anthracite Coal and Railway.... 9 80,000 100,000 
Wilmington, New Castle & Southern.... 7 400,000 330,000 
WRG, 6nd SW nis eae W ee Ce WENO es 1,386 $28,153,053 $12,588,400 





*On June 30 Poor’s Manual said that no bonds were issued. 

*This is the price at which the road was sold. The par value of out- 
standing securities could not be ascertained. 

tSee text. 


The other roads sold were unimportant short lines. 

The Atlantic Northern & Southern was bought in by the 
president of the Omaha & Iowa for $402,000. 

The Bartlett-Florence was bought by J. L. Bailey for $41,000. 

The Cincinnati, Bluffton & Chicago was sold in March. 

The Eagles Mere Railroad was bought by its bondholders’ 
committee for $20,000. 

The Delaware & Eastern was sold to representatives of the 
bondholders. 

The Ferdinand Railway was sold for $20,000. 

The Macomb & Western Illinois was sold for $500,000. 

The Virginia Anthracite Coal & Railway was bought by the 
Norfolk & Western for $100,000. 

The Pittsburgh, Binghamton & Eastern was sold in February. 








SuMMArRY OF FORECLOSURE SALES IN 36 YEARS, 








No. of Bonds 
roads Miles. and stocks. 

30 3,840 $217,848,000 
54 3,875 198,984,000 
48 3,906 311,631,000 
65 4,909 243,288,000 
31 3,775 263,882,000 
29 2,617 137,923,000 
16 867 65,426,000 
18 1,354 47,100,000 
15 710 23,504,000 
22 3,156 278,394,000 
45 7,687 374,109,000 
31 5,478 328,181,000 
19 1,596 64,555,000 
25 2,930 137,815,000 
29 3,825 182,495,000 
21 3,223 169,069,000 
28 1,922 95,898,000 
25 1,613 79,924,000 
42 5,643 318,999,000 
52 12,831 761,791,000 
58 13,730 1,150,377,000 
42 6,67 517,680,000 
47 6,054 252,910,000 
32 4,294 267,534,000 
24 3,477 190,374,000 
17 1,33 85,808,000 
20 693 39,788,000 
13 555 15,885,000 
13 §24 28,266,000 
6 679 20,307,000 
8 262 10,400,000 
6 114 13,777,000 
3 138 2,547,000 
12 2,629 250,033,000 
17 1,100 93,660,109 
13 1,386 40,741,453 
Total, 36 years... 976 119,206 $7,280,903,562 
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The Placerville & Lake Tahoe was sold to C. D. Danaher for 
$450,000. This price included the assets of the Eldorado Lumber 
Co. 

The Wilmington, New Castle & Southern was not sold as a 
whole. The five-mile section between Wilmingtcn, Del. and 
New Castle was sold separately, and our table giving mileage 
shows only the mileage actually sold. 

There were only four other unimportant roads beside the 
Wabash put into the hands of receivers in 1911, and if it were 
not for the Wabash, only 91 miles of railway would have been 
put in receivers’ hands. Of course, it is not possible to say that 
these are all of the railways that were put in the hands of 
receivers in 1911, because some roads may have passed into 
friendly secret receiverships. The Wabash, however, brings the 
total mileage up to 2,606, and the total funded debt of roads 
going into the hands of receivers up to $116,351,496. 

The following table shows the receiverships established in 
1911: 


RECEIVERSHIPS ESTABLISHED IN 1911. 

Railway Funded 

mileage. debt. Stock. 
Atlantic Northern & Southern............ : 2 $111,500 $178,400 
Eagles Mere Railroad. «.. 03.0060 csesccccse 10 83,500 50,000 
Jamestown, Chautauqua & Lake Erie..... 37 750,000 750,000 
Jamestown & Cautauauas .6<.c 6 oc0ssesces 27 250,000 475,000 
MUSES” GROG esc ciciccnca deaceneaeen we 2,515 115,156,496 92,801,986 


2,606 $116,351,496 $94,255,386 





Total 


Cem e eee eee reese ee eeesesseeessese 


The Wabash receivership was established in December, was 
said ta be a friendly receivership, and had probably been inevi- 
table ever since the Wabash-Pittsburgh Terminal and the Wheel- 
ing & Lake Erie went into the hands of receivers. The reor- 
ganization will not be under the undivided control of the Goulds, 
probably, but will be carried on in connection with Kuhn, Loeb 
& Company and various re-organization committees which have 
already been formed to protect the various classes of security 
holders. It is probable that the reorganization will be con- 
siderably complicated by the fact that the Wabash guarantees 
$8,000,000 notes of the Wheeling & Lake Erie that have been 
defaulted since 1908, which notes are held by Kuhn, Loeb & 
Company; while on the other hand the Missouri Pacific owns 
common and preferred stock of the Wabash, so that it is itself 
in a not very strong financial position; and the effect on the 
Missouri Pacific of an assessment on the common and preferred 
stock of the Wabash will have to be carefully considered. 

The following is the record taken from our files of roads 
put into the hands of receivers since 1875: 


SUMMARY OF RECEIVERSHIPS FOR 36 YEARS. 








No. of Bonds 

Year. roads Miles. and Stocks. 
GSR eavinsuwse cess tes 42 6,662 $467,000,000 
DEE wé-ois eewece eres 38 3,637 220,294,000 
ROUT Gx dicia-v awd adie 27 2,320 92,385,000 
1s! Ae rae se eee 12 1,102 39,367,000 
A rer are er 13 885 140,265,000 
i CES an ere a 110 3,742,000 
BG i ck Sav sercinliee es 12 912 39,074,000 
RRR Gi iiss.a dents sare 11 1,990 108,470,000 
Pies erie ae ciemtaeseece 37 11,038 714,755,000 
Co A eee 44 8,836 385,460,000 
DS A re 13 1,799 70,346,000 
A Sere 9 1,046 90,318,000 
PE ae cc ooe ena ees 22 3,270 186,814,000 
De nes ioscan cess 22 3,803 99,664,000 
DONT Gi ccvonedeanwee 26 2,963 105,007,000 
UMN ark.tre coseleeeecnes 26 2,159 84,479,000 
NEED Cs Ceeeeeeews 64:4 36 10,508 357,692,000 
ON ac bitks a amee wes 74 29,340 1,781,046,000 
on EL Aas Eee 38 7,025 395,791,000 
PO is sida od celetatins 31 4,089 369,075,000 
jt ee er rr 34 5,441 275,597,000 
Bey cle scis wee eelsacs 18 1,537 92,909,000 
it AGE Bears a 1 2,069 138,701,000 
i i. . 10 1,019 52,285,000 
Se rere 16 1,165 78,234,000 
Do RS es eae “4 73 1,627,000 
ee. Fated ad oe 5: 278 5,835,000 
CEE ee 9. 229 18,823,000 
VL as eee a 8 744 36,069,000 
i, | Aan rere eae 10 3,593 176,321,000 
Se ee 6 204 55,042,000 
LL SNR Aad: Ger ae 7 317 13,585,000 
DO kcwkatne ew awe 24 8,009 596,359,000 
iL. SS Pe ae 5 859 78,095,000 
as Si aise tocmraca Sead 7 735 51,427,500 
WO o yk dai Re amowees 5 2,606 210,606,882 

Total. 35° years... 724 131,839 $7,632,560,382 
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Letters to the Editor. 


“ABOLISH THE PRESENT GIVING.” 








St. Louis, Mo., December 21, 1911. 


To THE Epritor OF THE RAtLWAY AGE GAZETTE: 

The discussion of this question in your columns should result 
in benefit to all concerned, and it is to be hoped that something 
practical will be attained before another excuse for the practice 
comes around next year. 

The evil features are so manifest that reliance should not be 
placed on publicity alone, and consideration should now, it seems 
to the writer, be directed to a cessation of the practice; and this 
should not be a matter of great difficulty if the railway execu- 
tives will endeavor to relieve their subordinate officers of the 
embarrassment imposed by the present widespread abuse. 

The writer is under the impression that matters of criticism in 
connection with railway conventions in the past have been 
remedied at the suggestion of the railway executives, and perhaps 
an intimation by them to the supply men through the Railroad 
Supply Men’s Association or otherwise would bring about the 
needed reform. The various railway officers affected would then, 
without the appearance of offensiveness, be in a position to return 
any “gifts” that might be sent regardless of such a “hint” from 
their executives. 

A discussion of this feature will, no doubt, bring forth the 
best method for dealing with the subject. PURCHASING AGENT. 





CLEVELAND, O., December 19, 1911. 


To THE Epitor oF THE RatLwAy AGE GAZETTE: 

Your editorial at the top of page 1199 of the issue of December 
15 should be printed in red and sent broadcast throughout the 
land. I would emphasize particularly the following line, “If it 
is not actually grafting it is the vestibule to it.” 

This practice of giving and accepting gifts from parties from 
whom as agents we purchase thousands of dollars’ worth of sup- 
plies has for many years been a most potent force in undermining 
the character of the men engaged in it. That the New York 
Times should manifest surprise to learn of the existence of this 
practice is positively funny, and shows that in the eager search 
for the latest news the metropolitan papers can sometimes over- 
look matters of first importance that are close at hand. 

The giving of presents in this manner is a practice of con- 
siderable antiquity. The railways are concerned in it only be- 
cause of the large amount of business which they do. It is a 
very healthy sign of the times that the matter is receiving atten- 
tion and condemnation by both the technical and secular press. 
The newspapers frequently boast of their great service to man- 
kind as molders of public opinion. In this particular line they 
may well have reason to be proud of that distinction. 

ALBERT J. HIMES. 





BLOCK SIGNALS AND FUEL ECONOMY. 





Cuicaco, December 3, 1911. 


To THE EpiTor OF THE RaiLway AGE GAZETTE: 

Referring to the paper on “Opportunities for Economy on 
Railways” by L. C. Fritch in your issue of November 24, there 
is a way in which the use of automatic block signals can con- 
tribute to fuel economy in no small degree. Suppose there are 
two trains to meet on a single track line equipped with auto- 
matic block signals working in three positions. If the inferior 
train arrives first, pulls into the siding and finds the outgoing 
signal in the clear position, the fireman can safely bank his fire 
and wait until the signal assumes the 45 deg. position, when he 
should have just about enough time to fire up and be ready to 
pull out when the opposing train arrives. The reason for this is 
that the clear signal will show that there is no train within two 
blocks of the station; the 45 deg. position of the signal after it 
has been clear shows that a train has entered the second block 
in advance of the station. 
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Provided the blocks are not too short, the same results may be 
obtained on double track by the use of switch indicators. In 
this case, if a train enters a passing track to be passed and finds 
the outgoing indicator clear, the fires may be banked as before 


until the indicator announces the approach of a train. Local 
conditions enter into both cases; for example, switching opera- 
tions might give misleading indications, but the crews are usually 
sufficiently familiar with the road to take such things into con- 
sideration. It can be easily seen that such a method of handling 
fires will result in a marked saving in coal over the usual method 
of keeping up a full head of steam while waiting beyond the 
appointed time for the arrival of another train. This system has 
the exceptional quality of being self enforcing, when understood, 
as it not only saves coal for the company, but saves the fireman’s 
back as well. This method of utilizing the block system was 
discovered, I am told, by an engineman on a western road, and 
the results have been very gratifying. The scheme can be worked 
with two position signals, also, provided the outgoing signal has 
two arms, home and distant; then the vertical position of the 
distant is the signal to fire up. It has been assumed in the fore- 
going that the signals were normal clear. If they are normal 
danger the clearing of the signal to 45 deg. or of the top arm if 
two arm two position would be the signal to fire up. 
W. H. ARKENBURGH. 


* 





THE RAIL SITUATION ON THE HARRIMAN LINES. 





Curcaco, Ill., December 22, 1911. 
To THE EpITor OF THE RAtLWAy AGE GAZETTE: 

Referring to your article: “What are the Railways Going to 
do About Rails?” in your issue of December 15, I desire to 
comment thereon as follows: 

While not specifically so stated, the impression left on my 
mind by this article, and I think on that of most readers, is 
that the broken rail situation on the railways of the United 
States is in a very serious, not to say desperate, condition. 

The matter of broken rails first began to receive serious at- 


‘tention in 1906 and 1907, when a change to heavier sections 


was being made by various railways in the United States. The new 
and heavier rails developed an alarming number of breaks and 
after much conference on the part of the railway organizations 
and manufacturers, a great deal was done in the way of change 
of sections, chemical composition, improved tests and inspection, 
and mill practice, to improve conditions, which at that time 
were really serious. Omitting details leading up to this, the re- 
sult has been, so far as the Harriman system is concerned, a 
marked improvement in the quality and a diminution in break- 
age of rails in the last three years. The number of rails break- 
ing during the first year of service, which is their critical period 
under traffic, has fallen in that time from about one rail in 370 
to one in 3,670, with an increase of tonnage, and but for an un- 
fortunate manufacturing error, which was very soon discovered 
and corrected, it would have approximated one rail in 7,000. 
This appears to be really a not unreasonable proportion ob- 
tained in an article manufactured in large quantities, and it 
certainly shows that the above efforts on the part of this rail- 
way system, together with the efforts of the mill people to im- 
prove their mill practice, have resulted in a good output. 

I hardly think that any manufactured article will show a 
very much higher qualtity than this. Of course, we are not 
satisfied short of perfection, we want no rail failures at all and 
are striving honestly, as I believe the manufacturers are, to 
obtain this result. I do not think it fair, therefore, to attack 
rail manufacturers or the railways on the ground that the best 
possible is not being done. It would be as fair to attack manu- 
facturers of automobiles or the purchasers thereof, if an acci- 
dent should occur from the failure of an axle or steering gear 
of one automobile in 7,000 manufactured and used. 

In presenting the above figures there will naturally occur to 
you a question as to their accuracy and as to our methods of 
obtaining them, and it may not be out of place for me to describe 
the system on the Harriman Lines in this connection. 
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There are two opportunities of error in all such reports: First, 
in the information supplied; second, in the compilation. 

The former is the more apt to be incorrect. Anticipating this 
trouble from the beginning, the Harriman Lines’ officials have 
taken particular pains to personally instruct all section foremen 
and roadmasters, who are in immediate contact with rail con- 
ditions, in the details of inspection of broken rails, and we re- 
quire their immediate superiors to check their reports. We have 
seen that the results of their reports get back to them in- 
dividually, so that they may understand and appreciate the use 
and importance thereof. They have been individually instructed 
in case of doubt as to the nature and cause of a break always to 
place it in the unknown class, so that the causes specifically 
stated are undoubtedly correct. The large number of intelli- 
gent inquiries we have had from these men lead us to believe 
that their reports are carefully and conscientiously made. The 
results are worked up by the different general managers having 
jurisdiction and sent to the Chicago office, where they are again 
checked and compilation made and gone over, so that I may 
state with confidence that I believe the figures above given may 
be relied upon, and I further believe that the specifications of 
the Harriman Lines, if rigidly lived up to by the manufacturers, 
followed up by a proper inspection, give us as good rail as it is 
possible to produce under the present state of the art. 


JOHN D. ISAACS, 
Consulting Engineer, Harriman Lines. 





CLASSIFICATION SIGNALS. 





RosEvILte, Cart., November 10, 1911. 
To THE EpiTor OF THE RatLwAy AGE GAZETTE: 

In your issue of October 13, “ID. A. D.” maintains that it is an 
insufficient safeguard to require classification signals on no 
trains except a train with a section following or an extra train. 
His argument is that some sort of signals should be carried by an 
“only section,” to give positive indication of no section following. 

This suggestion is a good one as far as it goes. It could be 
augmented by requiring that classification signals should be car- 
ried on the rear as well as the head end of a train. Often at a 
station the train crew may be busy cooling a hot journal, or per- 
haps they are inside a box car unloading freight. They are 
anxious to gain every possible minute, and consequently do not 
see the engine of a passing train until too late to note the signals 
carried. In such a case, if classification signals were carried also 
on the rear of the train they would be observed. There seems 
to be no logical reason why classification signals, like indicators, 
should not be shown at both ends. Such an arrangement would 
also benefit station and yard employees and trackmen. The lat- 
ter, on the approach of a train, are usually busily engaged tamp- 
ing the last tie or driving a final spike. But while they may not 
closely observe the engine, they always look at the rear car to 
see whether the roadmaster is on board. 

The use of positive classification signals for “only sections” 
would give other advantages. The danger of careless mistakes 
on the part of conductors while checking the train register would 
be lessened. In the “signals” column of the train register, con- 
ductors either write “white,” “green,” or “none.” Occasionally 
“none” is written instead of “green.” If “only sections” carried 
signals, yellow for instance, the conductor would write “yellow” 
instead of “none,” again something positive. 

Operating officers would have more opportunity than at pres- 
ent to test the observance of classification signals, for the sig- 
nals of an “only section” could be removed without risk of caus- 
‘ug a collision, in order to note whether their absence is observed 
by train and enginemen. At present the removal of green sig- 
nals from an engine for a test would be foolhardy; and, in the 
case of an engine of a regular train without signals, there is no 
way of telling whether or not proper observance has been made. 

Granting that signals denoting “only section” are desirable, 
the next question is the proper selection of colors. If we 
strictly conform to the meaning of the various colors, yellow, 
being a caution signal, should mean “section following,” and 
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green, being proceed, should mean “only section.” The objec- 
tions to this are threefold. First, the new order would change 
the long established meaning of green lights on an engine. Sec- 
ond, it would be necessary to revise the book of rules, particu- 
larly the artistically colored prints of “Engine running forward 
by day,” etc. Third, there would be danger of yellow classifica- 
tion lamps being mistaken for the white lamps of an extra, per- 
haps with disastrous results. On the other hand, if, as at pres- 
ent, we use green for section following, and then add yellow for 
only section, no previous rule would be altered. All that 
would be necessary would be to issue a paster supplement to the 
book of rules, showing the additional signals. Also, if the yel- 
low lights of an only section happened to be mistaken for the 
white lights of an extra, the risk of collision would be but slight, 
and in such a case the indicators should verify the signals. 

The bull’s-eye lantern, which would be the rear classification 
signal by night, should be so designed that different colored 
lenses could be interchanged in it, thus reducing the amount of 
equipment necessary. M. B. WHITNEY, 

Student in Railroad Operation, Southern Pacific Company. 

[We will venture one or two suggestions. To partly excuse 
trainmen for not seeing the engine will be as bad as wholly 
excusing them; and to allow two chances to see the classifica- 
tion signals might be less satisfactory than to concentrate effort 
and attention on one chance. Do not be afraid of disturbing 
long established usage, when that usage, as is the case at present 
with green lights on the front of engines, perpetuates an incon- 
sistency. Do not be afraid of disturbing the artistic illustrations 
of the rule book. A revised book once in a while may be use- 
ful on general principles. At all events, it is our observation that 
nearly every road makes a revision occasionally. Finally, do 
not be afraid of being radical. The Railway Age Gazette’s rem- 
edy for the faults of classification signals is to use the block 
system and do away with such signals entirely —EnbiTor. ] 





GOOD STYLE IN RAILWAY PUBLICATIONS. 





To THE EpiITor OF THE RAtLWAy AGE GAZETTE: 

The success of your prize competitions suggests the propriety 
of offering prizes in other departments—as, for example, in the 
literary shop. You have reprinted a number of circulars ad- 
dressed by railway managers to their employees on the subject 
of courtesy, and it must be that these circulars have produced 
good results. The last word has not been said, however. There 
is room for variety in this feature of the business, and it will 
be a good thing if other managers, not resting satisfied with 


-what has been done by the pioneers, try their own hands at lec- 


turing—lecturing by circular, I mean. (Such amateur produc- 
tions should of course be submitted to a severe committee before 
being promulgated.) As a contribution, I submit as an excellent 
example of good sense, brevity and refined taste the circular 
issued by the Postal Telegraph Company (see below). This is 
signed by Edward J. Nally, vice-president of that company, and 
therefore the prize does not go to your correspondent. 
ANON, LITERARY AGENT OF THE X, Y & Z. 
“THE EMPLOYEE IS THE COMPANY.” 


“It is a fact that the public regards the representatives it meets 
and with whom it transacts business as the company itself. 
We know this from our personal experience in stores, for in- 
stance. If we are well treated by the clerks, if they are pleasant 
and affable, if they impress us by their alertness and their knowl- 
edge of their business, our trade naturally gravitates toward that 
store. We like to go there; we are glad to tell our friends about 
it and to influence their patronage in that direction. So it is 
with the representatives of the Postal Telegraph. The public 
receives its idea of the company largely. through you. You are 
the ones they meet and from whom, as a rule, they form their 
impression of the company itself. Hence it behooves all to be 
efficient, alert, honest and obliging, since in so doing we not only 
build character for ourselves, but we likewise give character and 
reputation to the company we serve.” 








In accordance with its annual custom, the Railway Age 
Gazette has sent out to a number of railway executive officers 
inquiries regarding their views on the present railway situation 
and the outlook. A number have responded to our inquiries, 
and our questions and their answers are given below. 


QUESTION 1—DO YOU FEEL THAT THERE HAS 
BEEN ANY CHANGE IN THE ATTITUDE OF THE PUBLIC, 


AND PARTICULARLY IN THAT OF THE SHIPPERS, IN - 


YOUR SECTION TOWARD THE RAILWAYS SINCE THE 
“RATE ADVANCE” DECISIONS WERE RENDERED BY 
THE INTERSTATE COMMERCE COMMISSION, AND, IF 
SO, WHAT IS THE NATURE OF THE CHANGE AND TO 
WHAT DO YOU ATTRIBUTE IT? WHAT, IN BRIEF, IS 
YOUR ROAD DOING TO IMPROVE ITS RELATIONS WITH 
THE PUBLIC? 


Erte Rartroap.—I do not think there has been a change in 
the attitude of the public towards railways; and, in this, I dif- 
ferentiate from the public, the shipper. The portion of the 
public which is clamoring for the persecution of railways is to 
Le differentiated from that portion who may be designated as 
shippers. The shipper as I know him has the best of feeling 
towards the railways as a whole. The Erie Railroad is doing 
nothing to improve its relations with the general public, beside 
promulgating, from time to time, various documents, which, if 
read, would enlighten it on the situation—Frederick D. Under- 
wood, President. 

Rock Istanp Lines.—I feel that there has been a change in 
the attitudes of public and the shippers. Since the rate advance 
decisions were rendered by the Interstate Commerce Commis- 
sion there is decidedly more tolerant spirit and I attribute it, 
first, to the fact that many people have been led to give the matter 
some personal investigation by reason of the publicity of the 
matter, and, second, the inability of the railway to spend money 
for improvements and equipment has resulted in reducing the 
business of shippers, which has led them to investigate, and they 
have ascertained that their business is more largely affected by 
the inability of the roads to spend money than they had ever 
before known. As to what this road is doing to improve its rela- 
tions with the public: First, we are giving them the best service 
possible; second, we are giving more attention to the matter of 
publicity—H. U. Mudge, President. 

DetawarE & Hupson.—I think there has been a marked 
change in the feeling of the public toward the transportation 
companies, brought about by a greater effort on the part of 
the transportation companies to make clear to the public, or 
explain to the public, various complicated matters; also, the 
large industries, other than the railway industry, have felt it 
desirable to use their influence with the public on behalf of the 
railways.—C. S. Sims, Second Vice-President and General Man- 
ager. 

Kansas City SouTHeRN.—The public is possibly coming to 
understand that a general advance in rates would be negligible 
in its individual effect, but-the shipper is the protester, and I 
think is unchanged in his determination not to permit it. We 
are, through dissemination of literature and bulletins, endeavor- 
ing to bring before the public the facts as they exist, and by 
fair treatment and constant effort to give good service we are 
trying to make our relationship with the public one of mutual 
benefit—J. A. Edson, President. 

San Pepro, Los Ancetes & Sat Lake.—I do not know that 
there has been any change in the attitude of the public, or the 
shippers, in our section since the “rate advance” decisions were 
rendered by the Interstate Commerce Commission. I believe 


the change in attitude of the citizens in favor of seeing that 
the railways are given proper treatment, which sentiment started 
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a year or two ago, continues. Our road is doing everything 
possible to improve its relations with the public.—J. Ross Clark, 
Second Vice-President. ‘ 

Roap A (SouTHWESTERN).—In my opinion there has been no 
particular change of sentiment one way or the other since the 
“rate advance” decisions were rendered by the Interstate Com- 
merce Commisison. I have not personally been able to find 
anyone whose views have undergone any decided change since 
that time. Many of the larger individual shippers have for a 
long time pzsi been against restriction in the matter of changes 
of rates, and have only insisted that no discrimination be 
created. The volume of the rates in themselves has not been a 
matter of concern so long as the rates were equitably adjusted. 
I do not believe that the great mass of the people have changed 
their views, and I think that to a great degree they are an- 
tagonistic to the railways. Our principal effort to improve our 
relations with the public is in reasonable and proper demands 
arid by close association through official representatives.—Vice- 
President and Traffic Manager. 

Roap B (WEsTERN).—I think there has been some change 
in the attitude of the public and of shippers towards the general 
business of railroading. I think shippers are beginning to feel 
more than they did a few years ago that the railways are not 
as black as they are painted, and that the general business of 
the country will be advanced if the railways are allowed to make 
fair returns on their property. Our road is doing the following 
kinds of work in connection with the public: Our local men 
everywhere are requested verbally to keep in close touch with 
all patrons of the road; to discuss complaints freely and try 
to remedy them at once; to know personally editors and others 
connected with the daily newspapers, and to have friendly re- 
lations with them. We endeavor to settle claims very promptly 
and to meet the views of the public, so far as we can, with 
service. This latter question is a most difficult one, because in 
a very proper effort to have low operating costs and efficiency 
in railway service we run counter to the demands of the public 
for more expensive passenger stations, more expensive passenger 
trains, fast freight trains, frequent switching, etc. From my office 
we send out to all of the newspapers such literature as we can 
obtain that gives the railway side of the general discussion 
that has been going on during the last few years. I think we 
have now a list of something like 50,000 names, to whom we 
send more or less stuff from time to time. We send out a 
good many of Slason Thompson’s pamphlets, material prepared 
by the Bureau of Railway Economics, and I have made a good 
many public addresses during the past year, some of which 
have been printed, and those we distribute. Whenever we make 
inspection trips on the road, we try to stop at some point of 
more or less importance in the evening and attend a meeting 
with the citizens at the Commercial Club, or other social hall.— 
President. 

Roap C (Eastern).—I do not think conditions have substan- 
tially improved. We are trying to sit still and saw wood.— 
President. 

Roap D (SouTHEASTERN).—There has been a change for the 
better in the attitude of the public toward the railways. The roads 
I represent are doing only what has been practiced for a num- 
ber of years—keeping in touch with the local conditions and 
remedying abuses when discovered.—President. 

Roap E (WestTERN).—I have found a very decided change in 
the attitude of the shipping as well as the general public toward 
railways, but I do not date any of it from the “rate advance” 
decisions of the Interstate Commerce Commission. The genera! 
attitude of thinking business men is that the railways have bee?! 
punished instead of regulated, and that the reflex has been 
disastrous to general business. I find also the feeling becoming 
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daily more general that the railways are honestly and con- 
scientiously endeavoring to occupy a correct relation with the 
public, and.that this effort should be sympathetically met. This 
company is systematically extending the acquaintance of its 
general officers with the public; co-operating with every public 
instrumentality; in fact, doing everything possible to secure 
recognition as a constituent part of the business. world, entitled 
to the same consideration given to other business interests, and 
asking no more.—President. 

Roap F (SouTHWESTERN).—There has undoubtedly been 
some change in the attitude of the public, particularly shippers, 
in the past year. I think a part of this is due to the publicity 
given the railway’s side of the question. We are making an 
effort to meet the wishes of the public where possible, and 
where such requirements are reasonable. If unable to meet 
them, we endeavor to explain the situation and show our side 
of the question—Vice-President and General Manager. 

Roap G (CENTRAL).—There has been a slight change for the 
better. The swing of the pendulum of public opinion is slow, 
but very sure. It is important that there is a slight improve- 
ment. We must bear in mind that large bodies move slowly. 
The only thing we are doing to improve our relations with the 
public is to do the best we can in the direction of fair treat- 
ment and frank and straightforward dealing.—President. 

Roap H (WEsTERN).—The attitude of the piblic in the ter- 
ritory traversed by this road is quite friendly, markedly so com- 
pared with several years ago. I do not feel that the “rate ad- 
vance” decisions of the Interstate Commerce Commission had 
any bearing. We have our differences with shippers as to rates 
’ and facilities, such as necessarily arise and will continue to arise 
in all business enterprises, but in the majority of cases the dif- 
ferences are amicably adjusted without engendering much, if 
any, ill will. Our officials have constantly endeavored to im- 
prove their relations with the public. First. by efficient service 
and by the development of the property. In the second place, 
by dealing frankly with the public on all questions of public 
interest. We have had the assistance of our employees in all 
branches of the service, who are considerate of the rights of 
the public, and courteous in the treatment of shippers and pas- 
sengers. Frequently the officials visit towns and cities located 
along the line, by invitation attending public meetings, banquets, 
conventions, and gatherings, where the officials and the public 
mingle with each other in a business and social way.—President. 

Roap I. (Eastern).—There has been a marked change in the 
attitude of the public generally and of shippers in our section 
toward the railways during the last year; their sentiment toward 
the carriers is markedly more friendly. The change is due to 
several causes. Many persons, including not a few shippers, felt 
that the railways were entitled to some increase in rates, and be- 
lieved that they were hardly dealt with when the Interstate Com- 
merce Commission refused to permit any advances. The change 
in the attitude of the public toward the railways has also been 
largely due to the change in the attitude of many railway men 
toward the public. We are coming to realize better than we ever 
did before, and frankly to concede, that we are servants of the 
public as well as servants of our stockholders, and this attitude 
on the part of railway men naturally impresses the public favor- 
ably. Five years ago out of 100 articles having reference to rail- 
ways, taken from as many newspapers, at least 65 would have 
been hostile to the roads, and the remaining 35 would have been 
indifferent or lukewarm in their support. Out of the same num- 
ber of articles now 90 per cent. would be distinctly favorable to 
the roads and practically none would be distinctly hostile. Our 
road-is trying to better its relations with the public by making ex- 
tensive improvements, giving better service, and through its 
officers frankly discussing with the shippers and the public the 
different matters in which we are mutually concerned.—President. 

Roap L (SourHeastern).—In a general way, I believe that the 
feeling of the public (always excepting the “noisy politician”) 
towards the railways is slowly growing better, because of the 
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conservative and co-operative spirit exhibited by the roads, but 
that the selfish hostility of shippers to increases in rates is still 
being manifested by the almost universal suspension by the In- 
terstate Commerce Commission of all tariffs filed making ad- 
vances in rates.—President. 


QUESTION 2—DO YOU FAVOR REGULATIONS OF THE 
ISSUANCE OF RAILWAY SECURITIES? IF SO, BY THE 
FEDERAL, OR THE STATE, AUTHORITIES? WHAT, IN 
A GENERAL WAY, ARE THE REASONS FOR YOUR AT- 
TITUDE TOWARD THIS SUBJECT? 


Erie Rarroap.—I am in favor of the regulation of the issu- 
ance of railway securities by a federal authority, for the reason 
that such regulation will bring about a better market for them— 
Frederick D. Underwood, President. 

Rock Istanp Lines.—I do not favor regulation of the insur- 
ance railway securities by either federal or state authorities at 
this time, but it must be evident that if this is done it can only be 
effectively done by the federal authorities. My objection to 
having the matter tampered with at present is that it will affect 
present value of securities already in existence and which the 
public has purchased in good faith, and will make the condition 
of those roads that are already highly capitalized worse than at 
present—H. U. Mudge, President. 

DELAWARE & Hupson.—It would be a mistake for the state 
authorities to attempt the regulation of railway securities, and 
as most states are now attempting such regulations, it would be 
very much better to have it done by the national government.— 
C. S. Sims, Second Vice-President and General Manager. 

Kansas City SouTHERN.—The investing public is entitled to 
know that securities purchased are backed by substantial values, 
and reasonable regulation would seem to me not to be improper. 
I would favor federal authority, insuring uniformity, as against 
conflicting and varying regulations by the different states.— 
J. A, Edson, President. 

San Pepro, Los AnceLtes & Satt LaKke.—I believe the day 
of regulations for the issuance of railway securities is coming. 
Such regulation should be by the federal government; state 
regulations would be disastrous. While the railways at this 
time may take the same view of the regulation of securities 
as they first took of any governmental regulations, I believe 
the railways would have nothing to fear and that they, as well 
as the public, would be benefited thereby.—J. Ross Clark, Second 
Vice-President. 

Roap C (EastTEern).—I do not. It has always been very hard 
for the railways to raise money, and the interference of com- 
missions makes a hard matter harder.—President. 

Roap D (SouTHEASTERN).—I have not formed decided views 
respecting this matter.—President 

Roap E (WEsTERN).—I am a firm believer in federal regu- 
lation, believing state control to be destructive, while federal 
control can be constructive. Believing in this, I could not con- 
sistently argue against regulation of securities, and therefore 
favor it.—President. 

Roap F (SouTHWESTERN).—Am not adverse to the regulation 
of the issuance of railway securities. Most of the states through 
which we operate already do so.—Vice-President and General 
Manager. 

Roap G (CENnTRAL).—I think we should go very slowly in im- 
posing any new regulations. We have a lot of undigested regu- 
lations still weighing uncomfortably upon our stomachs. This 
does not mean that I am against regulation, but against adopting 
regulations more rapidly than they can be absorbed into the 
system.—President, 

Roap H (WEstTERN).—We are not in favor of regulating the 
issuance of railway securities. It is a matter which will take 
care of itself if left alone. The control by different states is 
conflicting, and creates difficulties in preventing extensions and 
development, which the public desire, as the development in one 
state may be well up to its necessity, while in another state 
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This 


much remains to be done in the way of new extensions. 
only harasses and embarrasses the development of the country 
and the development of the transportation lines, and makes the 
securities less desirable to investors, so that the money is in- 
vested elsewhere, or in other countries.—President. 

Roap I (Eastern).—I am in sympathy with the views regard- 
ing regulation of railway securities expressed by the Hadley Rail- 
road Securities Commission in its reports, which was sent to 
Congress by President Taft on December 11.—President. 

Roap L (SouTHEASTERN ).—Inasmuch as corporations are crea- 
tures of government—that is, they have no right to exist except 
under general or specific authority of the body politic—it seems 
clear that the latter should have full and explicit information or 
the issuance of railway securities. As one most important func- 
tion in government is the protection of its subjects against the 
self-seeking and designing, whether at home or abroad, it is rea- 
sonable that the government should be fully advised and be in 
a position to exercise its influence in favor of the reasonableness 
and soundness or corporate security issues. I, therefore, do not 
favor regulation of the issuance of railway securities either by 
federal or state authorities—President., 

QUESTION 3.—DO YOU FAVOR NATIONAL LEGISLA- 
TION FOR THE FEDERAL INCORPORATION OF CORPO- 
RATIONS DOING AN INTERSTATE BUSINESS, OR ANY 
OTHER LEGISLATION BY CONGRESS THAT WILL TEND 
TO REDUCE REGULATION BY THE STATES, AND TO 
CONCENTRATE IT IN THE HANDS OF THE FEDERAL 
GOVERNMENT? 


Erie Rartroap.—While I am not in favor of any further legis- 
lation in relation to corporations, federal is preferable to state 
legislation. It is perhaps time to again call attention to the 
present ridiculous and impossible situation—forty-six state rail- 
way commissions and a federal commission, all seeking to 
regulate railway corporations.—Frederick D. Underwood, 
President. 

Rock Istanp Lines.—I favor action that will concentrate 
railway legislation in the hands of the federal government and 
take away all such authority from the states, except such as is 
necessary for police regulation—H. U. Mudge, President. 

DELAWARE & Hupson.—The situation, where the several states 
attempt regulation, is almost intolerable. Regulation has come 
to stay, and it should, therefore, be in the hands of the national, 
and not the state, government.—C. S. Sims, Second Vice-Presi- 
dent and General Manager. 

Kansas City SouTHERN.—Am in favor of anything that will 
concentrate and simplify such regulations as may be proper, and 
this would seem to be possible only through national control, to 
the entire exclusion of state authority—J. A. Edson, President. 

San Pepro, Los Anceres & Sart Laxke—I strongly favor 
national legislation for incorporation of corporations doing an 
interstate business that will have a tendency to reduce state 
regulations.—/. Ross Clark, Second Vice-President. 

Rock Istanp Lines.—It is essential that the regulation of 
interstate carriers be concentrated in the federal government 
rather than subjected to the diverse views of forty-nine different 
governments. This is so clear that no argument is required. 
Can this be done best by means of legislation specifying federal 
incorporation or by other methods? I do not know but that the 
establishment of minimum requirements by Congress of standard 
practices and the commitment of the Interstate Commerce Com- 
mission to these requirements would seem to accomplish the 
purpose.—F. O. Melcher, Second Vice-President. 

CINCINNATI, NEW OrLEANS & Texas Paciric.—While I have 
not been able to give detailed consideration to the matter, my first 
impression is that federal incorporation of corporations doing an 
interstate business would be advisable.—T. C. Powell, Vice-Presi- 
dent. 

ILttnors CENTRAL.—It would seem essential to a clear under- 
standing as to just what corporations are empowered to do, and 
what they are prohibited from doing, that the regulations should 


RAILWAY AGE GAZETTE. 








Vor. 51, No, 26. 


come from one source, which would necessarily be the federal 
government.—W. L. Park, Vice-President and General Manager. 

Roap A (SouTHWESTERN ).—I think that legislation that would 
tend to reduce regulation by the states and to concentrate it in 
the hands of the federal government would be in our interest in 
that such regulation would be uniform and would not subject 
us to varying rules in sections separated only by state lines, and 
it would remove the ever-present contest between the various 
states as to adjustments within their borders, each seeking ad- 
vantages as to rates and regulations over other sections. The 
fact that the state commissions are as a rule elected serves to 
make them political bodies, and so long as the members are sub- 
ject to re-election their views must be influenced by prevailing 
public sentiment without regard to the inherent merits of many 
cases presented for their consideration—Vice-President and 
Trafic Manager. 

Roap B (WEsTERN).—I have been rather opposed to extend- 
ing the federal power over so many details of local business, but 
I am drifting to the conclusion that the complications are so 
great now that probably federal incorporation and federal super- 
vision will be better than so much half-baked legislation and 
regulation from the states——President. 

Roap C (EAstTern).—Yes.—President. 

Roap D _ (ScuTHEASTERN).—Federal incorporation and re- 
sponsibility of interstate railways to a federal commission only. 
—President. 

Roap E (WEsTERN).—I am not clear as to what legislation is 
needed or proper to bring about federal and eliminate state con- 
trol. I have firmly believed that when the Supreme Court finally 
speaks on this much-mooted question it will be a practical elim- 
ination of the state, and that further legislation would be unnec- 
essary. If I am mistaken in this and if the Supreme Court stops 
short of such a decision and the same can be secured through 
legislation, then naturally I favor the latter —President. 

Roap F (SouTHWESTERN).—Am in favor of so-called “federal 
incorporation,” particularly so far as interstate carriers are con- 
cerned.—Vice-President and General Manager. 

Roap G (CENTRAL).—I am inclined to think that federal incor- 
poration is the best way to settle the trust question. Slow and 
intelligent progress is better than rapid and unintelligent work, 
which either has to be undone or done over again.—President. 

Roap H (WEsTERN).—The courts should be able to handle the 
situation without further legislation. If the laws of the various 
states interfere, as they do, with the handling of interstate com- 
merce, it is entirely within the province of the Supreme Court 
to so declare, and any relief which the railways are to obtain by 
reason of conflict of jurisdiction of state and federal authorities, 
must come through the courts.—President. 

Roap I (EAsTerN).—I question if any further regulation of 
railways is desirable at this time, unless it should be an amend- 
ment of the Sherman anti-trust law which would permit the rail- 
ways freely to take reasonable concerted action regarding rates 
and services, and some such legislation as that recommended by 
the Railroad Securities Commission. It would be impossible for 
them to take anything but reasonable concerted action, if the 
Sherman law were amended, because if they attempted to do 
otherwise the Interstate Commerce Commission has power to 
prevent them.—President. 

Roap J (SoQUTHEASTERN).—I am in favor of national legisla- 
tion that will place in the hands of the Interstate Commerce Com- 
mission the full control of railway operation, eliminating the fre- 
quent clashes between state and federal authorities.—Vice-Presi- 
dent and General Manager. 

Roap K (Eastern).—Yes. The various laws that have been 
passed by the different states on matters affecting railway opera- 
tion are not uniform. If the present process of law making by 
the states continues, in a short time there will be as many dif- 
ferent laws on the same subject as there are states. For exam- 
ple, there are five regulations issued by as many states—all dif- 
ferent—as to the kind of highway crossing sign to be erected at 
highways. The commissioners of Indiana have ordered a horizon- 
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tal board in addition to the ordinary conspicuous sign with the 
word “danger” in red, and they have the assurance to specify in 
their annual report that there has been a great reduction in the 
number of accidents at highways by reason of this sign. The 
best experts in block signaling have concluded a long time ago 
that overlap signals were dangerous, because engineers quickly 
discover where the overlap is, and in approaching a stop signal 
have in mind the possibility of over running the signal and not 
being detected by reason of the overlap, and yet, an inspector of 
the commission in one of the largest states in the Union is urging 
that the railways adopt the overlap. It goes without saying that 
none of the executive bodies, either federal or state, have any 
valuable knowledge of railway operation. Their knowledge is 
that of the layman. Their views are absorbed from their inspec- 
tors. As the federal government under Mr. Moseley insisted that 
the necessary qualification of an inspector of safety appliances 
was that he should be a member of a labor union, it is quite 
evident that the recommendations of such men, who are largely 
brakemen, baggagemen and conductors, cannot be of an impartial 
character; therefore, the railways are not fairly treated in the 
matter. The inspectors employed by the state commissions are 
largely railway employees who have either not succeeded or have 
succeeded partially in the profession of railroading, and their 
knowledge is not good. If the state regulation of transportation 
could be eliminated and concentrated in the Interstate Commerce 
Commission and that body included some competent operating 
men, many of the difficulties to which the railways are subjected 
would be removed and greater difficulties which are to come 
would be postponed altogether. There seems to be no reason 
why a full crew bill specifying 25 cars is ideal in one state and 
one of 50 cars in another; they cannot both be right—Vice- 
President. 


Roap L (SouTHEASTERN).—I am not yet prepared to speak 
positively for or against federal incorporation for interstate cor- 
porations. I would recommend that nothing be done in this con- 
nection until other uncertainties are cleared up and a better judg- 
ment can be formed as to the favorable and unfavorable aspect of 
federal incorporation. I incline to believe, however, that popular 
opinion will favor it—President. 


QUESTION 4.—WHAT LEGISLATION BY CONGRESS, 
IF ANY, DO YOU THINK JUSTIFIABLE OR DESIRABLE 
WITH A VIEW PARTICULARLY TO MAKING THE REN- 
DERING OF THE TRANSPORTATION SERVICE OF THE 
COUNTRY SAFER, MORE ECONOMICAL OR BETTER? 


ERIE RaILroAp.—No legislation is necessary or justifiable with 
a view to improving the transportation service, making it safer 
or more economical. Competition between lines will take care 
of that far better than statute—Frederick D. Underwood, 
President. 

Rock IsLtanp Lines.—I think no legislation by congress is nec- 
essary at this time to render the transportation service in the 
country safer, more economical or better. The roads are appar- 
ently applying block signal protection as fast as their finances 
will permit—H. U, Mudge, President. 

DELAWARE & Hupson.—The present powers of the Interstate 
Commerce Commission are very great. They have inspectors 
overlooking telegraph train orders, signals, safety appliances, 
etc., etc., etc. For the present, I think, no additional legislation 
is necessary.—-C. S. Sims, Second Vice-President and General 
Manager. 

Kansas City SouTHERN.—I see no necessity for any further 
legislation to make transportation service safer, more economical 
or better in any way; the railways themselves will work it out as 
conditions demand and opportunities permit—J. A. Edson, Presi- 
dent. 

SAN Pepro, Los Ancetes & Satt LaKe—I favor no further 
legislation by Congress for the next two or three years, so as 
to give the railways a breathing spell and a chance to line up 
and get working under the laws that have already been passed — 
J. Ross Clark, Second Vice-President. 
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Rock Istanp Lines.—Let us defer further legislation until 
the present and existing laws are intelligently administered by 
government officers. The ability of the Interstate Commerce 
Commission to administer our present multitude of laws has 
yet to be demonstrated—F. O. Melcher, Second Vice-President. 

Intinors CENTRAL.—I think very little regulation by Congress, 
other than that which will provide sufficient revenues, is neces- 
sary in rendering the transportation service of the companies 
safer and more economical. The managers are ready to spend 
money available in the direction which, from their knowledge 
of the property, will give the best result. On some railways it 
may be ballasting and heavier rail; on others, the question of 
bridges may be paramount; on others, block signals. Some 
of the laws so far passed, under the pretext of adding to the 
safety of the public and employees, such as a great many fea- 
tures of the safety appliance act, standardization of equipment, 
full crews, etc., have caused and will cause an enormous and 
unnecessary expenditure without commensurate returns to the 
public, and must necessarily retard the doing of those things 
that from the experience of the managers acquainted with the 
property in their charge they well know to be of greater im- 
portance, for the reason that a large part of the above ex- 
penditure is waste—W. L. Park, Vice-President and General 
Manager. 

Roap A (SoUTHWESTERN).—It seems to me that legislation is 
unnecessary to make the transportation service of the country 
safer, better or more economical, as competition between the 
railways prompts each to make its service as safe and satisfac- 
tory as possible. I have never known any legislation which 
looked to greater economy in operation. I would regard a bill 
authorizing pooling as a*measure in this direction in that under 
an agreed division of revenue much service that is now rendered, 
and which under the present stress of competition it is necessary 
to maintain could be eliminated without injury to the public 
interest—Vice-President and Traffic Manager. 

Roap B (WEsTERN).—In due time public opinion, or legisla- 
tion, or both, will have to bring about a condition in this coun- 
try so that the arbitrary stoppage of safe, regular and adeqate 
transportation by strikes will be impossible. Just how this can 
be done, I am not prepared to say. I have a feeling, however, 
that the time will come when a man who engages in the railway 
business will be under the same sort of moral, and possibly 
under the same sort of legal, obligations that a man is who enters 
the army; that he will have no more right to desert the rail- 
way than he has to desert the army; that he can only leave it 
under certain prescribed rules, and that if he leaves it or deserts 
it some sort of punishment will be meted out to him. The 
complications of modern industrial life are such that: society 
sooner or later will have to invent some plan so that all busi- 
ness will not be dislocated and great suffering brought to in- 
nocent people because of the arbitrary actions of large bodies 
of men upon whose daily work depends the general life of the 
community. 

Another place where public opinion should introduce some 
corrections is the wild demand for high speed, both freight 
and passenger, Apparently the railways cannot resist this de- 
mand, and it may be that some law limiting speed would be help- 
ful in producing safer, more economical and better transpor- 
tation service. Every now and then we have some bad accident, 
due in part to the mania for speed, and in part to poor work 
done by human hands at some point in the mechanical or oper- 
ating process of the railway.—President. 

Roap C (Eastern).—Neither Congress nor the commissions 
ever originate any improvement. They find out what the roads 
are trying out and then order it used and claim all the credit. 
In so doing they usually fail to allow for variations in the 
conditions pertaining to different localities and companies, and 
by insisting upon uniformity of treatment where there is no 
uniformity of needs, they often bring about more serious evils 
than those they attempt to remedy.—President. 
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Roap D (SouTHEASTERN).—Apparently no additional legisla- 
tion necessary.—President. 

Roan E (WeEsTERN).—I have no suggestion to make at this 
time about legislation favoring the transportation service. I 
believe that with the possible exception of automatic signaling, 
which will come gradually, there is nothing particularly needed 
if the federal statutes only could be applied and the conflicting 
state regulations eleminated.—President. 

Roap F (SouTHWESTERN).—I do not want to be quoted as 
favoring additional legislation, either state or national. We 
have had entirely too much as it is. What the carriers need is 
legislative rest and an opportunity to adjust themselves to 
present conditions.—V ice-President and General Manager. 

Roap G (CENTRAL).—The railways will take care of this, as 
a matter of self-interest, very rapidly, if their credit is restored. 
Unsafe operation is very costly operation, as every railway man- 
ager knows. A greater spread between gross and net earnings 
will do more towards securing safer operation than all the laws 
that could be framed.—President. 

Roap H (WestTerN).—No additional legislation by Congress 
is necessary. We have plenty of it now. More than can be or 
is enforced. Problems ought to be worked out along existing 
lines and changes adopted as they are found impracticable. The 
railways should be permitted to go on and develop their busi- 
mess and the business of the country without being constantly 
terrorized by the fear of new legislation changing continuously 
the methods of transacting railway business.—President. 

Roap IT (Eastern.}—As I said in my answer to question 3, I 
do not think any further federal legislation regarding railways is 
desirable at this time, with the possible exceptions mentioned.— 
President. 

Roap J (SouTHEASTERN).—The most important legislation to 
the commercial world as well as the railways at present, to my 
mind, is an amendment to the Erdman Act making arbitration 
compulsory, to avoid the possibility of tying up the commerce 
of the country on a pretext because of unsatisfied greed or dis- 
gruntled labor organizations.—Vice-President and General Man- 
ager. 

Roap K (EastTern).—In my opinion, what is needed is an in- 
telligent joint investigation by railway officers and the Inter- 
state Commerce Commission of accidents; the allowance to the 
roads of sufficient revenue to meet the necessary requirements ; 
the elimination of the expenditure of money that is now spent 
foolishly and largely for the political benefit of the labor organ- 
ization as a result of crew laws and other similar legislation — 
Vice-President. 

Roap L (SouTHEASTERN).—No legislation by Congress is jus- 
tifiable or desirable with a view particularly to making the render- 
ing of transportation service of the country safer, more eco- 
nomical or better. It can safely be left with the managers of the 
rai lways of this country to render the transportation service 
safer, more economical and better if the public will withdraw 
its position against a moderate advance in both freight and pas- 
senger rates, and enable the railway companies to earn a suf- 
ficient amount of money to pay for labor and material and to 
inerease efficiency of their properties without unreasonably in- 
creasing their fixed charges, being mindful that the owners of the 
property are entitled to a reasonable return on their investment.— 
President. 


QUESTION 5.—THERE CAN BE NO DOUBT THAT THE 
CONTINUANCE. OF BUSINESS DEPRESSION DURING 
THE PAST YEAR HAS BEEN LARGELY DUE TO THE 
FACT THAT IT HAS BEEN A YEAR OF RETRENCHMENT 
BY THE RAILWAYS. TOWARD THE CLOSE OF THE 
YEAR 1911 THERE HAS BEEN A SUBSTANTIAL IN- 
CREASE IN PURCHASES OF EQUIPMENT AND SUPPLIES. 
DO YOU THINK THE RAILWAYS WILL SPEND MORE 
OR LESS MONEY ON MAINTENANCE, IMPROVEMENTS 
AND ADDITIONS AND NEW CONSTRUCTION NEXT 
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YEAR, AND WHY? HOW, IN A GENERAL WAY, DO YOU 
REGARD THE BUSINESS OUTLOOK FOR 1912? 


Erte Rartroap.—The expenditures to be made by railways are 
not within my information. Railways will continue to spend as 
little as possible on maintenance and improvements and to re- 
frain from additions or new construction until there is a better 
market for securities. The causes of the depression in the 
security market are so well known as to require no discussion.— 
Frederick D. Underwood, President. 

Rock Istanp Lines.—The railways must purchase an average 
amount of equipment, first, to provide for replacement of obso- 
lete and destroyed equipment, and second, to take care of the 
natural increase in traffic that we know must come. The large 
purchases made recently are due to the very low prices, the 
reduction in the price on freight cars from that purchased last 
year being equal to about five years’ interest on the money. With 
this in view, it is easily seen why the railways feel that they can 
afford to borrow money and purchase equipment, even though 
it is not needed at present. I do not think the railways will 
spend more money on maintenance, improvements, additions or 
on construction next year, because it does not appear that condi- 
tions will be sufficiently settled to enable financing to be done for 
this purpose. I do not regard the business outlook for 1912 as 
being very encouraging. I think we may possibly get through 
without further serious decreases in earnings, but I can see no 
reason to expect any increases—H. W. Mudge, President. 


DeLawArE & Hupson.—The railways are still retrenching. — 


The year 1912 is apt to carry with it a great deal of politics, and 
politics have never been known to help business. I am inclined 
to feel the railway retrenchment will continue until the political 
situation has been cleaned up.—C. S. Sims, Second Vice-Presi- 
dent and General Manager. 

Kansas City SouTHERN.—The dissolution of large business 
interests and the general attitude of federal and state gov- 
ernments have tended toward depreciating securities, rendering 
capital expenditures inopportune, and this very condition de- 
pressing business in general has so reduced railway earnings 
that maintenance expenditures have been held within strict 
limits. Expenditures by railways will no doubt conform to these 
conditions for 1912 as in the past. The action of federal au- 
thorities and public declarations of men in political power having 
in the past few months indicated a tendency toward sane control 
of corporate interests may restore confidence to business inter- 
ests in general. Large purchases by railways of equipment, as 
reported within the last 90 days, will stimulate business, and a 
brighter outlook seems dimmed only by the customary depression 
of a presidential campaign—J. A. Edson, President. 

San Pepro, Los AnceLtes & Satt Lake.—I regard the busi- 
ness outlook for 1912 in a general way as good, but it being a 
presidential election year the tendency may be to curtail some 
improvements.—J. Ross Clark, Second Vice-President. 

Roap B (WEsTERN).—I think the railways are apt to spend a 
little more money on maintenance, improvements and additions 
in 1912 than in 1911, but I am doubtful about new construc- 
tion. There is not much incentive for capital to go into large 
new railway enterprises when the Commerce Commission’s gen- 
eral attitude is to reduce rates steadily, the tax powers’ attitude 
is to raise taxes steadily and the labor union organizations to 
increase wages steadily. I think the volume of business for 1912 
in our territory will be about the same as for 1911, possibly a 
little better. People are inclined to be more economical and 
save their pennies more than they did a year ago, and I believe 
this tendency will continue until after the presidential election. 
This tendency has a marked effect on passenger travel and on 
some classes of freight business.—President. ‘ 

Roap C (Eastern).—I do not think earnings for the fiscal year 
1912 are likely to be any better than for 1911. I do not expect 
much improvement during the next year.—President. 

Roap D (SouTHEASTERN).—The business outlook for 1912 
seems favorable. In my opinion, however, no extensive pur- 
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chases will be made by the railway companies. They will pur- 
chase only what is absolutely necessary.—President. 

Roap E (WEsTERN).—I believe that the expenditures for im- 
provements, additions and ‘new construction in 1912 will not ex- 
ceed the year now closing, for the reason that I do not in a gen- 
eral way regard the business outlook for the next year as more 
encouraging than the present year. It is a mistake, I believe, to 
construe the recent increase in purchases of equipment and sup- 
plies to presage a general resumption of prosperous conditions. 
It is, in my opinion, brought about by the fact that these pur- 
chases were enforced through depletion of stocks and simply to 
replace obsolete or destroyed equipment. Experience has shown 
that whenever Congress tackles the tariff question business marks 
time until they are through.—President. 

Roap F (SouTHWESTERN).—The business outlook for 1912, in 
our section of the country, is favorable, although I do not look 
for any great improvement over 1911. So far as this company is 
concerned, we do not anticipate purchasing any great quantity of 
equipment and supplies during the coming year.—Vice-President 
and General Manager. 

Roap G (CENTRAL).—I do not look for any considerable im- 
provement during the year 1912. I think we will not much more 
than hold our own with 1911.—President. 

Roap H (WEsTERN).—With the proposed tariff legislation and 
the Presidential question, which has never failed so far to de- 
press business, and with the large business interests apprehensive 
as to just what law means, we can see no marked improvement 
ahead of us of any considerable volume until after the next Presi- 
dential election, and not then if a candidate is elected who de- 
sires to further disturb the present business methods of the 
country. We have no intentions of making any great improve- 
ments and additions in 1912 except such as are required from a 
practical standpoint and business requirements.—President. 

Roap I (EAstTErRN).—I should assume that the railways of the 
country as a whole will find it necessary to spend substantially 
more for additions, improvements and new equipment in the cal- 
endar year 1912 than they have in the calendar year 1911, because 
there can be little question that during the past two years they 
have not been spending enough in proportion to the requirements 
that will be imposed on them when prosperity returns. As to 
new construction, I do not look for any considerable revival of it. 
Regarding the general business outlook for 1912, I think it is 
fairly good. That is to say, I do not expect to see any further 
shrinkage. The large orders for equipment that the railways re- 
cently have placed will keep many manufacturers of railway 
equipment busy for some months, and, indirectly, the effects of 
this will be felt throughout the country. However, in a presiden- 
tial election year, and especially in one when there is so much 
agitation regarding regulation of business, it seems doubtful if 
there will be any great revival of business.—President. 

Roap L (SouTHEASTERN).—In reply to this inquiry I can only 
speak in reference to the railway that I represent. It is not 
our purpose to spend more money on maintenance, improvements, 
additions and new construction next year, for the reason that we 
have maintained our property and made a reasonable amount of 
improvements, additions and such new construction as were 
necessary during the last and previous years. In a general way, 
‘he business outlook for 1912 is favorable to this company.— 
President. 

QUESTION 6—THERE HAS BEEN MUCH TALK RE- 
CENTLY OF RAILWAY “ECONOMY” AND “EFFICIENCY.” 
WHERE DO YOU THINK THERE ARE THE GREATEST 
POSSIBILITIES OF INCREASES IN ECONOMY AND EF- 
FICIENCY WITHOUT IMPAIRMENT OF THE SERVICE 
RENDERED THE PUBLIC? 


_ Erte Rartroap.—Talk about “economy” and “efficiency” is 
largely by those ignorant of the subject, who are therefore 
Prolific in discussion of it. No man can say where the greatest 
Seneral possibilities for increases in economy and efficiency lie, 
as they are largely local to each railway.—Frederick D. Under- 
wood, President. 
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Rock Istanp Lines.—I can only see one possibility for a very 
material increase in economy, and that is by reducing the run- 
ning time of both freight and passenger trains. There has been 
a considerable saving made on the western lines in this way, but 
the tendency of some lines to break away makes it doubtful 
whether it can be maintained. I do not think this results in im- 
pairment of the service rendered to the public. I believe slower 
time freight trains with regular service is better than fast time 
with a percentage of trains off time—H. U. Mudge, President. 

DELAWARE & Hupson.—Great economy can be brought about 
at many points in’ this country by doing away with unnecessary 
competition. In other words, cut out all unnecessary service. 
All over the country the income of passenger trains is generally 
less than the average train mile costs, showing too much pas- 
senger service, and yet if the railway officers attempt to take. off 
a single train, regardless of whether it is profitable or unprofit- 
able, there is a great public outcry and the matter is taken to the 
various commissions. The elimination of the state commissions 
and control by the national commission would protect such a 
situation —C. S. Sims, Second Vice-President and General Man- 
ager. 

Kansas City SouTHERN.—The greatest possibility of increase 
in economy and efficiency without impairing service lies, in my 
judgment, in the employees taking a proprietary interest in the 
operation and welfare of the roads, showing greater loyalty and 
industry, care to prevent accidents, handling freight and equip- 
ment with the least possibility of breakage and damage, stopping 
leaks and waste and utilizing to its fullest value every article 
used in conducting business; by general co-operation and “team- 
work” in all departments.—J. A. Edson, President. 

San Pepro, Los AnceLes & Satt LAxke.—Considering their 
enormous size and the territory they cover, I consider the rail- 
ways of the United States today the most economically operated 
of any of the great enterprizes of the country. Considering the 
constant tendency to increase wages of all kinds without a cor- 
responding increase in efficiency. I do not see any chance for 
further economy in operating expenses without impairment of the 
service rendered the public—J. Ross Clark, Second Vice-Presi- 
dent. 

Rock IsLanp Lines.—The greatest economy lies in the possi- 
bility of a reduction in the present prices of material. Under the 
fresent circumstances, the cost of labor cannot be reduced nor 
can the quality of material be lowered; in fact, it may have to be 
improved. If an investigation should develop that no reductions 
can be made in prices, we shall have to depend upon our present 
methods of introducing economies in all ways, each small but, in 
the sum total, great; we shall continue the course followed by 
the railways for many years which has enabled them to keep 
their operating costs at such low figure in spite of the increases 
in materials and labor—F. O. Melcher, Second Vice-President. 

ILLiNoIs CENTRAL.—It is’ absolutely necessary that there shall be 
a better understanding with labor in order to effect shop effi- 
ciency. With the support of the public there are unquestionably 
opportunities of economizing on our railways in many directions. 
So long as every movement of this character is met with opposi- 
tion by employees, who are able to control to a large extent local 
public sentiment sympathetically, almost insurmountable diff- 
culties will be encountered. Large capital expenditures are nec- 
essary to make effective many economies not so controlled. A 
restoration of confidence could be brought about by according 
the railways fair treatment as to revenues, to the extent that 
the dividends may be assured, and reasonable surpluses created 
which will enable them to borrow money for the improvement of 
such facilities as will promote economy and efficiency; at the 
same time adding to the comfort of the public and bettering the 
service rendered to them.—W. L. Park, Vice-President and Gen- 
eral Manager. 

Roap B (WEsTERN).—The greatest possibility for increasing 
efficiency and economies lies, first, in giving up fast, elaborate 
and fancy passenger train service, and having substantial com- 
fortable service. It makes little difference, really and truly, 
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whether a man goes between Chicago and New York in eighteen 
hours, or in twenty-four hours, or between Chicago and the 
Pacific Coast in seventy-two hours or in eighty hours, but the 
shortening of time means greater expenses in countless direc- 
tions. The other point lies in getting a better quantity and qual- 
ity of work out of every man employed. This probably cannot 
be accomplished until public opinion forces the labor unions to 
see that their real duty to society is to encourage increased out- 
put and loyalty to the enterprise paying the wages, rather than 
to encourage the reverse position President. 

Roap C (Eastern).—By getting rid of the parasites, like the 
“full-crew” and other wastes forced on the roads by legislation.— 
President. 

Roap D (SouTHEASTERN).—There are constantly railway econ- 
omies being put into effect that result in improved efficiency as 
well as economy. I don’t believe any economies are being put 
into effect that will result in impairment of service——President. 

Roap E (WeEsTERN).—I have very little sympathy with the 
blanket attack on railway “economy and efficiency” and I do not 
believe that there are any glaring instances of neglect in this 
direction. I think any management will admit frankly that it is 
not coming up to its own reasonable expectations, but it would 
be a rare exception where the limiting conditions are not appre- 
ciated and where relief is not being earnestly sought. The*most 
potent influence, of course, against correct economical measures 
is the attitude of organized labor, in the face of which railways 
are generally more helpless than any other employer, because of 
their widely separated operations.—President. 

Roap F (SouTHWESTERN ).—There has been entirely too much 
“talk” recently of railway “economy” and “efficiency.” It is al- 
most impossible to accomplish either without impairment of the 
service rendered the public. Competition between the carriers, 
as well as the several communities served, is keen.—Vice-Presi- 
dent and General Manager. 

Roap G (CENTRAL).—Competition between railways has caused 
a good deal of duplication of service and a good many economic 
wastes which could be greatly reduced if railways were permitted 
to get together. Duplication of train service, both passenger and 
freight, unnecessarily high speed, duplication of ticket offices in 
big cities, economic waste in interchange facilities of both car- 
load and L.C.L. freight in big cities, are all items in which 
much could be accomplished. If railways were free to act and 
were not hampered by federal legislation, much could be accom- 
plished along these lines without any injury whatever to the gen- 
eral public. Dire necessity may compel the railways to make 
some of these economies, anyway.—President. 

Roap H (WEsTERN).—This is a large question. Economy and 
efficiency, especially the former, are constantly affected by in- 
creased legislation, increased labor demands, shortening of the 
hours of work, penalizing the transportation lines for safety de- 
vices, the nine-hour law, the 16-hour law, the 28-hour law, and 
surrounding them with conflicting laws in the states. So that 
the only thing that we can do is to operate as economically as 
the conditions permit, for which we have trained and experienced 
men, who are making a constant life study of this question, as 
the foundation and the success of the official staff is economical 
and safe operation, meeting competition, and providing the neces- 
sary facilities for the public—President. 

Roap I (EAsTEerRN).—Probably the greatest opportunities for 
increasing the economy and efficiency of railway operation with- 
out impairment of the services rendered to the public are to be 
found in increases of the average train load. This can be ac- 
complished without any impairment of the service if, on the one 
hand, we so discriminate between traffic requiring expedited 
movement and that which does not require such movement as to 
give each the sort of service that it requires. On the other hand, 
very substantial economies could be effected without injury to 
anyone by reducing the speed of many freight and passenger 
trains if only the railways and their patrons would properly and 
effectively co-operate to this end. Unfortunately, under present 
laws and under present conditions it is difficult for the railways to 
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so act together as to get the best results for all concerned.—Presi- 
dent. 

Roap J (SouTHEASTERN).—A great deal of economy without 
the loss of efficiency is possible to railway operation if only facil- 
ities necessary are demanded by the traveling public and ordered 
by the state corporation commissions instead of so many im- 
proved luxurious passenger coaches and passenger stations not 
justified by the density of traffic. At the present date the travel- 
ing public, backed by the corporation commissions of the va- 
rious states, is demanded from railways accommodations which 
they do not receive at home and for which they do not pay.— 
Vice-President and General Manager. 

Roap K (EAstTEern).—Eliminate the useless expense entailed by 
the railways in preparing certain reports for the various public 
bodies; eliminate the useless expense of extra men required by 
state and federal enactments; permit the railways to earn a suf- 
ficient amount of money to eliminate single track where double 
track is needed and to properly block signal their lines and main- 
tain higher efficiency —Vice-President. 

Roap L (SouTHWESTERN ).—Eternal vigil and constant scrutiny 
of increased costs in any department of the railway are unques- 
tionably the only ways in which we can get full efficiency.— 
President. 


QUESTION 7.—ARE YOUR RELATIONS WITH YOUR 
EMPLOYEES BECOMING MORE OR LESS SATISFAC- 
TORY? WE HAVE IN MIND PARTICULARLY THREE 
PHASES OF THE SUBJECT: FIRST, CO-OPERATION BY 
THEM WITH YOU TO PREVENT LEGISLATION THAT 
WILL IMPAIR THE REVENUES OF THE ROADS; SECOND, 
INCREASING OR DECREASING EFFICIENCY OF LABOR; 
THIRD, INCREASING OR DECREASING REASONABLE- 
NESS OF EMPLOYEES IN DEMANDS REGARDING WAGES 
AND CONDITIONS OF EMPLOYMENT. 


Erte Rarrroap.—The relations of the Erie Company with its 
employees may be said to be at a standstill. There has been 
no movement towards co-operation of its employees with the 
company leading to the prevention of legislation tending to im- 
pair revenue. The fact is, wages have been increased in the face 
of hostile legislation; hence, its mischievous effect has not come 
home to the employee, and it will not until wages are lowered. 
When their pocket nerve is touched they will be found on the 
company’s side and against the reformers.—Frederick D. Under- 
wood, President. 

Rocx Istanp Lrnes.—I do not see any material change in our 
relations with our employes. The more intelligent classes are 
co-operating to prevent unfair legislation. There is a tendency 
in mechanical trades towards reducing efficiency of labor.— 
H. U. Mudge, President. , 

DetawarE & Hupson.—The relations of this company and 
its employees are quite satisfactory. They would co-operate to 
prevent adverse legislation, except in cases where it was “labor” 
legislation. The efficiency of labor is decreasing. The demands 
of labor are more reasonable today than two years ago.—C. S. 
Sims, Second Vice-President and General Manager. 

Kansas City SoutHern.—Our relations with our employees 
continue to be satisfactory, and we are striving at all times to 
imbue the spirit that will bring about results mentioned in my 
answer to my question 6.—J. A. Edson, President. 

San Pepro, Los Ancetes & Satt Lake.—Our relations with 
our employees continue satisfactory. Organized labor still con- 
tinues to make demands for higher wages.—J. Ross Clark, Sec- 
ond Vice-President. 

Rock Istanp Lines.—First, as a general proposition, we find 
our employees apparently anxious to co-operate to prevent legis- 
lation that will impair the revenues of the railways. In doing 
this they have no unselfish motive, but are moved to such 2 
course in the belief that it will assist them in securing increased 
wages. Second, there has been no increased efficiency on the 
part of labor of late years except ‘as developed by improved 
machinery installed at the cost of the employer. Third, tke 
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attitude of the employees with regard to demands for wage in- 
creases is not more reasonable than heretofore. Labor is learn- 
ing by sad experiences that there are proper times for applying 
for increased rates and changes in working conditions.—F. O. 
Melcher, Second Vice-President. 

Itt1no1s CENTRAL.—Labor conditions are not satisfactory. If 
it were not for the intervention of professional labor agitators, 
who seem to be creating turmoil for ulterior purposes, there 
would not be any great difficulty in obtaining the co-operation 
of employees to prevent adverse legislation impairing the reve- 
nues of the roads. There is strong opposition in the rank and 
file to efficiency methods, such as piece work, increased train 
tonnage and decreasing of cost units. This is partially due to 
socialistic tendencies and the exploiting and exaggeration of 
so-called “efficiency methods” by labor leaders who well know 
their local unpopularity and use it to accomplish their purposes 
in other directions. There seems to be no diminution of em- 
ployees demands in regard to wages and conditions of employ- 
ment except that they are now controlled temporarily by adverse 
public sentiment. If the public could be made a party to such 
increases, through increased rates, such matters would not be in 
every case decided by public opinion or by arbitration through 
governmental agencies against the railways.——lV. L. Park, Vice- 
President and General Manager. ° 

Roap B (WEsTERN).—Our relations with our employees are 
very good, and just about the same as for the last few years. 
Some of them are co-operating to a much greater extent about 
legislation than ever before. There is, however, not a great 
deal of co-operation about increasing the efficiency of labor, 
nor are there any signs of a let-up in regard to demands for 
increased compensation and easier conditions of employment. 
There is also a growing tendency for payments of one kind or 
another, either by law or otherwise, for disabilities caused by 
accidents or old age, which in the aggregate mean a great bur- 
den upon the revenues of the railway companies.—President. 

Roap C (Eastern).—I do not see any change in the relations 
of the roads and their employees, as long as we have professional 
mothers-in-law in the form of interested grievance breeders. 
The managers of these properties are perfectly competent to 
produce economical methods if they were freed from the poli- 
tician and labor agitator.—President. 

Roap D (SouTHEASTERN ).—Relations with our employees are 
quite amicable.—President. 

Roap E (WEstERN).—While the employees on this particular 
property are reasonably disposed with respect to all three of 
the phases mentioned by you, it is not by observation that the 
relations with employees generally has undergone any remark- 
able change. Co-operation to prevent legislation is rarely other 
than by individual employees. The labor organizations are so 
busy advocating this or that measure in which they are inter- 
ested, and which is antagonistic to the railways, that they can- 
not be prevailed upon to appear as an advocate of the com- 
panies, and when they do their influence is usually nil. Indi- 
vidual employees, however, very frequently do efficient work in 
this respect. There has been a very noticeable increase in the 
efficiency of labor during the last two years, but one would be 
simply deceiving himself who did not attribute the greater por- 
tion of this to the fact that there has been a surplus of labor, 
and that greater efficiency is always obtained under such cir- 
cumstances. I have not been able to convince myself that the 
employees are any more or less reasonable with respect to de- 
manding increases in wages and betterment of working condi- 
tions. Candidly, I have never felt that they could be classed 
among the radicals in this respect. They usually come up for 
increases when business is good, and in the large organizations 
in the transportation department there have been about four-year 
intervals between their demands. I do not believe we need 
anticipate any demands at the present time, but they will cer- 
tainly be forthcoming if the business of the country again picks 
up, and if there is no reduction in the living costs—President. 
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Roap F (SouTHWESTERN ).—Our relations with our employees 
have always been satisfactory. They have co-operated with us 
in many instances to prevent legislation that would impair earn- 
ings, but I cannot say there has been any increase in the ef- 
ficiency of labor, nor has there been much change in the reason- 
ableness of demands regarding wages and conditions of employ- 
ment. These matters are mostly regulated by the action of our 
competitors.—V ice-President and General Manager. 

Roap G (CENTRAL).—I cannot see that the relations with em- 
ployees have improved. I wish I could say they have.— 
President. 

Roap H (WEsTERN).—In reply to the first point, on the whole 
our men co-operate with us, and are interested in preventing 
adverse legislation that impairs their revenue and ours and 
curtails development. The increasing or decreasing of efficiency 
of labor is considerably controlled by laws and regulations by 
labor unions preventing the increasing of efficiency of labor, and 
by public support showing an indifferent feeling, but rather en- 
couraging the labor side of the question. Relative to the in- 
creasing or decreasing reasonableness of employees in demands 
regarding wages and conditions of employment. This question 
is argued from two different angles. I think the men feel that 
the laws and the public demands are quite unfair and unjust, 
but this does not prevent many of them from making their own 
demands, so that the transportation lines are constantly “be- 
tween the devil and the deep sea.” The transportation lines, as 
they are public servants, as now construed, must have something 
near the same protection and treatment as other business inter- 
ests have. You cannot continuously go on curtailing the power 
and the development of a transportation company without im- 
pairing its efficiency and curtailing its investment, as their being 
such a large factor in the purchase of manufactures and material 
in the country, it is difficult to understand how you can depress 
the earnings of the transportation lines and have the public 
prosper.—President. 

Roap I (EAstern).—I doubt if the relations between the rail- 
ways as a whole and their employees are becoming much more 
satisfactory in any of the ways suggested by your question. The 
problem of bringing about better relations between railway~ em- 
ployers and employees so as to get better results, not only for 
them but also for the public, is one of the most difficult and at 
the same time one of the most important problems that confronts 
us.—President. 

Roap J (SouTHEASTERN).—Our relations with our employees 
are becoming less satisfactory. First, we have no co-operation 
from them to prevent legislation to impair the revenues of the 
road; second, we have decidedly decreasing efficiency of labor, 
with the strength of the union which they depend upon to protect 
them against indifferent service; third, decided increasing un- 
reasonableness of the employees in demands regarding wages 
and conditions of employment; their first duty is to the union, 
and they look to it to protect them against everything, right or 
wrong; and they usually receive such protection, regardless of 
the equity—Vice-President and General Manager. 

Roap K .(EAsTern).—The relations with the employees are 
satisfactory. Referring to the three phases of the subject: 
1. The employees are not successful in preventing legislation that 
will impair the revenue of the road. They are more concerned 
in getting their wages increased. When they approach congress- 
men, they do not desire to waste their ammunition in helping 
the railways when it is needed in influencing legislation to in- 
crease the force, reduce the hours of labor and secure increased 
wages by reason of mediation and arbitration through the gov- 
ernment body selected for that purpose. 2. They are all con- 
cerned in lessening the amount of work to be performed and 
increasing the wages, so by that process there is a decreased 
efficiency of labor. 3. The leaders of all labor organizations are 
vitally interested in retaining their positions, and it is essen- 
tial that they maintain interest on the part of the rank and file; 
and the way to do it is to eternally demand more pay and less 
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work either through a presentation of the subject to the em- 
ployers or through the medium of legislation. As wages are 
higher today than ever before, there is not so much agitation on 
the part of the employees; and, to maintain their prestige, the 
labor leaders are energetic in developing new ideas and plans 
the accomplishment of which will decrease the work and in- 
crease the wages and thereby keep themselves prominently before 
the men by whom they are employed.—V ice-President. 

Roap L (SouTHEASTERN).—First. The relations with our em- 
ployees have always been more or less satisfactory. I have seen 
no particular demonstration on the part of employees toward co- 
operation with us to prevent legislation that would impair the 
revenues of the roads. On the contrary, they have been active 
in assisting legislation to impair the revenues of the roads. Sec- 
ond. There is certainly no increase in the efficiency of labor. 
If anything, it is decreasing, due to the influence of labor or- 
ganizations as a rule. Third. No reasonableness on the part 
of the employees has been apparent as yet regarding their de- 
mands for increases of wages and improvement of conditions 
of employment.—President. 





RAILWAY BUILT IN 1911. 





The record of new mileage added during the calendar year 
1911 in the United States, Canada and Mexico, details of which 
are given in the following tables, was compiled from official re- 
ports from the railways, supplemented by our own records, and 
from figures furnished by the state railway commissions. This 
total does not include second, third or fourth track, sidings, or 
relocated lines. It does not include electric lines, except the 
New York, Westchester & Boston, which added 12 miles this 
year. ‘This subsidiary of the New York, New Haven & Hartford, 
is a four-track line, built to high standards, and will be operated 
with equipment similar to that in use on the electrified portion of 
the New Haven’s main line. 


Unitep STATES. 
Table Showing Mileage Built in 1911, Classified by States. 


No. of Cos. No. of Cos. 

building. 1911. building. 1910 
NN is eo ioe a aise ie 1 25.00 5 78.96 
RG ee Sha cee aaa © 1 47.53 2 61.00 
eee 1 11.60 3 100.82 
PSE. ic cs 5 eden sels dwenne 3 28.00 4 41.79 
FSS eT eee ey, ae 10 118.38 13 191.61 
ee Ne eee eee ee 4 181.79 3 76.08 
OS ee eee 6 115.02 6 84.38 
PE CSc ckvsbhessi kana’ a 8 122.40 6 65.07 
SE Soh telcbuceeki xan sue +o 7 163.96 10 276.71 
PE ccechssiesicewe cee ree ss 3 4.61 3 64.89 
OO ee 1 30.12 ae eee 
Sc han ct so eak peek uns 2 18.32 3 46.17 
PP TCE Wins ubeice boku awe’ 1 52.00 1 15.00 
DE DELL Guscsc box sbee 7 125.45 4 41.00 
EET OCCT EE TET 5 53.00 9 71.45 
OO a eae + ar 2 32.75 
DEE vice keis-siv:bepaees sess 2 * 21.49 co couhe 
PN So cbs ek be 555% bade ss 3 27.45 3 28.88 
SSS Sy ee ee ere 3 40.08 6 244.53 
PA 2. cGscteeskhaoes sss 2 19.20 3 21.65 
I has as aS ee rn tare acer ahi os 1 11.70 4 24.20 
PR cee cl te pines keke pee 4 94.42 4 115.47 
NO So eh ech cana a os Sn se 1 30.64 ie pak 
A Coen pein eka ble 1 9.00 1 12.25 
LS ES Pees ee eee 2 28.46 1 6.90 
SY EOD oe kwks a beta «eso sn ye 1 6.00 
ES es error re 2 17.22 2 5.99 
ee ee 5 46.31 4 105.97 
oe ge SSS 3 209.34 3 300.96 
Re i ee ka 2 5.75 aa sie 
PME Soc <bob bane eee se 3 71.00 4 171.00 
ee rere rete 7 224.21 10 244.09 
SS Seer er 0 92.99 4 28.26 
ee ene ee ee ees 2 32.50 3 19.64 
PN CREO gic ons pecs see es 2 21.87 4 205.58 
ee Ee ee ee 2 66.00 4 39.86 
eS eee es te 10 413.78 28 756.35 

PPP CCRC cece bubies bas ob on6 2 34.30 oe son 
J NSS er ae 3 16.66 4 22.81 
ee eee 4 99.39 9 369.50 
OSS Se Sac e 4 84.46 6 52.90 
ae Aare ee 4 209.13 6 90.63 
PN St cokes ch eaacen eae 3 42.40 1 0.48 
SES cian kband Sees eee as 146 3,066.93 189 4,121.58 
CER 465 uve abuses esueabe> 19 1,898.59 16 1,843.80 
DROS. Nake ckoancssnbasaccees 8 351.00 3 138.27 

UNITED STATES. 
ALABAMA. 
Miles. 
Alabama, Tennessee & Northern—Not specified. .........eeseeeees 25.00 
ALASKA. 


Copper River & Northwestern—Kuskulano river to Kennecott..... 
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e ARIZONA, 
Arizona & Eastern—Chandler Junction to Bowen............+. oN 


ARKANSAS, 


Kansas City & Memphis—Cave Springs to Litteral............... 
Memphis, Dallas & Gulf—Shawmut to Standing..............+0.- 
Thornton & Alexandria—Rock Island Junction to Tinsman..... oe 


CALIFORNIA, 

Calitorale Western Railroad & Navigation Co.—Soda Spring to 
EMERG cies SEG Gnade bs GeRkE sks ae aes ASR EUR Pa ons ane wis 
Kings River (A. T. & S. F. C. L.)—Watoka to Piedra............ 
Mountain Quarry—Quarries to Flint.......... ih i ea tais te sina Giash ie aie 
Nevada-California-Oregon—From Surprise to New Pine creek.... 
Northwestern Pacific—Between Willits and Shively............+.. 
mecne (Coast— oqo £0 Palmer. 6.6 2. . .5 o os on on 60st se sincwies : 
Porterville Northwestern—Between Porterville and Springville.... 
Sacramento Southern (So. Pac.)—From near Freeport to Walnut- 
‘51, SELLER EEL ETT MER TERETE O PELE PTT eee Re ere ere ee 
San Diego & Arizona—Seeley to Dixie.........+.ssecccsecccecces 
Sunset Kailroad (So, Pac. and A. T. & S. F.)—Fellows to Shale.. 


COLORADO. 


Colorado Railroad (C. & S.)—Wellington to Colorado-Wyoming 
state line, 19.72 miles; Pueblo to Walsenburg, 46.48 miles; total 
Denver & Rio Grande—Southern Junction to Walsenburg Junction 
The Colorado & Southern and the Denver & Rio Grande each 
built a single-track line between Pueblo and Walsenburg. These 
lines will be operated jointly by the two companies as a double- 
track line. 
Laramie, Hahn’s Peak & Pacific—Between Wyoming-Colorado state 
line and Coalmont 
Uma Pee — TOE G0: Prt MOOS . aso a5 ces aeee wees seawudceses 


ee ey 


FLORIDA, 

Charlotte Harbor & Northern—Pierce to Mulberry................ 
Florida East Coast—Knights Key to Key West, 40 miles; Maytown 

to Chuluota, 20 miles; total 
Jacksonville Terminal—At Jacksonville............cccecccsccecce 
Ocala Northern—Ft. McCoy to Palette. os. .oss:00esicviecss05000000 
Seaboard Air Line—Hernando to Inverness..........ccsececseeee 
Tampa & Jacksonville—Fairfield to Blickton..............eeeeeees 


GEORGIA. 
Atlantic, Waycross & Northern—Between St. Marys and Atlantic.. 
Brinson Railway—Millhaven to Waynesboro............eeeeeeees 
Georgia & Florida—Ellenton to Kingwood.............sceeeceeees 
Gell SAO —DsaGeDOrO GO) CBRNE cs sone 010.010.5500 5 00 40 040.005 0090 
Hawkinsville & Western—Hawkinsville to Grovania.............. 
Ocilla Southern—Alapaha to Nashville, 13 miles; Fitzgerald to 
PR ee RE coches as akkoobn sass ee O5 esens bubs 
Savannah, Augusta & Northern (Sav. & Statesboro).—Garfield to 
Stevens Crossing 
Savannah & Southern—Norden to Willie, 
Spurs, 4 miles; total 


oan en a0 40 swe os 20s 6s : ee pe 


ee | 


IDAHO, 


Central Idaho (O. S. L.)—Richfield to Wood river..............4. 
Coeur d’ Alene & Pend d’ Oreille (Spok. Int.)—Coeur d’ Alene 
Junction to Coeur d’ Alene, 9.34 miles; Corbin Junction to 
SIEM, NGG BREN DME susssascdcnces saunter eseeiacaen es 
Idaho & Western (C. M. & P. S.)—McGuires to Coeur d’ Alene.. 
Idaho Northern Railway—Emmett to Plaza..........ccceeeeeceeee 
Oregon Short Line—Montpelier to Paris, 8.52 miles; between Bur- 
ley and Oakley, 21.40 miles; between Rupert and Bliss, 37.85 


miles; Caldwell to Wilder, 11.32 miles; Ashton to Judkins, 

Cl eRS HIG! acxanncasseu she h ee abe esau bees sek bod sca'se eae 

Pacific & Idaho Northern—Between Lamoth and New Meadows.... 

Sait Lake & Indsho (0. 5.-1..)——-At Berkey soo <ss:000 0 0 c0wnscwcusece 
ILLINOLS, 

Calumet, Hammond & Southern—Not specified..........eeeeeeees 

Cleveland, Cincinnati, Chicago & St. Louis—From 1.93 miles south 

OF pat Coareiel 0 WV MnREn SIVETs 6s <5 ossscnnek saa padcis sores s 

Illinois Southern—Moro to Kellogg...........+- Sasa ess Ss y uw eles 
INDIANA. 

Cleveland, Cincinnati, Chicago & St. Louis—Wabash river to Evans- 

HE nc cukakwaGsscsubeec se he GOS 6S Shen se sO ENS 0S 55405655409 

IOWA. 
Charles City Western—At Marble Rock, 0.28 miles; at Charles 
6 Oe i: TT rier erik err re 


Chicago, Anamosa & Northern—Between Coggon and Quasqueton.. 


KANSAS, 
Scott City Northern (A. T. & S. F.)—Scott City to Winona...... 


KENTUCKY, 
Chicago, Memphis & Gulf—Tennessee-Kentucky state line to Hick- 
TMNAN cece ecvcesseecesesecseseseses ee eeresesesesesesesreseses 
Kentucky Highlands (L. & N.)—Millville to Versailles...........- 
Louisville & Nashville—Straight creek branch, Straight creek to 
Nield, 4.61 miles; Henderson divisions, Mortons to Arklon, 
eb RS eae oe rr rr tre tanec cecoees 
Nashville, Chattanooga & St. Louis—Hickman to East Hickman... 
Ohio & Kentucky—Cannel City to North Licking river........... 
Sandy Valley & Elkhorn—Shelby Junction to Consolidated Coal Co. 
in Letcher County oo ..0ccssciccieciceseccccvcessecseteesocors 
Wasioto & Black Mountain (L. & N.)—Orby to Benham; Baxter 
to Harlan; Tijay to Balkin; between Ponza and Amru; total.. 


Vow. 51, No. 


Letford to . 


26. 


Miles. 
11.60 





10.00 
10.70 

7.00 
31.44 
18.00 

3.80 
15.90 


14.29 
5.00 
2.25 


118.38 





66.20 
46.50 


44.00 
25.09 


181.79 





3.00 














3.32 
15.00 


18.32 





52.00 


10.50 
7.92 


12.78 
1.25 
13.00 


40.00 
40.00 


oo 


125.45 
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LOUISIANA. 


Athens & Southeastern—Providence se Fords Spur. ae 
New Orleans, Texas & Mexico (St. L. & S. F. a Eh to Mix.. ; 
North Louisiana & Gulf—Hodge to Bienville..........cecceceeees 
Ouachita & Northwestern—Newport to T. & G. Junction.......... 
Southern Railway & Navigation Co.—Not specified.......ceeeeeeee 


MARYLAND. 
Frederick Railroad—From Frederick City.............. 
Georges’ Creek & Cumberland (W. Md. )—Cumberland to “Mary- 
land-Pennsylvania state line............e00. SN eer eeaceas 
MICHIGAN, 


Duluth, south Shore & Atlantic—Soo Junction to Hunter’s Mill, 
4.72 mil es; Trout Creek to Woods, 5.50 miles; Pasco to Woods, 
1.33 miles; Ewen to Jensen’s Mills, 0.92 miles; Deranson to 
WHOOGS GXCGNNION, Oils MUSE? TOGA 6 scie cc cine escscc es ee secs 

Detroit & Mackinac—From near Posen to Calsite................ 

Lake Superior & Ishpeming—Not specified............. aernaalda ow 


MINNESOTA. 
Duluth & Northern Minnesota—Mile Post 62 to Mile Post 68..... 
Minneapolis, St. Paul & Sault Ste. Marie—Through Pine county.. 
Northern Pacific—Deerwood to Ore Lands.........cecccecccesecs 


MISSISSIPPI. 
Batesville Southwestern—Batesville to Tige..........ceceececcece 


Liberty White—New Holmesville to Ada, r 00 mile; Ada to Kaigler, 
Ee RIES OURE oa -51s. 0 wis. aos sige Wie we Ow os We anle O15 WNcale'S Re eS eeie06 


MISSOURI. 
waeee | Southwestern—Between Deering and Caruthersville, 3.70 
miles; Converse to Hornellsville Junction, 5.90 miles; Hickory 


Landing Road to Converse, 2.10 miles; total..... Wein cesis sien’ 
MONTANA. 

3ig Blackfoot (C. M. & P. S.)—Bonner to Blackfoot Junction.... 

Chicago, Milwaukee & Puget Sound—Lewistown to Hilger........ 

Chicago, Burlington & Quincy—Fromberg Junction to Scribner 

WAUMEMEATE). ahaa os 4 40k alae ie awe AUR Ca ae Ris V ioe AIS Save cae o 4-6 Wis hes Winre eT6ie 

Northern Pacific—Glendive to Savage.....cccescicccvescescseovess 
NEBRASKA, 

Union Pacife—Northoort to Geritigs o0.ecsccsiceviesceeceacneees 
NEVADA. 

Nevada Copper Belt—Hudson to Ludwig.........sscccccccceccece 


NEW JERSEY, 
Delaware, Lackawanna & Western—Hopatcong Junction to New 


Jeraeyer enhey sania: GtOte. LBB 6 s.s:6c5.5c55 cine 404 cae edssieawses 

New Jersey Shore Line (N. Y. C. & H. R.)—West New York to 

UERCEES tail a Miele bs RGU SG RENO ORION elewese eects : 
NEW YORK. 

New York Central & Hudson River (R. W. & O.)—Watertown 

Weitere t0" ObONe  o:5 0 class aise os cisisia so pow aera site oice son en'eees 


New York, Westchester & Boston—Between New York City and 
Mount Vernon 5.50 miles; between Mount Vernon and New 
Rochelle 0.50 miles; between Mount Vernon and White Plains 
BT aS a rrr Sire ee tr NiO eee a eee 


NORTH CAROLINA. 


Madison County—Stackhouse to Belva, 7 miles; Stackhouse to 

PUMUeRtatia ys BN) ISRO LOUAL 6 so. 510s 4:4 o14:0.0/9 v0 olemigdoe.5 0. o S20. din ‘nines 
Maxton, Alma "& Southbound—Midway ECT Re a ee ae OOM erie 
Norfolk & Western—Winston-Salem district to connection with 

Winston-Salem Southbound ...........eeee- ate pine tia'eis'<) 76-6 
Randolph & Cumberland—Hallison to McConnell.............0+5 
Rockingham Railroad—Rockingham to Gibson.........seeceeeeees 


NORTH DAKOTA, 
Great Northern—Stanley to Wildrose.......cescoccsccccccecceccs 
Midland Continental—Edgeley to Jamestown........ssseeeeeeeees 
Northern Pacific—Between Pingree and Wilton, 92.37 miles; Sanger 
to Deapolis, 16,22 miles; total. ....cssecieases Relnein oawnaleaee-< 


OHIO. 


ron, Canton & Youngstown—Mogadore to Brittain, 3.25 miles; 
_ Brittain to Robinson No, 9; 1:50) miles; total... .0cscccceceses 
anawha & Michigan—Kanonga es iia sh oven aadaieae 


> 


7 


OKLAHOMA, 
issouri, Oklahoma & Gulf—Bromide Junction to Bromide, 4.00 
miles; Coalton to Deepfork, 4.00 miles; total............eeee- 
Webber Falls, Shawnee & Western—Warner to Webber Falls..... 
Wichita Falls Route—Hammon north to Canadian river, 27.00 
miles; Woodward northeast beyond Supply, 25 miles; total... 


OREGON. 


Central of Oregon—Union to Hot Lake........ siie/aisieerie 
‘evada-California-Oregon—New Pine creek to Lakeview.......... 
Oregon Short Line—At Nyssa......... Baie ans tarbiatelctate ines S518 46 sae: 
Oi bm AGUIRRE ED PICT 4 io 5.5.0 05055-'s ok arene shsis ceceee ees 
Jregon-Washington Railroad & Mavigetion Co.—South Junction to 
Metolius, 23.10 miles; Woodlawn to Troutdale, 11.9 miles; 
Megler Junction to Kenton, 1.75 miles; total..... ius e-4-sivieiaie 
Oregon Eastern (So. Pac. )—Klamath Falis end from near Lelu 
north, 22.49 miles; from near Hillis south to Oakridge, 29.31 












miles: MUS wo dies ala late Ginter yleistiles s-ciaiea Giald asda eae a isiciele 4.4:4r6-07% 
Pacific Railway & Navigation Co. (So. Pac. )—Between mile post 
34, Washington county, and Mohler, Tillamook county....... 









Miles. 
7.30 
7.00 

25.70 
10,00 
3.00 


53.00 





3.00 
18.49 
21.49 





12.60 
12.00 

2.85 
27.45 


6.00 
30.28 
3.80 


40.08 
17.00 


2.20 
19.20 











11.70 


12.00 
18.00 


29.92 
34.50 


” 94.42 
30.64 


9.00 
27.44 


1.02 
28.46 





5.22 


12.00 
17.22 


17.00 
4.00 


0.31 
3.00 
22.00 


46.31 





50.75 
50.00 


108.59 
209.34 











51.80 
32.00 






































PENNSYLVANIA. Miles. 
Baltimore & Ohio—Between fgets and Somerset......... ities 9.50 
Beech Creek (N. Y. C. & H. R.)\—Boardman to Carnwath........ ‘ 2.76 
Chesnut Ride—To C. R. R. of N. J. at Palmerton............00. : 2.00 
Connellsville & State Line (W. Md.)—Maryland-Pennsylvania state 

MOS" 0Gr COMNGNOUINE 5 5 Sos co ote acid caine deeeeacer wactek veces 68.49 
Delaware, Lackawanna & Western—Pennsylvania- New Jersey state 

line’ to Stateford Junction .:.....cccese re gic nwciaKwe 1.09 
Hickory Valley—Pine Camp to Summit.. Ces uvaktaveree eae Ke 1.34 
Ironton Railroad—Not specified.......... Wa edhetMaue ene maswa 0.30 
a Railroad—New Florence to terminus, 4. 30 miles; west 

of Export, 0.64 miles; north of Coal Run Junction, 1.51 miles; 

extension of Radebaugh branch, 0.06 miles; total .:.¢<s00 ‘ 6.51 
Pittsburgh & Susquehanna—Philipsburg to East Moshannonton.... 1.00 

92.99 
SOUTH CAROLINA, 
Bennettsville & Cheraw—Brownsville to Sellers.v.........seeeee 10.50 
South Carolina Western—Hartsville to Florence............ eeeécee, Sane 
32.50 
SOUTH DAKOTA. 
Chicago & North Western—Colome to Winner........ (imccureens. SCF 
Chicago, Burlington & Quincy—East of Este.......... Niet Ceeuus 10.90 
21.87 
TENNESSEE, 
Birmingham & North Western—Jackson to Dyersburg............ - 48.00 
Middle Tennessee—Leatherwood Junction to Mt. Pleasant.. 18.00 
66.00 
TEXAS. 

Angelina & Neches River—Naclina to Chireno............eceeees 10.70 
Atchison, Topeka & Santa Fe—Sweetwater to Augustus........... 60.00 
Crystal City & Sy og ae ng 10 POWIEEION. 6 occ ccccccccvcs 27.00 

Fort Page & Rio Grande (St. L. & S. F.)—Brownwood north to 
Waid araslegi ucla had Ub ateiaaaaara vie adel Maamamieuewtaneeesio’ 18.00 
Gulf, colorado & Santa Fe (A. T. & S. F.)—Between Lometa and 92:1 
dishes a lRiBLesSiakd: a Sin MER Gaia sere Tae ae NT AEE Sie @ COMES IE ORie Se 2.19 
Og Belt & Terminal—Around Houston............cccccccece 9.74 

Jefferson & Northwestern—Towards Naples, 1 mile; Lanies to Lin- 

UCSD a et MANNS LOO for oad 6:4 neler e un Sane wi 4 GSU eR GEelel eRe ah 8 uO SOS 6.00 
Kansas City, Mexico & -pennrace Mase “hag to Qeanddaicn <ciicccies 117.00 
Port Bolivar Iron Ore—Longview to Ore City..........0...eeeee 30.00 
Stephenville, North & South Texas (St. L. S. W. )—Gatesville Junc- 

tion to Hamilton, 31.90 miles; Edson to Comanche, 31.25 

SAULOSS: COGAN AG ko wkd cereus ROE teen eee e cence eee eeeees 63.15 

413.78 
UTAH. 
Bingham & Garfield—Between Bingham and Garfield.............. 21.00 
Uintah Railway—Dragon Junction to Watson, 9.4 miles; Rainbow 
Junction to Ratmbow, 3.9 miles? total. <<c ccc cesicceteesccsoces 13.30 
34.30 
VIRGINIA. 
Big Sandy & Cumberland—Matney to Rife..........cceeeeeeeeees 2.00 
— Railroad—Pardee to Roaring Fork mine, 2.88 miles; 
Argo Junction to Argo Saw Mill, 1.00 mile; total............ 3.88 
Norfolk & Western—Petersburg Belt, Poe to Addison, 10.56 miles; 
Lig Creek branch, above Richlands, 0.22 miles: total...c6<ccc 10.78 
16.66 
WASHINGTON. 
Chicago, Milwaukee & Puget Sound—Moncton to Everett......... 55.00 
Chehalis & Cowlitz River—Chehalis southeast to Newaukum prairie 7.25 
Northern) Pactho—Ocosta to. Bay City ccc ccscsicwsincstccceesscs 2.73 
Oregon-Washington Railroad & Navigation Co.—Argo to Seattle, 

3.26 miles; South Aberdeen to Hoquiam, 3.93 miles; North 

River Junction to Primo, 12.02 miles; North Yakima to At- 

Cal ae S20 MOOS CONAN ies Scien Kieeciviandendeees se ceeaase 34.41 

99.39 
WEST VIRGINIA. 
Coal & Coke—Roaring Creek Junction to Elkins.............0.00. 6.90 
Chesapeake & Ohio—Raleigh & Southwestern, 14.60 miles; Coal 

river branch, 11.20 miles; Guyandotte Valley branch, 12.40 

miles; Buffalo Creek branch, 11.50 miles; not specified, 2.55 

SERIE MOMENI echt a cera crladl diain ea USAR e as ROUGE EOE RWG Rae eKG 52.25 
Elk & Little Kanawha—Between Boggs and Rosedale.............. 22.00 
Norfolk & Western—Sycamore branch from a point 2.8 miles east 

of Williamson, 2.69 miles; Wayne branch from East mp 

0.62 miles; WN raceccauwirceciees aicia Saasieaa Gatalels hemesas ‘ 3.31 

84.46 
WISCONSIN. 
Chicago & North Western—On S. M. & N. W. from a point 2.7 

miles north of Lindwurm to Necedah, 130.55 miles; between 

Wyeville and Sparta, 23.02 miles; West Allis to Butler, 8.14 

SUIPAY KONG al sv ecincaCiaeanceboeitanwetecdeenwectcetawss wees 161.71 
Minneapolis, St. Paul & Sault Ste. Marie—Between. Frederic and 

MUPIOPIOG. o.aic.a-5 40s acladiaas sine Gudisialdcaesisedaesar desea eeeaes 3.42 
Superior & Southeastern—Wisco to Taylor Lake, 5 miles; bared 

Lake to Namekagon Lake, 3 miles; total...........eeceeeee ‘ .00 
Wisconsin-Northwestern—Logging branches REEdedatedee dace cue 6.00 

209.13 
WYOMING. 
Chicago, Burlington & Quincy—Thermopolis south........ wags hee 18.00 
Colorado Railroad (C. & S.)—Colorado-Wyoming state “Hine to 

Bi Seo ary eee er ere Ce eT CR TT ee re ee 12.40 
tisee Hahn’s Peak & Pacific—Between Foxpark and Wyoming- 

Colorado state Tine. ccccccccccccec cst enews tle eeess cise ceece 12.00 

42.40 
CANADA. 
Algoma Central & Hudson Bay—In District of Algoma, Ont., be- 

tween Mile 94 and Mile 82, 12.00 miles; between Mile’ 150 

and Mile 120, 30 miles; between Hawk Lake Junction and 

Hobon, 23.84 miles; Magpie branch, 3.50 miles; total......... 69.34 
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Miles. 
Atlantic, Quebec & Western—Between Grand River and Gaspe..... 48.00 
Canada & Gulf Terminal—St. Flavie, Que., to Matane,:.......... 36.00 


Canadian Northern—In Manitoba, 26 miles; in Saskatchewan, 256 
miles; in Alberta, 154 miles; in British Columbia, 20 miles; total 456.00 
Canadian Northern Ontario—In Province of Ontario—Not specified 47.00 
Canadian Pacific—Ontario, Georgian Bay & Seaboard, Coldwater 
Soro to Bethamy Junction, 76.37 miles; South Ontario & 
acific, Guelph Junction south, 5.00 miles; Saskatchewan-Moose 
Jaw south, 35 miles; Swift Current southeast, 45 miles; Swift 
Current northwest, 35 miles; Wilkie northwest, 32 miles; Im- 
perial-Valeport, 59 miles; Bulyea south, 7 miles; Weyburn west, 
23.80 miles; Moose Jaw northwest, 53 miles; Alberta-Leth- 
bridge-Alderoyde; 56.80 miles; Castor Coronation, 21 miles; 
Irricana easterly, 17.50 miles; British Columbia-] ukeson-Fort 


Steele, 9.20 miles; Galloway-Waldo, 11 miles; total........... 486.67 
Esquimalt & Nanaimo (Can. Pac.)—Cameron Lake, B. C., to Port 

SPS ey en re eee ee ee a ae 27.00 
in ae, SOG, 80 DAU acckucse san baup cetoabeees see 8.90 
Grand Trunk Pacific—In Saskatchewan, 102 miles; in Alberta, 144 

miles; in British Columbia, 25 miles; ON Re es 271.00 
Ha Ha Bay—lIn Province of Quebec Sevechopsse oe peSeavod hone es 10.00 
Intercolonial—Chatham division, 8.00 miles; Elmira division, 6.00 

RR Parr ae ie ee ea 14.00 
Kettle Valley Lines—Midland, B. C., to Carmi, 45 miles; Merritt 

pC PRUer TRA, DO MANORS COUR so oso 6c oo 5c0vcccnceuviscccens 75.00 


National Transcontinental Ry. (Grand Trunk Pacific)—New Bruns- 
wick—Between Moncton and Quebec and Ontario boundary, 
0.73 miles; Quebec—Between New Brunswick-Quebec boundary 
and Quebec-Ontario boundary, 155.31 miles; Ontario—Between 
Quebec-Ontario boundary and Ontario-Manitoba boundary, 


Se eS. er a ee ee ee ee 280.25 
Quebec & Saguenay—Province of Quebec...........ccececececees 7.00 
Quebec Central—St. Justine to St. Sabine................00020-- 1.44 
Quebec Railway, Light & Power Co.—Beaport, Que., to Kent House 

i EP Sr ere ee Coe ee ee eer Le Per rere 3.25 
Vancouver, Victoria & Eastern (Gr. Nor.)—Princeton, B. c.- to 

Coalmont, 12 miles; Abbotsford to Kilgord, 6 miles; total...... 18.00 
Sydney & Louisberg—Morien, N. S., to Birch Grove Colliery eens 2.50 


Temiskaming & Northern Ontario—Iroquois Falls, Ont., to Tim- 
mins, 33.71 miles; North Bay Junction to Nipissing’ Junction, - 
oe ES NEES 45.54 55 SUG SE AMES 555 5Es 5555454 05545585456K 05% 37.24 


1,898.59 


MEXICO. 


Interoceanic (N. Ry. of M.)—Metepic, Pueblo to San Lorenzo.... 26.00 
Mexican Southern (N. Ry. of M.)—Oaxaca, Oaxaca to Tlacolula.. 21.00 


Mexican Union—La Pay, Sonoro to Santa Rosalia............... 16.00 
Mexico North Western—Terrazas to Madera, 116.00 miles; San 
Antonio to Cusihuiriachic, 15.00 miles; total...............00. 131.00 


National Railways of Mexico—Penjamo-Ajuno line, Penjamo, 
Guanajuato to kilometer 40, 25.00 miles; Durango-Llano Grande 
line, Durango, Durango to Rio Chico, 36.00 miles; Durango- 


Canitas line, Durango to kilometer 28, 16.00 miles; total...... 77.00 
San Diego & Arizona—Edwards, Lower California to Valle 

PED (cc bc cOLKE RAE SESE SSA A OSS TOSSES ES SRALESS D8 ON O09 5959.0 7.00 
Southern Pacific of yg ee Santiago river and Tepic.. 36.00 


Vera Cruz & Isthmus (N. Ry. of M.)—Sierra Colorado, Vera Cruz 
to Cosomoloapan, 20.00 miles; San Juan river to San Andres 
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EXPERIMENTAL PACIFIC TYPE LOCOMOTIVE. 





A Pacific type locomotive which has developed 2,216 h. p.—1l h. 
p. to each 121.4 lbs. total weight—continuously in actual service, 
has been designed and built by the American Locomotive Com- 
pany at its own expense for the purpose of securing information 
as to the maximum possibilities in economy and capacity per unit 
of weight with a locomotive of standard wheel arrangement. 
Compared with one of equal weight and conventional design this 
locomotive has shown an economy in fuel exceeding 25 per cent. 
Thoroughly appreciating the need of greater sustained capacity 
to meet the maximum requirements of modern passenger service, 
the builders embodied in this design the latest knowledge of 
general proportion, the most recent development in materials 
and improvements in the design of details, combined with the 
best use of approved fuel-saving devices to secure the utmost 
possible economy of the locomotive as a whole from the oper- 
ating standpoint. The improvements over long accepted conven- 
tional practice in the design and construction of many of the 
principal details introduced in this locomotive have since been 
adopted as standard practice by the builders and widely applied 
to a large number of other locomotives with marked success. 
For these reasons, this locomotive (No. 50,000, as it is called by 
the builders) marks as distinct and definite an advance in loco- 
motive engineering as did the Mountain type of the Chesapeake 
& Ohio built by the same company. 

To accomplish the purpose of the design—the maximum capac- 
ity per pound of weight—the largest boiler capacity within the 
pre-determined wheel loads was the essential feature. This 
end was obtained by eliminating every pound of weight in all 
the parts that was not necessary to strength or durability, and 
by utilizing the weight thus saved to provide a larger boiler, 
and by increasing the capacity of the boiler thus secured by com- 
bining in one design all the most approved fuel-saving devices. 
The design and construction of the boiler are shown in the accom- 
panying illustrations. 

The accompanying comparison of locomotive No. 50,000 with 


other leading examples of Pacific type locomotives he approxi- 
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Firebox, width 
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Flues, number 
Tubes, diameter 
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50,000 A. B. ic. D. 
269,000 Ibs. 269,000 Ibs. 271,000 lbs. 270,000 Ibs. 266,500 lbs. 
Conical Conical Conical Straight Conical 
connection. connection. connection. connection. 
763% in. 72 in. 72 in. 79% in. 72 in. 

87 in. 83 in. 83 in. 83% in. 83 in. 
114 in. 108% in. 108% in. 111 in. 108% in. 
75% in. 75% in. 75% in, 80% in. 75% in. 

207 175 242 343 382 

36 32 28 sae dee 

2% in. 2% in. 2 in. 2% in. 2 in. 
5¥ in. 5% in, 5% in. ae 3% 

22 ft. 21 ft. 6 in. 21 ft. 6 in. 21 ft. 20 ft. 

4,048 sq. ft. 3,424 sq. ft. 3,784 sq. ft. 4,427 sq. ft. 4,210 sq. ft. 
897 sq. ft. 765 sq. ft. 705 sq. ft. oe sae 
59.75 sq. ft. 56.5 sq. ft. 56.5 sq. ft. 61.8 sq. ft. 56.5 sq. ft. 








FOREIGN RAILWAY NOTES. 


The Russian ministry of finance has permitted the transpor- 
tation of foreign goods over the western frontier for direct con- 
nection with the Trans-Baikal Railway. The inspection of such 
goods will be made by the custom house authorities at Irkutsk, 
Siberia. The success of direct transportation of goods between 
Warsaw and Siberia, which has reduced the time in covering the 
3,000 miles from 24 days to eight days, has induced the board of 
the Vistula Railroad to introduce more rapid railway communi- 
cation between Moscow and Odessa. 


The proposed Kharkoff-Cherson Railway, Russia, will measure 
about 290 miles, beginning at Merepha and ending, after passing 
through considerable industrial areas and crossing the Dniepre 
river, at Cherson, where it will join the Cherson-Nikolaieff line. 
The value of the line is that it will bring central Russia with its 
markets into immediate communication with Cherson. The cost 
is estimated at $26,940,000, which it is proposed to raise by an 
issue of shares and government guaranteed bonds. 


mately equal weight shows strikingly the larger boiler provided 
in proportion to its total weight. 

It will be seen that the boiler of locomotive No. 50,000 has 624 
and 264 more square feet of evaporative heating surface, com- 
bined with 132 and 192 more square feet of superheating sur- 
face, than the other two superheater locomotives respectively, 
both of which are of equal or greater weight. Compared with 
the two locomotives not equipped with superheaters, locomotive 
50,000 has at the most only 379 sq. ft. of evaporating heating 
surface less, which is undoubtedly 3 or 4 times offset by the 
economy secured with the 897 sq. ft. of superheating surface. 
This is the largest amount of superheating surface ever provided 
in an American passenger locomotive, and results in realizing 
greater economy in operation from this feature, due to the greater 
degree of superheat attained. 

Compared with another locomotive of equal weight, als° 
equipped with a superheater, but of less superheating surface an‘! 
giving an average of 63 deg. less superheat, the locomotive her¢ 
illustrated showed in service tests an average of 13 per cert. 
greater economy in fuel and 14 per cent. in water consumptic 
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per indicated horse power per hour. In these tests, locomotive 
50,000 reached a maximum superheat of 341 deg., with an average 
of 276 deg., which is believed to be the highest record for any 
American locomotive. The superheater is of the type “A” with 
top header and 36 double looped supetheater units. 

To further increase the boiler capacity through improved 
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cylinders of this construction in American locomotive practice, 
and constitutes probably the most radical of the departures from 
conventional practice in this design. This construction was 
adopted in order to save weight. As a result, the 27 in. x 28 in. 
cylinders with which the locomotive is equipped weigh 2,660 
Ibs. less than 22 in. x 28 in. cast iron cylinders of ordinary con- 
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Longitudinal Section Through Boiler of Experimental Pacific Type Locomotive. 


boiler economy, the firebox is equipped with a Security sectional 
brick arch. Aside from this large boiler capacity, the number 
of new features introduced in this design with a view both of 
saving weight and securing improved economy in operation make 
this locomotive one of the most interesting of recent construc- 
tion. Among these, the following deserve particular notice: Cast 
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Half-Sections and End Elevations of Boiler for Experimental 
Pacific Type Locomotive. 


steel cylinders with cast iron bushings; steam pipes arranged 
to connect with the cylinders outside of the smokebox; screw 
reverse gear; a self-centering guide for the valve stem; a new 
arrangement of guide for the extended piston-rod end, likewise 
self-centering; and an improved outside bearing radial trailing 
truck. 

Cast Steel Cylinders—This is the first instance of the use of 


struction. Cast iron cylinders of this size arranged for inside 
steam pipes would have weighed approximately 4,000 Ibs. more. 
Outside Steam Pipes—This arrangement was really necessi- 


tated because of the application of cast steel cylinders, as it is 


the only practical method of construction with cylinders of that 
material because of the resulting simplification of the castings. 
































Because of its many advantages the outside steam pipe construc- 
tion first introduced into the country on the locomotive here il- 
lustrated, has been very favorably received by American railway 
men. It greatly improves the steaming capacity of the boiler, 
because it removes much of the obstruction to draft in the 
smokebox, which is present with the steam pipes of conventional 
design. It is also probable that the elimination of the live steam 
passages in the cylinder saddle will tend to minimize the loss of 
cylinders from cracking in service. 

Screw Reverse Gear.—By the use of the screw reverse gear, 
instead of the ordinary lever, locomotive 50,000 introduces what 
promises to be a most important and beneficial change in Amer- 
ican locomotive practice, both from the standpoint of economy in 
operation and the ease and comfort of the engineer. (The view 


showing the side elevation of the locomotive is incorrect, in that 
it shows an ordinary type of reverse lever.) In the large loco- 
motives of the day it is becoming more difficult every year to 
handle the reverse lever easily. As a result, considerable loss in 
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economy and efficiency in operation ensues from the fact that 
steam is not used expansively with the full throttle and the cut- 
off arranged at the most economical point. This is due to the 
fact that when any speed is attained it is often a risk to change 


the reverse lever because of the liability of the lever getting out 


of the hands of the engineer. 
For engines other than the Mallet type on which the power 
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standard arrangement in use abroad. The American Locomotive 
Company’s design of this device, however, embodies important 
changes from the common foreign practice. It provides a straight 
line pull without offsets and a screw inside of tubular connec- 
tions and on the same longitudinal axis as the reach rod, thereby 
better adapting it to the greater weights of the vilve motion 
parts of the American locomotive. By using the straight pull the 
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Vanadium Cast Steel Cylinders on Experimental Pacific Type Locomotive. 


reverse gear is used the screw reverse gear offers a means of 
solving the present difficulties. It gives about 11 times the lever- 
age obtained with the reverse lever as usually proportioned. The 
reversing wheel can be spun around very rapidily so that only 
from 4 to 6 seconds is required to completely reverse the gear, 
which is probably faster than can be done with the ordinary 
reverse lever, because of the time consumed by the engineer in 
getting into position and well braced before he can exert suf- 
ficient muscular force to throw the reverse lever. As may be seen 
in the illustration of the inside view of the cab, it can be located 
in a most convenient position for the engineer. 

The screw reverse gear is not new, but has been for years the 


gear and reach rod are not subjected to bending strains, but to 
tension or compression only. 

Valve Stem Guide.—Another important improvement in detail 
design introduced in the locomotive here illustrated, with which 
railway men are now familiar because of its extensive appli- 
cation to other locomotives recently built by the American Loco- 
motive Company, is the self-centering design of guide for the 
valve stem. The chief advantages of this arrangement are that it 
can be erected, taken down and replaced without any lining up, 
at the same time insuring that the valve stem guide is absolutely 
in line with the piston valve chamber. This saves all the time 
that is spent in lining up the valve stem guide of the ordinary 
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Experimental Pacific Type Locomotive, Built 
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construction employed with the Walschaert valve gear when it 
is necessary to take down the valve motion. This arrange- 
ment is self-supporting, so that no bracing from the guides 
or any other source than the cylinder is required. It permits 
the use of a straight design of combination lever without forks, 








Improved Outside Bearing Trailer Truck. 


which is connected to the valve stem crosshead by a pin passing 
through its wings, thus affording greater lateral stability than is 
obtained in other designs. 

Extended Piston Rod Guide.—The builder’s new standard de- 
sign of guide for the extended piston rod, which, in view of the 





Self-Centering Valve Stem Guide. 


general adoption of this practice on-locomotives equipped with 
superheaters, has a wide application, is used on this locomotive. 
This device, like the valve stem guide, is self-centering and can 
be removed. and replaced without lining up, and at the same time 
exactly coincides with the longitudinal axis of the cylinder. 
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Trailer Truck.—A saving in weight of from 2,500 to 3,000 Ibs. 
was effected by the application of an improved design of outside 
bearing radial truck in place of the former type which entailed 
the use of outside supplementary frames secured to the slab 
rear portion of the main frames by heavy and strong cast steel 
filling pieces. 

This type of truck had been successfully applied before and 
has since become the builder’s standard design for Pacific and 
Mikado type locomotives. It provides for a universal adjustment 
of the springs to the rise and fall of the engine and a resistance 
to transverse motion through the combined action of the spring- 
centering device and the inclined friction plates which operate 
to restore the truck to its normal central position on entering a 
tangent after passing over a curve. As a result, experience 
proves that it greatly improves the riding qualities of the loco- 
motive. 

Bumper and Pilot—Further evidence of the refinement in de- 
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Self-Centering Extended Piston Rod Guide and Steel Bumper 
Beam. 


tail carried out in this locomotive to keep the weight of every 
part down to a minimum consistent with strength is furnished 
by the use of a pressed steel bumper and pilot, a construction 
which has been very successfully employed on the Lake Shore 
& Michigan Southern. Compared with an ordinary design of cast 
steel bumper the pressed steel type here employed weighs ap- 
proximately 1,200 Ibs. less, while as between the pressed steel 
and wooden pilot there is a difference of 350 lbs., a total saving 
of some 1,500 lbs. being effected in these two details alone. 

Vanadium Steel—Additional strength without increased weight 
is secured by the liberal use throughout the design of vanadium 
steel for many of the principal parts. Some of the parts con- 
structed of this steel are: driving wheel centers, frames, rods, 
piston rods, valve motion work, springs and crankpins. Vana- 
dium was also used in the cast steel cylinders and in the cast 
iron cylinder and valve chest bushings. 

Locomotive 50,000 sets a new high mark for the capacity and 
economy attainable within the limitations of conservative wheel 
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loads in a modern passenger locomotive designed for sustained 
high speed service with heavy loads. It has also pointed a 
way by which present commonly accepted practice may be greatly 
improved by better proportion of boiler to engine capacity, 
greater refinement in the design of details and modifications of 
present standards, the best. use of fuel-saving devices, the value 
of which has been tried and proved in service and the latest de- 
velopments in material. 

There is not another instance in the history of American loco- 
motive development in which locomotive builders on their own 
initiative and at their own expense have constructed a locomotive 
—not to introduce a new principle; but to secure information as 
to the maximum possibilities in economy and capacity inherent 
in already adopted principles with the view of the advancement 
of locomotive design. For these reasons, this.locomotive merits 
investigation and the most careful study of all the details of its 








Screw Reverse Gear on Locomotive 50,000. 


design on the part of all railway officials interested in locomotive 
operation. Its performance on the Erie Railroad on which it is 
running, and of which a full account will be given in a later 
issue, should be closely watched. The general dimensions, 
weights and ratios are given in the following table: 


General Data. 


Gage Pe ee er ee 4 ft. 8% in. 
Service attire aathetirty aa Bits Tate “a Sete nc yale aea-staial phew tat wnane ork o /avercod Passenger 
BRNO Ms ie oar citsaras tain al ais das saceeealdorvek wheioid diel oiac0 & raied Bit. coal 
SRMORN ES OMMINEE gcc ca coven’ « ss orevelotato-o5e. cic vere ein ats eco 40,300 Ibs. 
Weight in working order.........csccccssccccseos 269,000 Ibs. 
WEMUE (OD ONTMR IR Soo os 5.055 4':5-6 4:5. 6-4 'diacs 0400 40ia oo 0.055 172,500 Ibs. 
Weight of engine and tender in working order....430,500 Ibs. 
DEC LES 62 oT a a i Ne 14 ft. 
Wheel NOME Foose aia. ours techn Ecichaloiere’side's:eie as St. 2 inks 
Wheel base, engine and tender..............000% 68 ft. 2% in. 
Ratios. 
Weight on drivers + tractive effort...........eceeeeee 4.26 
Total weight + tractive effort...........ccecceceecuees 6.68 
ractive effort X diam. drivers + heating surface*..... 596.00 
Total heating surface* + grate area...........eceecees 90.50 
Firebox heating surface + total heating surface,* per 
«MER DIA se banGcudktis cunendapuaesacyoxse sto 4.60 
Weight on drivers + total heating surface*............ 32.00 
Total weight ~ total BGATUIG SUTERCE™ 65.650 c:6is 6 oss wee o's 49.60 
Volume both cylirders, cu. ft..........00...00.. eee, 18.60 
Total heating surface ~ vol. NI oc adiciewan nee ws 290.00 


Grate area ~~ vol. 3.20 


RONNIE goa Gogh Wc iniaea fas ala beatae. an8 
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Cylinders. 

Peer a sic cae e Tea ae GO ae oe He Sa eS cageatagwenee es Simple 
EMAMIEESE ANE GUPONO oo. 5c civic caccietwesictocqnaseat Mok 28 Mie 
Valves 
RANE He. 5 aa5 she elaralan aly: Rael a igh otaralen sere arckw or6 sacar Oa Piston 
PRICE Ne 6 ao. 4. 5 cere 0 OS 0.6 noe ele 6 xsiclets FOR eset ye 16 in. 
PMCURUE CEOICOR SIE 0540 oss 'k- cic ao bcd qiaeecedeg wie EM ote Oa 6% in. 
COIS IR fe ahs c cated % acd nn cree cca tinds.cateet ame cae 1% in. 
PNG NCE soot 66 a as 055 tabs os $e oe Rec meouana ten % in. 
Lead-in full.gear..7......+% Forward, % in.; Backward, ™% in. 
Wheels. 

Driving Gamicter Over CilOsinis 66s 0.6505 dcte cs cid aie. 79 in, 
DYSVINE SRICKHESS OF CITES. once os oc noc Cab css sicecce esa dy We 
Driving journals, main, diameter and length....11 in. x 12 in. 
Driving journals, others, diameter and length..10% in. x 12 in. 
Engine truck WHEEIS, Giameted 6 5 66:6.c:c0:c:s sien cece o's oed@ Sih. 
EGie CUO JOUER SIE e.c.o:s. 0-0 cc'sre oi eeene Owls 6% in. x 12 in. 
‘Trailing: truck (Wheels, GidMetet.:..o6.c.06i06cccevceese ee eIOM% IM 
Frashirg tiuick;) 10UrAaie core. 00 55550 Caste eee tice 8 in. x 14 in. 
Boiler. 

PEO ee acai eas aI Mase ar Sees AEG ROE Caan wo eee utd Conical 
IW AMIRI CCM 6 a/67aavar oie G0 Sin Hal We Sicko <a wie Ui he OS 185 Ibs. 
Oateide diameter Of M1St FING <6 siccc ccc cescceyevecene 76% in. 
Firebox,-length and width... .<sssccsesses 114% in. x 75% in. 
ISCO DiGtes, UICMNESS 6 a. oxo indie 8 desis wan ce ce % in. x ¥Y% in. 
EMO MR NUNS GUN aa 6 5. i565 ei Co-0 W Se 4 neve ee oe wienee sens 4% in. 
Tubes, number and outside diameter.............. 207—2% in. 
PICO AUC NORUBE fo 5sca claigs o:4'0. H4cs thei 6d wee canes 36—5% in. 
CE ENOG PACLIMNIET 69.0) «chat oin-s Riew oeeee Si agks sdb Rawls ag casi pein eee ats 
PCM BUS TRCEs RUNES 6.6.0.5 S:0, ok eno: taieiweitre o4-4cesse 3,800 sq. ft. 
FROCHEING SUFTACE, TIGDOK 6 6 oio 0 csececsceccnge sacs 248 sq. ft. 
PRGAERIE IRE ERGO TORGE 215 65.6.6 6:i%:0:0s Bae sce sigma scare 4,048 sq. ft. 
Superheatér heating surface. . 2... ec ceesceessunee 897 sq. ft. 
WFR OR elas ood o aero cine die alae ene eid-ere we Suis ate eas 59.75 sq. ft. 
SOE 1 CHIME ie ons, wo cle cna ors oh ea ole Ore ere Cmewiereels 18 in 
Smokestack, height above rail.............00-08. 14 ft. 7-% in. 
Center Of DOHET ADOVE Tale. 6.66 cicisisieesicwdens 9 ft. 41 5/16 in. 
Tender. 

EM Ce cdilc csteic tis te coeru Ree Oirmes catia’ we as Water bottom 
GNM xa0 5 5 x 6 )a0e-w ora 6:04 a5’ ca eaiw ww eed cathe emeiere 13 in. channels 
WE, CLI ISINOR 6 5. 5 re, 4s co: 0 6:3 G:r gaiciece-0s@ Wale alee sie, a a ane OO ie 
Journals, diameter and length................5¥% in. x 10 in. 
Water C4paeny 26s sccucsas Reale ia a ara ber are ats /@ Sines eh 8,000 gals. 
MS RUN RIAOC UE asa hele ciara 06 0 a'e steers here ereiRh win nee eae mals 14 tons 


*Equivalent heating surface equals 5,394 sq. ft. 





It now seems probable that in a very few years there will be 
a transcontinental line entirely across Africa from the Indian 
ocean to the mouth of the Congo river, though it is unlikely that 
there will be any appreciable through traffic over it, at least for a 
long time to come. This line will be made up of the Congo river 
and the railways around its rapids and the line planned from the 
upper waters to Lake Tanganyika, and of the German-African 
Midland Railway, which, if a bill now before the Imperial Diet 
becomes a law, will be extended westward to Lake Tanganyika 
by 1915. The extension of this latter line heretofore authorized 
will be completed to Tabora next February, in advance of the 
time prescribed. Thence to the lake a route has been examined, 
and it is found that the most favorable lake terminus is Kigoma, 
due west from Tabora. In connection with this extension three 
steamers are to be provided for the navigation of this lake, 
which is more than 400 miles long from north to south, but 
generally less than 40 miles wide. This will give the German 
railway something like the position of the British Uganda Rail- 
way, whose ocean terminus is 200 miles further north. One of 
the reasons given for haste in reaching Lake Tanganyika is to 
anticipate the new lines of the Congo Free State. It will be 
interesting to watch the competition of two such lines for the 
traffic of the country on a lake in the heart of Africa, which for 
many years must be inconsiderable. From. and to Europe the 
German route has the drawback of the Suez Canal and a much 
longer rail line; while the Congo route involves long river navi- 
gation and two or three transfers from rail to river. In an 
air line the distance from the lake to the mouth of the Congo 
is about 75 per cent. longer than from the lake to Dar-es-Salaam, 
the ocean terminus of the German line; but the actual route 
down the Congo is more than three times the length of the ' 
German railway. The cost of the extension from Tabora to the 
lake is estimated at about $10,000,000, with nearly $1,100,000 
more for steamers and docks on the lake. It is noticeable that 
the part of the road first built already requires rebuilding, hav- 
ing been made too light even for the light traffic it now has. 








In the following tables are presented, in accordance with the 
annual custom of the Railway Age Gazette, a detailed statement 
of the new freight cars, passenger cars and locomotives ordered 
by North American railways in the year 1911. Although the com- 
pilation of figures from such numerous sources is necessarily sub- 
ject to some slight omissions, the results are sufficiently accurate 
to meet the general purpose for which these statistics have been 
prepared, viz., to show the extent of equipment purchases by the 
railways of the United States, Canada and Mexico as compared 
with previous years. 

Practically all of the data is derived from official sources, but in 
a few instances where no replies have been made to our inquiries 
figures taken from our regular weekly records have been used. 
The following statements refer to cars and locomotives ordered 
during 1911; statistics of equipment built are given elsewhere 


latter, 109 are 





frames, and 50,094 are all steel. 
all wood, 619 have steel underframes and 909 are all steel. 
the locomotives, 2,625 are simple and 225 are compound; of the 
Mallet. 
R with friction draft gear, and of the passenger cars 1,061 are 
electric lighted. Of the locomotives, 908 are equipped with super- 
heaters, 48 with feedwater heaters, and 37 with reheaters; 133 are 
electric locomotives. 

The figures of orders for cars and locomotives during the past 
eleven years, as compiled by this paper, are as follows: 





CARS AND LOCOMOTIVES ORDERED IN 1911. 


business on the books of the manufacturers is far better than at 
this time last year. 

The tables show that during the year there were ordered 
133,117 freight cars, 2,623 passenger cars, and 2,850 locomotives. 
Of the freight cars, 28,418 are all wood; 54,605 have steel under- 


Of the passenger cars 1,010 are 


Of 


Of the freight cars 42,465 are equipped 





in this issue. The falling off in orders both for new cars and for Cars——_, a 
new locomotives is marked, both as compared with last year and y,,,, "come — Freight. See eee cor. Pactahe. 
with several preceding years, although the figures are in each 1901....4,340 2,879 193,439 1907....3,482 1,791 151,711 
; : - ? 65 2) 
instance approximately twice as large as those for 1908. How- 1902... 4,668 tip aan 1908 abe ‘314 189,360 
ver. there h rial and éncouraging incr. in 1904....2.538 - 2,213 136,561 1910....3,787 3,881 141,204 
ever, Chere has been i ween mal and t pte ee 1905... .6,265 3,289 341,315 1911....2,850 2,623 133,117 
orders placed during the closing weeks of the year and the new = i9v0....5.642 3.402. ~—- 310,315 
FREIGHT CARS ORDERED IN 1911. 
Purchaser. No. Kind. Capacity. Builder. Purchaser. No. Kind. Capacity. Builder. 
Acadia Coal Co. ........ et £50 Hopper... 60,000 Can. Car & Fdy. RNG soca cued ns es one e§55 Box ..... 60,000 Am. Car. & Fdy. 
Ak, Cant. & Y.......... i50 Gondola .100,000 Am. Car. & Fdy. Brompton Pulp & Paper 
+435 Box ..... 80,000 Am. Car. & Fdy. CEE a ae 718 Flat .. 50,000 
7215 Flat .....100,000 Am. Car. & Fdy. Brown Store Co........ e6 Logging. . 30,000 Am. Car & Fdy. 
Algoma C. & Hudson.... 7180 Flat ..... 80,000 Can. Car. & Fdy. CSTR eae eo C1 Sees *§100 Hopper ..100,000 Pressed Steel. 
+50 Ore -- 100,000 Hart-Otis. Buf. BR. & Pittsh...... . *§500 Hopper ..100,000 Pressed Steel. 
EU eee 100,000 Hart-Otis. *t500 Hopper ..100,000 Standard Steel. 
$30 BOe 55.3% 80,000 Can. Car. & Fdy *£500 Hopper ..100,000 Cambria Steel. 
Sb KDODNE:... -xse0s Company shops. Caddo Riv. Lumb. Co.. el Caboose... ...... Am. Car & Fdy. 
ce -sebeks eee 80,000 Company shops Camacha, Rold. & Van S. e12 Box ...... 30,000 Am. Car & Fdy. 
Algoma Steel Co........ *+25 Ballast 80,000 Hart-Otis. Camb. Oda... 6056 5605s *£600 Hopper ..100,000 saggy’ <A a 
*t15 Flat. . 80,000 Canadian. Canadian Bldg. Co. .... *t2 Flat .... 80,000 Can. Fdy. 
*10 Coke .... 60,000 Canadian Car & Fdy. Canadian Collieries Co... *%100 Hopper...100,000 Can. Car & Fdy. 
Allis Chalmers Bullock.. etl Unloader. ...... Can. Car & Fdy. Canadian Expl. Co. ‘ ei2 Flat .... 60,000 Can. Car & Fdy. 
*i2 Logging.. 80,000 Can. Car & Fdy Canadian No. ........ . . tk55. Flat 80,000 Can. Car & Fdy. 
Ctl Fist was 60,000 Can. Car & Fdy et1,557 Box 60,000 Can. Car & Fdy. 
Am. Beet Sugar Co...... 715 Flat ..... 80,000 Am. Car & Fdy et1,250 Box .... 60,000 Nova Scotia Car. 
eye oe eee *4 Tank .... 80,000 Am. Car & Fdy ei250 Hart ball. 80,000 Hart-Otis Car. 
Am. Refrig. Transit Co.7¢1,000 Refrig.... 60,000 Am. Car & Fdy ei20 Ore .... 60,000 Hart-Otis Car. 
Anheuser-Busch ........ *1 Hopper...100,000 Am. Car & Fdy ei200 Stock ... 60,000 Crossen Car. 
PE ARSE benccccnda'cs 1 eee 80,000 Standard Steel. et100 Refrig. .. 60,000 Crossen Car. 
7t50 Refrig. .. 80,000 Standard Steel. ei21 Caboose.. Crossen’ Car. 
+4475 Box ..... 80,000 West. Car & Fay. Canadian Pacific .......*% Box . 80,000 Can. Car & Fay. 
Ark. Short Leaf Lumber 2 Box 80,000 Can. Car & Fdy. 
Mee etek neh Gkhwe e30 Logging.. 40,000 Am. Car & Fdy. t Flat 80,000 Can. Car & Fdy. 
ee ge ee 400 Refrig. ..... Company shops. *7500 Box _.... 80,000 Pressed Steel. 
Arms P. Horse Car Co.. 7425 Horse ... 60,000 Pullman. *:430 Gondola. :100,000 Pressed Steel. 
7i3 Horse ... 60,000 Pullman. GI Nani 0,000 Am. Car & Fdy. 
423 Horse ... 60,000 Pullman. Box 60,000 Company shops. 
Ashland en . Iron Co.. *+5 Gondola..100,000 Pressed Steel. Box 80,000 West St. Car & Fdy. 
ig oF YS ee See *t50 Ore .....100,000 Am. Car. Fdy. Flat 80,000 
2 SOP sosvee am. Car. & Edy. Coal ....100,000 
Ad: & W. Point....... ° 100 Flat . 60,000 Am. Car. & Fdy. Ballast ..100,000 Can. Car & Fdy. 
ae cnese hee 80,000 Am. Car. & Fdy. Ballast ..100, 000 Can. Car & Fdy. 
lO aa 60,000 Company shops. Refrig. .. 60,000 Company shops. 
10 Auto - 80,000 Company shops. Stock - 60,000 Company shops. 
Atl. Birm. & AT........ et20 Stock . «+ee+. Company shops. Van .... ...... Company shops. 
Atl. Coast Line .........7§1,400 Box ..... 60,000 Am. Car. & Fdy. Tank ..10,000 g. Am. Car & Fdy. 
+§50 Phosph. . 80,000 Standard Steel. Canadian Ry. 
§7900 Box ..... 60,000 Standard Steel. SO: MOO. Sawn e aes . et15 Dump ... 60,000 Can. Car & Fdy. 
$7100 Flat .... 60,000 Standard Steel. Gent: COE MORic.c cued et DED) aes eawe .see.- Company shops. 
+50 Ballast ..100,000 Rodger Bal. +500 Box .... 80,000 Am. Car & Fdy. 
ei30 Caboose.. ...... Company shops. (Gent. .ht ON. 9. c55. bash +§250 The case’ 80,000 Standard Steel. 
§*1 Derrick...100,000 Standard Steel. *t1 Scale test. 80,000 Company shops. 
Atl. Seab. Desp. ....... $7100 Refrig 60,000 Haskell & Barker: Champion Lum. Co..... e32 Flat .... 80,000 Am. Car & Fdy. 
OE ee ee *10 Tank 80,000 Am. Car & Fdy. Chesapeake & Ohio..... +300 Flat ..... 80,000 Am. Car & Fdy. 
Se ao -7§2,000 Box 80,000 Standard Steel. Chicago & East. Illinois. 71,000 Refrig. .. 60,000 Am. Car & Fdy. 
7§500 Box ..... 80,000 Mt. Vernon Car. Chicago & N. W...... .7$1,750 Box .... 80,000 Pullman. 
*§2,000 Gondola. .100,000 Cambria Steel. 7§1,250 Box . 80,000 Am. Car & Fdy. 
*§2,000 Gondola. .100,000 Standard Steel. 7§600 Auto 80,000 West St. Car & Fdy. 
+§1,500 Gondola. .100,000 Pressed Steel. 7500 Flat ..... 100,000 Standard Steel. 
*§5 Well ....135,000 Cambria Steel. +450 Refrig. .. 80,000 American. 
Bangor & Aroostook.... {131 Box ..... 60,000 Am. Car : Sl Chic., Burl. & Quincy... Bony Gondola. .100, 000 Am. Car & Fdy. 
25 Box ..... 60,000 Am. Car for: 000 Gondola... ... Pressed Steel. 
Bangor Ry. & Elect. Co.. *t1 Box ..... 40,000 Simplex &¢ Clear. Car. ‘aay Tank .. i0 (000 g. Am. Car & Fdy. 
Barber Ashp. Pav. Co.. *20 Flat ..... 20,000 Am. Car & Fdy. bt2,500 Box .... 80, 000 Haskell & Barker. 
*20 Tank ....100,000 Am. Car & Fdy. 500 Refrig. .. 60,000 — Car & Fdy. 
Bear Creek Mill Co.... e6 Logging.. 60,000 Am. Car & Fdy. 1,500 Gondola.. ...... Am. Car & Fdy. 
Benton Harbor & St. Joe. e3 Flat .... 60,000 Central Loco. bi200 Box .... 80,000 Company shops. 
Bera Chem. Co..... epee *2 Tank .... 80,000 Am. Car & Fdy. e¢250 Stock ... 60,000 Company shops. 
Berwind Lumber Co..... LR ae 0,000 Pressed Steel. bi700 Stock ... 60, 000 Company shops. 
Berwind-White Co. ..... §300 Coal ..... 100,000 Cambria Steel. +430 Way .... ...... Company shops. 
Bethlehem Steel Co. ... *i100 Coke . 100,000 Am. Car. & Fdy. *t1 Scale test. . Pressed steel. 
Bingham & Garfield..... *§200 Dump....120,000 Pressed Steel. Chicago Gt. Western... *§115 Hopper . "100, 000 Pressed steel. 
+§2 Flat 100,000 Pressed Steel. Chic. & Til. Midland... 1 Caboose. . Central Loco. 
Birmingh. So. ...... -e» *§55 Flat .....140,000 Pressed Steel. Chic. Ind ok Sd. sae<s +5 Box .... 80, 000 Company shops. 
*§25 Gondola 140,000 Pressed Steel. 
*§20 Box .....100,000 Pressed Steel. X 
Boston & Albany......0. el Plow .... 60,000 Rodger Ballast. * Indicates all-steel cars. c Indicates composite-body cars. 
Boston & Me. ...... «+s +812 Caboose . ...... Laconia Car 7 Indicates steel underframe cars. dIndicates steel frame cars. 
Boston Elev. «<2 .cocevece Th WEE: sos secnes Russell — ‘& Snow Plow a Indicates all composite cars. e Indicates all-wood cars. 
+1 Flat ..... ......Russell Car & Snow Plow b Indicates composite underframe t Indicates spring draft gear. 
t Wrecking lvTll Russell Car & Snow Plow cars. § Indicates friction draft gear. 























































































































































































































































































































DECEMBER 29, 1911. 





Purchaser. No. Kind. Capacity. Builder. 

*Chic., Indianap. & L... 14200 Flat .... 80,000 Haskell & Barker. 

74100 Auto ... 80,000 Haskeil & Barker. 
*$1,000 Coal ....100,000 Am. Car & Fdy. 
Chic., Memp. & Gulf.... ef50 Flat +» 60,000 Central Loco. * 
SO BOK os0< 60,000 Central Loco. 
et1 Caboose... ....... Central Loco. 
Chic., Mil. & P. S...... e¢§30 Package.. 80,000 Company shops. 
7470 Furn. - 80,000 Company shops. 
Chic., N. Y. & Bos. Refrig. 300 Refrig. .. ...... Whipple Car. 
Ci By ds Ee LOk seas. c+£450 Furn. ... 80,000 West. St. Car & Fdy. 
£250 Flat --100,000 West. St. Car & Fdy. 
e{25 Caboose... ...... West. St. Car & Fdy. 
7300 Ballast 100,000 Rodger Ballast. 
15 Caboose... ...... Mt. Vernon Car. 
SOO Buin 060° ssa Pullman. 
25500 BGK: cc <es 80,000 Pullman. 
200 Hart cv. -e-+- Rodger Ballast. 

Chic., St. P., M. & O... {§500 Box ..... 80,000 Am. Car & Fdy. 

$7100 Refrig. 60,000 Am. Car & Fdy. 

Chic., T. H. & S. E....b*1,000 Coal 100,000 Haskell & Barker. 
bw Ammonia Co..... *2 Tank 60,000 Am. Car & Fdy. 

Oe ot ae Box 80,000 Am. Car & Fdy. 
Columbia Chem, Co.... Dump 80,000 Am. Car & Fdy. 
Columbia & Puget S..... Dump 60,000 Kilbourne & J. 
Consumers’ Gas Co..... Tank ....100,000 Am. Car & Fdy. 
Dairy Ship. Desp. ..... Refrig. .. 60,000 Mt. Vernon Car. 
Del., Lack. & West..... Scale test. 80,000 Company shops. 

Detroit & Mack........ Refrig. .. 60,000 Rodger Ballast. 
Doles. T0665 voc 660 0:0 4048 Quarry .. 40,000 Am. Car & Fdy. 
Dom. Iron & Steel Co... SO UMAGE: wicca wsasie’s Can. Car & Fdy. 

25 Gondola eoee Can. Car & Fdy. 

GO TOR ecccet. eiseee Can. Car & Fdy. 

Dominion Bldg. Co. ... et3 Flat 60,000 Can. Car & Fdy. 
Dominion Eg. & Supl. Co. ef5 Unloaders ...... Can. Car & Fdy 

Dat. Wan. & Pac. 3.00 et350 Box . 60,000 Mt. Vernon Car. 

e150 Flat 60,000 Mt. Vernon Car. 

et20 Stock 60,000 Mt. Vernon Car. 

et10 Refrig 60,000 Mt. Vernon Car. 

Dupont Co; EB. Oi...4% +6 Box 40,000 Am. Car & Fdy. 
Durham WO, sie ccc sees £13 Flat 60, 7000 Company shops. 
Fast Er, T. R. R..& C. Co. el Coal 40,000 Company shops. 

Eastman, Gardiner & Co. *3 Flat ..... 80,000 Am. Car & Fdy. 
Edgar Lumb. 5 eee e10 Logging... 40,000 Am. Car & Fdy. 
E. Tenn. & W. etS Hopper... 60,000 Company shops. 
Bik, AMOS i0csasase e2 Box ..... 60,000 Ga. Car Co. 

e2 Flat 60,000 Ga. Car Co. 

Bike Se Tat Beatie cscs: “ e6 Box ..... 40,000 Am. Car & Fdy. 

e6 Hopper .. 40,000 Am. Car & Fdy. 

England: @ CL. Bess scs 1 Caboose... ...... Central Loco, 
ea Sera ie eat +§300 Auto .... 80,000 Am. Car & Fdy. 

+$1,000 Box ..... 80,000 Am. Car & Fdy. 
*$1,000 Hop.-gon. "100; 000 Standard Steel. 
+$1,000 Gondola..100,000 Pressed Steel. 
*$500 Flat .....100,000 Company shops. 
‘$100 Refrig.... 60,000 Pullman. 
$100 Refrig.... 60,000 West. St. Car & Fdy. 
Escanaba & L. Superior.. ef15 Flat ..... 80,000 Natl. Ry. Equip. 
Esquimalt & Nanaimo... et20 Ballast.... 80,000 Hart-Otis. 
et60 Flat ..... 80,000 Hart-Otis. 
aay Sup; Nees ces et12 Gondola.. 60,000 
. Hopkins & Co.. et4 Unloaders ...... Can. Car & Fdy. 
Ct) SM. PIOW. isa ces Can. Car & Fdy. 
Fla. East. Coast .........' 74150 Gondola.. 80,000 Pressed Steel. 

: 7i50 Flat ..... 80,000 Pressed Steel. 
Florida _& Alabama.... e10 Flat - 60,000 Central Loco, 
Fonda, Johnst. & Glovers. el Fiat’... 60,000 Am. Car & Fdy. 
Fordyce & Prins 1460006. ei2 Box ..... 40,000 

7410 Log. -. 60,000 

Fouche River Valley.. e15 Logging.. 40,000 Am. Car & Fdy. 
Frost-Johnson Lumb. Co. e48 Logging... 60, 000 Am. Car & Fdy. 
he Worth & Denver City *§100 Tank .. 10 ,000 g. American. 

. Amsindk ® Co; ..aisess e6 Box - 40,000 Am. Car & Fdy. 

Fla. & Alabama..... Ctl Cabosse.. isicss Company shops. 
cae Chem, Go..2. 0s 20 Refrig.... ...... German-Amer. 
NSOOEIN ca anos eee paws een 14250 Box ..... 60,000 Pullman. 

Gideon & No. Is......0. etl Caboose.. ...... Company shops. 
ee et20 Logging.. 60,000 Company shops. 
Goodyear Lumber Co.... e2 Skidder... ...... Am. Car & Fdy. 
Grand Rapids & Ind..... *§76 Flat .....100,000 Pressed Steel. 
Grand Trine. oscece sca L000 THAN 60's, “esead-s Can. Car. & Fdy. 

2,000 Box ... . Pressed Steel. 
1,000 Hopper... ....... Pressed Steel. 
Great Northern ......... 400 Hopper...100,000 Haskell & Barker. 
TD a orok cereerere Pressed Steel. 
1,500 Refrig. . Haskell & Barker. 
LOG TIO: 56:6 ereharscs Haskell & Barker. 
Guffy Refining Corssseee *80 Tank 80,000 Am. Car & Fdy. 
=) ald & Co. . *4 Tank 100,000 Rodger Ballast. 
“ enderson Lumber Co.. e10 Logging.. 80,000 Am. Car & Fdy. 
ill, Price & Hill....... e10 Logging.. 20,000 Am. Car & Fdy. 

i Vocking VENOY: cicsieees et10 Caboose... ...... Company shops. 
ttowe Lumber Co...... ‘. e6 Logging.. 40,000 Am. Car & Fdy. 

inois Central ........ et100 Logging.. 80,000 Company shops. 

’ +?500 Refrig. .. 60,000 Company shops. 
Intercolonial ......e0. ee "S70 BOR. cscs 0,000 Can. Car & Fdy. 
*t21 Dump ...100,000 Can. Car & Fdy. 
+20 Flat - 80,000 Can. Car & Fdy.: 
— Refrig 60,000 Can. Car & Fdy. 
£50 Flat 80,000 Nova Scotia Car. 
"$50 Flat 80,000 Nova Scotia Car. 
et2 Stock 60,000 Nova Scotia Car. 
*t230 Box 60,000 Can. Car & Fdy. 
e30 Box - 60,000 Rathbun Co. 
*t25 Dump ...100,000 Can. Car & Fdy. 

, el5 Coneaes:. . Company. shops. 

a ‘depend, ON Corcicccss 920 ‘Tank’. < 8,000 &. Warren Fdry. Co. 

rig Refining i ca, 69: Tank 36.‘ .<.... Am, Car & Fdy. 

nes Co, Lumber Co.. e3 Logging. . 40,000 Am. Car & Fdy. 

Jonesb., Lake C. & East. et25 Box ..... 60,000 Am. Car & Fdy. 

Keith City Terminal. . nal Sens «»+ 40,000 West. Wheeled Scraper. 

Keith Car Goren ces nccd 9 Tank ....100,000 Am. Car dy. 

entucky Lumber Co.. a Logging.. 30,000 Am. Car & Fdy. 

«5. E Devbetacsses. +10 Box ..... 80,000 Company shops. 
Lange § *$4,000 Box ..... 80,000 Am. Car & Fdy. 
I sae ea Co......... 14 Tank - 8,000 g Am. Car & Fdy. 

2 TORS Os. 6 cai ca Wh Sate... SO) 000 Am. Car & Fdy. 


Lavesda H. Pp, 





*F25 Flat: ss 
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Purchaser. No. Kind. Capacity. Builder. 
Laurel R. Lumber Co.... e12 Logging... 80,000 Am. Car & Fdy. 
Lehigh & New England.. »*4500 Hopper...100,000 Cambria. 
4300 Box 0,000 Am. Car & Fdy. 
Lehigh & adem. eee “ 496 Fiat ..... 80,000 Standard Steel. 
Lehigh Coal & N. Co.... 25 Mine 100,000 Rodger Ballast. 
Lehigh Valley R. aes: ae Se GP Pet 100,000 Rodger Ballast. 
Lehigh Valley ...... ead SAIe avenssets 60,000 Am. Car & Fdy. 
Live Oak: P. & G....0 - “£25 Logging.. 60,000 Am. Car & Fdy. 
Live: Poultry Ti. ...0<< e» $318 Poultry 40,000 Am. Car & Fdy. 
La. KR Atkheccccsccess ae 54 Bist. ccass 80,000 Am. Car & Fdy. 
bs oe | ee 80,000 Mt. Vernon Car. 
La. © Pine: Bis céccc cs 40 Logging... ...... Am. Car & Fdy. 
Louisville, Hend. & St. i ey Gondola.. 80,000 Rodger Ballast. 
15 Flat 80,000 Mt. Vernon Car. 
Louisville & Nashville.. 71, 000 eiaiceaa aie as 100,000 Mt. Vernon Car. 
Louisville & Nashville... +§500 Hopper...100,000 Company shops. 
+#900 Box ..... 80,000 Company shops. 
ei20 Caboose... ...... Company shops. 
74500 Gondola..100,000 Company shops. 
+4500 Hopper...100,000 Company shops. 
7£100 Beer .... 80,000 Company shops. 
Magnolia Petroleum Co... *50 Tank .... 80,000 Am. Car & Pay. 
*25 Tank ....100,000 Am. Car & Fdy. 
McAlpine Mining Co.... i ere Pressed Steel. 
McCloud River ..... aco €F40 Fiat .. 60,000 Company shops. 
bi3 Water ...100,000 Company shops. 
Merchants Des. Tr. Co..7§1,000 Refrig. .. 80,000 Company shops. 
Mexico Ne Wee. csecccce 7500 Logging.. 80,000 Bettendorf. 
ji ae 2 ee 741,500 Box . 80,000 Pullman. 
+§1,000 Box .... 80,000 Am. Car & Fdy. 
Mich. pate _* re *2 Tank ....100,000 Am. Car & Fdy. 
Midi. Pe. Baitvcciccvcycc *3 Box . 60,000 Am. Car & Fdy. 
McCann oo Ref. “e. *4 Tank 80,000 Am. Car & Fdy. 
Missouri Pacific .. *T500 Fiat <:.<0: 80,000 Am. Car & Fdy. 
et400 Stock 80,000 Am. Car & Fdy. 
Missouri, Okla. & Gulf.. *1 Tank 80,000 Am. Car & Fdy. 
M., St. P&S. S: M... ef35 Cabodse..  .sicec Am. Car & Fdy. 
CEASO OM ics cw cane Am. Car & Fdy. 
Minn:, Dako & We... et100 Flat 80,000 Haskell & Barker. 
Mo., Kan, & Tex...<.< c£249 Box 60,000 Company shops. 
et17 Refrig 60,000 Am. Car & Fdy. 
739 Gondola..100,000 Am. Car & Fdy. 
7234 Flat -100,000 Am. Car & Fdy. 
ei18 Caboose.. ...... Mt. Vernon Car. 
Mo. Okla. & Gulf ..... e500 Gondola.. 80,000 Am. Car & Fdy. 
e12 Caboose.. Sheffield Car & Fdy. 
Gi HERG rae. aiein ean areiors c7i2,000 Gondola. .100,000 Am. Car & Fdy. 
74500 Flat . 80,000 Am. Car & Fdy. 
c7+z400 Stock . 80,000 Am. Car & Fdy. 
c7t500 Stock ... 80,000 Mt. Vernon Car. 
500 Box ie secees Standard Steel. 
+2500 Box ..... 80,000 Am. Car & Fdy. 
74500 Furn - 80,000 Am. Car & Fdy. 
72500 Auto 80,000 Am. Car & Fdy. 
Muskogee Lumber Co. .. *8 Tank 60,000 Mann-McCann Co. 
e2 Spreader, 60,000 Am. Car & Fdy. 
National Ammonia Co.... 5) eves Am: Car & Fdy. 
National Lime Store Co.. 730 Skip 70,000 Am. Car & Fdy. 
North & South Car...... 2 Caboose ..ee+ Pressed Steel. 
BERT OR 8) Pe eee +3200 Box «2.4. 80,000 Am. Car & Fdy. 
National Rys. of Mex... *§200 Tank 100,000 Am. Car & Fdy. 
FE200) Plat: o<:<:0:« 80,000 Am. Car & Fdy. 
Nev. Copper Belt....... "P45, OFes ce «00 100,000 Pressed Steel. 
New Orl., Mgtte & Chie. ei6 Caboose Ga. Car & Loco, 
Ni Xs & 12 A. oer ih 2 ee 120, 000 Standard Steel. 
7§500 Box ny 80,000 Am. Car & Fdy. 
§71,500 Box -. 80,000 Pullman. 
*2,500 Hopper. .-100,000 Am. Car & Fdy. 
§*500 Flat .....100,000 Pullman. 
§*350 Gondola..100,000 Standard Steel. 
§ct150 Ballast....100,000 Rodger Ballast. 
PU oe ae 
71,000 Box 80,000 Haskell & Barker. 
) ae ee: ae 2: ee $71,200 Box ..... 60,000 Keith Car & M. 
§*300 Hopper...100,000 Keith Car & M. 
N. Y. O. & Western.... §415 Flat 80,000 Am. Car & Fdy. 
§7450 Gondola 80,000 Am. Car & Fdy. 
N. Y. Susq. & Western. §*1,000 Hopper...100,000 Standard Steel. 
OEE. OG) 6c s tac wciewaus +$500 oS 60,000 Am. Car & Fdy. 
Norfolk & Western....*$1,000 Hopper...115,000 Company shops. 
*500 Gondola..115,000 Am. Car Fdy. 
Ol SORGS Ce icicacsawe "2 ‘Tank . 60,000 Company shops. 
Opel. Gulf & N. E...... CE2 HOS cccie 80,000 Am. Car & Fdy. 
Ouachita & N. W....... et20 Logging... 50,000 Am. Car & Fdy. 
FCG COGSE: 6.0550.0ce<:07 CL20 PISE ec sins 40,000 Company shops. 
€f10 Box..<..0c 40,000 Company shops. 
Pac: & Id, NOie. dsecscs e3 Ballast 80,000 Rodger Ballast. 
Peerless Port. Cement Co. e4 Hopper 80,000 Am. Car & Fdy. 
Penna, Lines West.... 1 LL Oo ee ee Pressed Steel. 
TOO ISG siete eh eae Pressed Steel. 
*500 Gondola..100,000 Am. Car & Fdy. 
Pennsylvania Railroad.. 4. 150 Hopper ..100,000 Am. Car & Fdy. 
$900 Hopper ..100,000 Cambria. 
*250 Hopper .. ...... Pressed Steel. 
1.000 Hopper .. ...... Company shops, 
7 . *850 Gondola.. 100,000 Cambria Steel. 
Philadelphia & Reading.. 71 Poling.... ...... Company shops, 
Philadelphia Quartz Co... *7 Tank :.100,000 Am. Car & Fdy. 
Pittsburgh & L. Erie.. - "$1,000 Gondola. .100,000 Pressed Steel. 
*£1,000 Coke 80,000 Am. Car & Fdy. 
"33,000: Tet ace 80,000 Pressed Steel. 
Pittsburgh & Shawmut...*§1,500 Hopper...100,000 Am. Car & Fdy. 
E "500 Gondola..100,000 Pressed Steel. 
§*50 Flat ..... 80,000 Pressed Steel. 
$150 Box .. <3 cies ed Am. Car & Fdy. 
bt15 Caboose.. . Am, Car & Fdy. 
Polar Wave Ice & Fuel 
REO ene emi nees ewer oe et6 Ice ...... 80,000 Am. Car & Fdy. 
Pittsb, Al. & McK. R.. $*t Gondola. .100, 000 Pressed Steel. 
Portl. Grey & Li ...ce0s CS Fist cosas 40,000 Wason Mfg. Co 





* Indicates all-steel cars. 

+ Indicates steel underframe cars. 

a Indicates all composite cars. 

b Indicates composite underframe 
cars, 


c Indicates composite-body cars. 
d Indicates oe frame cars, 

e Indicates all-wood cars. 

t Indicates spring draft gear. 
§ Indicates friction draft gear. 
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Purchaser. No. Kind. Copeety. Builder Purchaser. No. Kind. Capacity. Builder. 
Portland Ry. L. & P. Co. e10 Ballast ... 80,000 Rodger Ballast. Switt Bet. Ori (oi<.ss. +§200 Refrig. .. 60,000 Company shops. 
Prescott & No. West,.. e20 Flat .... 60,000 : *§50 Tank .... 80,000 Pressed Steel. 
Prince Edw. Island..... et15 Hart conv. 60,000 Company shops. Demon Tet: (60. <.o<00% e2 Flat ..... 40,000 Am. Car & Fdy. 

t1 Tank ....3,134 g. Company shops. TOMO A cksxdcenees ei6 Box ..... 60,000 Company shops. 
Que. Ry. Light & Power, e%48 Gondola.. 60,000 Hunt. & B. Top Mt.R.R. et) Pint ..0<s 60,000 Company shops. 
eit10 Box .... 60,000 Central Loco, Tex. & Pac. Coal Co.... *100 Gondola..100,000 Pressed Steel. 
et5 Box ..... 60,000 Atlantic Equip. Co. Texas City Trans....... ei10 Flat ...... 80,000 Haskell & Barker. 
Quebec Central ........ ei50 Rack .... 60,000 Company shops. Texas Co. ..secccceeeee *$140 Tank .... 80,000 Am. Car & Fdy. 
een & Crescent...... “$100 Hopper...100,000 Standard Steel. : *§70 Tank .... 60,000 Am. Car & Fdy. 
Richmond, Fred. & Pot.. DSK sees 80,000 Standard Steel. Tetas MEGA. 6sssecss: THEO osx2%058 . 80,000 Am. Car & Fdy 


Gondola. .100,000 Standard Steel. GR: cbauwtas'als 60,000 Am. Car & Fdy. 





Ried-Newfoundland ae Re ee Company shops. Teomas Iron (Co....... *t10 Hopper...100,000 Cambria Steel. 
mens Perk ..scesces " Box ..... 60,000 Natl. Ry. Equip. Thompson Bros. Lum. Co. el5 Logging.. 50,000 Am. Car & Fdy. 
Robinson Co., Wm. A... Tank .... 60,000 Am. Car & Fdy. Terrell Cotton Oil Co.... *5 Tank .... 80,000 Am. Car & Fdy. 
in ccncccckcmas | NEG wae embeee es ieetene Am. Car & Fdy. Tidewater & West...... OS5 DOK wo 00% 30,000 Company shops. 
St. Louis Refrig. Car Co. "336 cece senate 30,000 Am. Car & Fdy. et5 Flat ..... 40,000 Company shops. 
Southwestern Ref. Co. .. *1 Tank .... 60,000 Am. Car & Fdy. Toledo & Ohio Cen..... +100 Ballast . -100,000° Rodger Ballast. 
*4 Tank .... 80,000 Am. Car & Fdy. Toledo & Ohio Central.. e100 Ballast ...100, 7000 Rodger Ballast. 

*1 Tank ....100,000 Am. Car & Fdy. Trinidad & Br. Valley.. ef4. Box ..... 60,000 Pullman. 

el Fiat ..... 60,000 Natl. Ry. Equip. Twin. Met. & Pot....... 71 Flat ..... 50,000 Am. Car & Fdy. 
e4 Gondola.. 65,000 Buffalo Car Co. Ge ROOK: oie 50,000 Am. Car & Fdy. 
St. Louis & Han........ SI2D a casancee 60,000 Mather Live Stock Tr. 710 Gondola.. 50,000 Am. Car & Fdy. 
i A 5 Twin Mt. & Pot... e2 Ballast ... 40,000 Rodger Ballast. 

Sate RY. 2 w0s0s< sins ei9 Box ..... 40,000 Company shops. 


ei8 Flat ..... 40,000 Company shops. 
ei5 Stock ... 40,000 Company shops. 
1 


































ei1 Caboose.. Company shops. 
Unadilla Valley........ ae | 60,000 Central Loco. 
Salem, F. C. & W..... - ASUS REET. EW so dns ein o's 7150 Refrig. .. 60,000 Am. Car & Fdy. 
San Ant. & Ar. Pass.... Mt. Vernon. Union Tank Line....... 300 Tank .... ...... Company shops. 
Mt. Vernon. *S00 Tank .... ...... Pressed Steel. 
American. United Fruit Co........ 4225 Flat ..... 20,000 Magor Car Co. 
American. 4425 Flat ..... 50,000 Youngstown Car. 
Am. Car & Fdy. 7250 Fruit . 40, "000 Magor Car Co. 
Am. Car & Fdy. Universal Supply Co. ... 2h eo “'100, 000 Am. Car & Fdy. 
San Antonio & Aran. P. Mt. Vernon Car. Urania Lumber Co...... e5 Logging. . 60, 000 Am. Car & Fdy. 
Mt. Vernon Car. Union Petroleum Co.... Ol ai ciiebaacaseees Am. Car & Fdy. 
San 9 ye & Aran. P.. Rodger Ballast. Van Sant Lumber Co.... e3 Logging.. 20,000 Am. Car & Fdy. 
en BA We PSE, osseccese . Pressed Steel. WRN SC ocraskoswskes +§147 Box ..... 100,000 Pressed Steel. 
San D., El P= Bt eecs ic: cone Cent. Loco. & Car. et5 Pakeons. Company shops. 
e10 Gondola.. 60,000 Cent. Loco. & Car. Virginia & S. W........ *t600 Gondola. 100,000 Pressed Steel. 
e10 Stock ... 60,000 Cent. Loco. & Car. 7265 Box ..... 60,000 Lenoir Car. 
el Caboose.. ...... Cent. Loco. & Car. WIKRE oo. sssaene ees -*$1,000 Hopper ..100,000 Pressed Steel. 
San Diego Southern. £12 Flat ..... 50,000 Company shops. W. D. Gardner Co...... *5 Tank .... 60,000 Am.- Car & Fdy. 
Seaboard Air Line...... +*§1,000 Box ..... 60,000 Pressed Steel. Wabash-Pittsburgh T.... *£500 Hopper ..100,000 Pressed Steel. 
i Phosp. ..100,000 Pressed Steel. *¥500 Hopper ..100,000 Standard Steel. 
Caboose. . Pressed Steel. West. Maryland ....... - *£500 Hopper . ai 000 Standard Steel. 
Seaboard Ref. Co. ...... | 80,000 Am. Car & Fdy. et35 Cabin .. Company shops. 
Southwest. Mechan. Co.. 710 .......... 60,000 Am. Car & Fdy. W. P. McNeil & Co.... etl Flat .... : 60, ‘000 Can. Car & Fdy. 
og & a. Gkces  seneis peas tnees brs sevaed a Car = Fdy. Woodward Iron ........ 100 Freight .. Pressed Steel. 
olvay Process Co...... 5 CORK x00% r erman-Amer. - a , 
ENTS eee rs Gondola..100,000 Pressed Steel. oe Xe Si fees = oo Mga 69 000 pe4 — & ra: 
aoe woe por gc Car. W. Va. Pulp & Paper Co. = *10 Tank .. ..100,000 Am. Car & Fdy. 
2 Flat .....100,000 Standard Steel. Wasau So. Lumber Co.. e45 Logging.. 60,000 Am. Car & Fdy. 
oN ae 2 Seer 5 Flat ..... 60,000 Fitz-hugh-Luther. 
Stone & Webster....... Ballast ... 80,000 Rodger Ballast. * Indicates all-steel cars. c Indicates composite-body cars. 
Sydney & Louisb....... 5 Flat ..... 80,000 Can. Car & Fdy. + Indicates steel underframe cars. d Indicates steel frame cars. 
5 Gondola.. 20,000 Can. Car & Fdy. a Indicates all composite cars. e Indicates all-wood cars, 
SNe: os se 100,000 Can, Car & Fdy. b Indicates composite underframe £ Indicates spring draft gear. 
Coal ....100,000 Can. Car & Fdy. cars. § Indicates friction draft gear. 
PASSENGER CARS ORDERED IN 1911. 
Purchaser. No. Kind. Builder. Purchaser. No. Kind. Builder. 
Algoma C. & H. Bay.... +6 First class....... Canadian Car & Fdy. Cambria & Ind. ..<<..=.»- 1 Pass. & bagg...... Am. Car & Fdy. 
#2 2 Bagg. & exp....... Canadian Car & Fdy. Camacho, Rold. & Van S. Bb SR 0ROMOS 6s 05 055500 Am. Car & Fdy. 
+4 Second class...... Preston Car & Co. (CeMRCINRO INO: cas00500 ip Poe. Sere Canadian Car & Fdy. 
Avin VASbOR. Sse ci sds es OG Miter gacassesdee McKeen Motor Car Co. #4 Dining .......... Canadian Car & Fdy. 
§1 Observation ..... Pullman. et Gas eee Canadian Car & Fdy. 
52 CORNED Sk ocss cso Pullman. te ae eer Canadian Car & Fdy. 
APRS: Disssvtexre 1210 Babe: ose wseeee Pullman. t4 Sleeping ......... Canadian Car & Fdy. 
1315 Baggage. ......... Am, Car & Fdy. §6 Sleeping ....... .. Canadian Car & Fdy. 
788 Dining .......... Pullman. S10 2d GUROB 6 6s i000 Crossen Car. 
+§3 Buffet chair....... Pullman. t6 2d class & bagg... Preston Car & Coach, 
+84 Buffet baggage... Pullman. b2 Baggage & mail... Preston Car & Coach, 
+83 Baggage & smkg.. Pullman. 72 Cateoarior ..<.+: Canadian Car & Fdy. 
Fae PO Sci oese asses Pullman. Canadian Pacific ....... §6 Comp. sleeping.... Company shops. 
Arkansas Central ....... ek ieee Central Loco. & Car. §16 Sleeping ......... Company shops. 
1 Mail & bagg. ..... Central Loco. & Car. §10 Sleeping ......... Barney & Smith. 
PEMA Ws Ese sccnnse Pe ee sesso enbes - American. §6 Observation ...... Company shops. 
pe oo. ee American. §3 Cafe-parlor ...... Company shops. 
Deeetie te Ti sic aces $525 Rk waka ccacs Pullman. $10: Dining ........ - Company shops. 
Ti4 Pass. & bag...... Pullman. of ee eerie Company shops. 
oP BPO 5. cc ackcs Barney & Smith. Oe ae eee Company -shops. 
+13 Combination ..... Barney & Smith. $15 1st class & smkg.. Company shops. 
*§3 Postal Pressed Steel Car. $25 Suburban ..... .-. Company shops. 
ee Pe SO sc khboekscou *$10 Postal Pullman. 46 2d class.......... Company shops. 
784 Dining Pullman. ie ee Company shops. 
*3§10 Baggage Barney & Smith. £31 Colonist ......... Company shops. 
Bangor Ry. & Electric... §1 Electric . Briil, $32 Baggage & exp... Company shops. 
Bingham & Garf. ....... ee Central Loco. & Car. $2 Baggage -& smkg. Company shops. 
Boston & Maine........ lp OS ear Bradley Car. 42 Mail & express.. Company shops. 
Se OROOE oo cs ken Bradley Car. 3 Business ........ Company shops. 
ee. Seas Laconia Car. Cath. Church Exten. Soc. 1a¢1 Chapel car ....... Barney & Smith. 
oe ee Laconia Car. Centon! OF Gai. cciceecs PEO RSE woes ccs .-» Pullman. 
PE) RON cc bonne .+ Laconia Car. *t4 Parlor .......... - Pullman. 





*t5 Baggage and mail. Pullman. 





55 SOOMING .. 200000 - Laconia Car. 

























t46 Baggage ......... Laconia Car. Central of N. J......... *£10 Coach ........+0 Harlan & Holl. 
eile Laconia Car. *t6 Combination ..... Harlan & Holl. 
t31 Smoking & bag.... Wason. +3 Obser. parlor ..... Company shops. 
+10 Bagg. & mail..... Wason. 73 Baggage ..... ....- Company shops. ; 
REM Sicepsubes'ee Laconia Car. Chesapeake & Ohio ..... 7$15 Coach ........+- . Pullman. 
Boston Elevated........ ee Standard Steel. *§1 Dining ........... Pullman. 
oe Neer Pressed Steel. De ree Standard Steel. 
§25 Semi-convertible . St. Louis Car. *§4 Pass. & bagg. .... Standard Steel. 
~§25 Semi-convertible . Osgood-Bradley. *§4 Pass. & bagg. .... Standard Steel. Fe 
Boston, Rev. Beach & L. 2 Combination ..... Laconia Car. *§5 Postal .....ee0e0- Pressed Steel. & 
6 Passenger ........ Laconia Car. , ; 
es 2 det class... ..s0000 Am. Car & Fdy. * Indicates all-steel cars. t Indicates gas lighting. 
t2 Bagg., mail & Exp. Am. Car & Fdy. + Indicates steel underframe cars. § Indicates electric lighting. : 
Buff., Roch. & P........ Se ee Pallman. 1 Indicates composite body cars. a Indicates acetylene lighting. 
Calgary Mun. ......... 912 1st class -- Preston Car. 2 Indicates composite underframe b Indicates oil lighting. 
SE AcShaneeees eee ° *1 Sprinkler - Preston Car. cars. 4 Indicates wood and steel under- 
41 Scenic .........- Preston Car. frame cars. 














DeEcEMBER 29, 1911. 


Purchaser. 7 No. Kind Builder. 

FEIG Ecorse «6 osckcnss Company shops. 
Chesapeake West. ...... 1 Coach ......506 .- Central Loco. & Car. 
Chicago & East. Ill...... a Se ee Am. Car & Fdy. 

A CGGGR cece - Am. Car & Fdy. 
iis, eee ere - Am. Car & Fdy. 
bh ee ee - Am. Car & Fdy. 

*§2 LOUNGING .. 2... Pullman. 

Chicago, Bur. & Quincy. *§5 Postal .......... - Standard Steel. 

Chi., Indianapolis & L... bY Combination ..... Barney & Smith. 
VES. CORON: seis cctrcceve Barney & Smith. 
1$2 Parlor ......'...46 Barney & Smith. 
ce Set ee Barney & Smith. 

gy Memphis & Ga.. bl Coach .........+4. Central Loco. & Car. 

Chi., Mil., & St. Paul. WR, RAL. vie Sis Sw haloes - Am. Car & Fdy. 

Chicago, Mil. & P. “$4 Baggage ........ - Am. Car & Fdy. 

20 Exp. reftig: « ..<. . Company shops. 

Chi. & North Western... *$15 Postal ........... Pullman. 

Chi., Rock Island & Pac.. *§$11 Bagg. & mail..... - Pullman. 

WESOCPORBE 26 0ew eee . Pullman. 

Chi., St. P., Minn. & G.. 734 Baggage .....'. -. Pullman. 

TG FORA iccccces sos Pulman. 

Cleve., Cin., Chi. & St. L. *$10 Postal .......... - Pressed Steel. 

Copoe’, Herbert ....... PEL PTIORG! 6 ii0 cases Pullman. 

GS | Sere cae “ROMEORORe Sinwdacsies Am. Car & Fdy. 

@ SCCRINE: oc sisacess Am. Car & Fdy. 
3 Bagg. & mail...... Am. Car & Fdy. 

Delaware & Hudson..... *§$1 Gas-elect. motor... General Electric. 

Del. Lack. & Western.... *$3 Coach & smkg..... Barney & Smith. 
792 DUURE ..6cieee .«. Barney & Smith. 
LR ee ee Company shops. 

Dom. Atlantic ...... a ee CE ico c-3siese Can. Pac. Ry. 

Duluth, Missabe & N.. ee Am. Car & Fdy. 

*§$2 Bagg. & mail Am. Car & Fdy. 

Dul. So. Sh. & At...... *§$1 Baggage ......... Am. Car & Fdy. 

| ee ae o. TOL BagROGe 6c cccwes - Am. Car & Fdy. 

FEIN acd e ciacececasuere - Am. Car & Fdy. 

Edmonton Radial ...... EO . Preston Car. 

Bi Paso & S$. Ws... <<< ts ON er Pullman. 

TE DOMNREE 656i 000 Pullman. 
a oo ea . Pullman. 
MR MEE tcslaslaca wines Pullman. 

PON Cie ons Fate «ROO ORO 655.5 cc cssad ee Barney & Smith. 
+$5 Combination ..... ullman. 

Teed SUbUTHAN «0.0206. Pullman. 

TEGO WOR DUOSS: 66 i6606a5 Barney & Smith. 
eo ae a, (a. eS err Central Loco. & Car. 
Plorida Central . occas 1 Combination ..... Central Loco. & Car 
Florida East Coast ..... PAT COMO Sei </5 noi snie Pullman. 

*E4 EXpress: css cscs Pullman. 

i ee ct re . Pullman. 

Ft. Dodge Des M: & Seis 11 Goach. ......6000 0. Company shops. 

he hs ae .  §2 Combination ..... J. G. Brill. 

MGODCINO® ose io ccisie se sane « “Re Raesewger .<<.4:< .. Company shops. 

Georgia & Florida..... aie CORO cisssaeie cre .«« Central Loco. at. 

1 Mail & exp....... Central Loco. & Car. 

2 Sleeping ....... .. Central Loco. & Car. 
Georgia Northern ..... ; BORON eae o:5'):0-016 ..» Central Loco. & Car. 

1 Combination ..... . Central Loco. & Car. 
Grand: Trunk 6.66046 wa WRCOP GAG. sec 5-4e'she-0 «» Pullman, 

25 Coat accesses -es Am. Car & Fdy. 

25 Bagg. & exp...... Am. Car & Fdy. 

Great Northern ......+. §15 Baggage ...... .e. Barney & Smith. 
$10 Mail, bagg. & exp. Barney & Smith. 
§10 Postal ......... .- Barney & Smith. 

Guelph Radial ...... oie): ~ BS UBS CIBBR™ wiceceee .. Preston Car. 

BUMADONS Gis iea sien eres oO) ets OLGER. «<i015 0:6 oe Lreston Car. 

Harriman Lines ..... ee eo Lee ee. Pullman. 

2 PRE Scenes «e- Pullman. 

£§53 Bagg. & mail..... Pullman. 

**§$6 Coach & postal... Pullman. 

Hawley, Edwin Hi..<s0. “91 Private: .. 2.006. .» Pullman. 

Hocking Valley ...cceee Te10 Coach ....scees «. Pullman. 

50, POOGRED: biaicccss .« Company shops. 

Illinois Central ovecese “810 Bago. & exp «» Pullman. 

TE) OMUAL, aceiseasresso »» Pullman. 
i ee ee . Pullman. 

"O15: COACh) aseeccets «+ Pullman. 

*$3 Observ.-club . . Pullman. 
he .« Pullman. 

Intercolonial ..... Pe ee a ee .» Canadian Car & Fdy. 

52 POGUE oss cuss es Nova Scotia Car. 

+3: 18t ‘CHD 6c. «. Preston Car & Coach. 

Te TSONCIRAS) <a <i <<: .. Canadian Car & Fdy. 

$3 Colonist ....... -» Canadian Car & Fdy. 

3 ee | eee -» Company shops. 
Kanawha & Michigan.... +3 Coach ......... ee Pullman. 

t1 Bagg., mail & exp. Pullman. 

t1 Baggage ......... Pullman. 

Kon, ©. Be Scott &@ Me... °F Tae eccscccaisss -. Am. Car & Fdy 

Kansas: City S0.6<6sceee THRO CURIE awsciiewies .. Am. Car & Fdy 
TESS Bagg. & exp...... Am. Car & Fdy 
TE§3 Mail, bagg. & exp. Am. Car & Fdy 

PAL OS a - Am. Car & Fdy, 
F 5 Bagg. & exp..... - Am. Car & Fdy. 
Kentwood & East.....e. bl Passenger ...... «. Central Loco. & Car. 
DY BARISOR 0c sc6c' . Central Loco. & Car. 

Lake Shore & Mich. So. *§5 Coach ......... .e Pressed Steel. 

a - Am. Car & Fdy. 

Wes SCORCH) ees 6 sieaies « Am. Car & Fdy. 
’ “$3 Dining: « ...<0 .e. Barney & Smith. 

Lehigh Valley .....ececee 715 Milk Weeeees .. Standard Steel. 

*83 Postal ...+.+<0<00 Standard Steel. 

*§25 Baggage .ee.e Standard Steel. 

*§10 Pass. & baggage. . Pullman. 

*§15 Baggage & mail... Standard Steel. 

"$30 CoBch: .c<cecseces Puliman. 

*§20 Smoking ......... Pullman. 

i ge ee es Pullman. 

Long Island ........ee0 *§20 Motor coach ..... yong Car & Fdy 
B15 COORG occecae cs Am, Car & Fdy 

iss *5 Pass. & baggage... Am. Car & Fdy 

Louisiana & Arkansas... zi Mail & baggage... Am. Car & Fdy. 

ers  TOGRON casoate.<cu-e ee Barney & Smith. 

Louisville & Nashville... +86 Postal & baggage. Company shops. 
tb2 Baggage ......... Company shops. 
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Purchaser. No. Kind. Builder. 
194 Coach ...cccceses Company shops. 
POLS COGOR 6 66s sccnese Company shops. 
Louisiana & No. W..... bl Mail & baggage... Am. Car & Fdy. 
Louisv., Hend. & St. L.. +$2 Mail, bagg. & exp. Company shops. 
Louisiana Ry. & Nav.... 2 Chair wemlewacewed Second-hand. 
Maine Central 2.4.00’ Ce rere Laconia Car. 
ag ere Laconia Car. 
73 Mail & baggage... Laem Car. 
Maryland & Penna...... 1 COSGN a. ec decawes Am. Car & Fdy. 
Michigan Central ...... GIG POSS ecg.ck esos Pressed Steel. 
Midland Valley ........ Db? ‘COGGU. casn:c chase Am. Car & Fdy. 
b2 Baggage .......-.- Am. Car & Fdy. 
S) Usiness << ces nceise Company shops. 
bl Baggage ......ece Company _ shops. 
Minn., St. P. & S. S. M. 1b§$3 Parlor .......e0. Barney & Smith. 
_ 4 Ib$2 Cafe-observ. ..... Barney & Smith. 
‘ 4 PEED COSEW ec ccccciceds Barney & Smith. 
pp  BGSOR iia naieqiesies Am. Car & Fdy. 
*4 Baggage & mail... Am. Car & Fdy. 
TES) DMS occ si- cs . Barney & Smith. 
5 BIBS SleeBINe shiva .. Barney & Smith. 
Missouri, Kan. & Texas. TF, SGN occha ard a niwten aia Am. Car & Fdy. 
Missouri Pacific ....... . +815 Baggage - Am. Car & Fdy. 
bet. | are «es Am. Car & Fdy. 
Tell Chait S<cc ‘ eee Pullman. 
3h 20 eee - Pullman. 
+§2 Combination ..... Pullman. 
Mobile & Ohio ........ - +22 Mail & baggage.. —_ Car & Fdy. 
$35. Exprese ss ..cae Am. Car & Fdy. 
Monmouth Macomb & So. *1 Pas., sm. & bag. mo, McKeen Motor Car. 
Nash. Chat. & St. L. 791 Dinme .... Am. Car & Fdy. 
Nevada Copper Belt.... 7§1 Pas. & bag. motor. . Hall-Scott Mot Car Co. 
New Orl. Mob. & Chic... b3 Buffet-parlor ..... Ga, Car. 
N.Y, Cent: G8. Re«s EOP TUNERS da cserereiaiw's: steve Company shops. 
"EES OMS acccmncces Am. Car & Fdy. 
TES BIE 6 66 hcw nce Barney & Smith. 
N. Y., N. H. & Hartford. §14 Sleeping ......... Barney & Smith. 
Norfolk & Western..... 6 Baggage & mail... Cent. Loco. & Car. 
Ore COGS «acc c0's00 00: S REGION Ss anavces - McKeen Motor Car. 
Northern Pacific........ 4 Baggage & mail... Am. Car & Fdy. 
S MAGGAGE: « occce ce Am. Car & Fdy, 
Northwestern Pacific.... %3 Baggage ......... Am. Car & Fdy, 
<2 Pass. & baggage.. Am. Car & Fdy, 
Oregon Electric......... F910) Coal. ..050s sa cces Am. Car Co. 
FEO DEOLOE iene Seccce Am. Car Co. 
Oregon Short Line..... *4 Pas., bag. & motor. McKeen Motor Car. 
Ore.-Wash. Ry. & Nav. *2 Pas.,sm.& bag.mot. McKeen Motor Car. 
Pennsylvania Railroad. "2G CORED | cia. na ce gaies Am. Car & Fdy. 
*26 BAGGGGO wc 0% sie Am. Car & Fdy. 
WE CORON ieee ecsemade Pressed Steel Car. 
*65 Combination ...... Pressed Steel Car. 
50 Suburban ........ Company shops. 
cre Company shops. 
2 AN wseaaies eaees Company shops. 
Be | eee Pullman. 
People’s Electric Ry.... *2 Pas., sm. & bag. mo. McKeen Motor Car. 
Lor a cre rr S12 Caachi oo ccccsiess Pullman. 
§2 Combination - Pullman. 
Philadelphia & Reading. *§2 Dining .......... Harlan & Hollingsworth. 
W793 Hagsage. «xcccces Harlan & Hollingsworth. 
*:1 Baggage & mail.. Harlan & Hollingsworth. 
71 Baggage ....cees. Company shops. 
Pineville, Warm Springs 
& Portland City...... tok Bl! eee McKeen Motor Car. 
Pt. Arthur & Ft. Wm.. G4 Vet Clase fcc ccs -» Preston Car. 
Portland & So. ee 1 Combination ..... Central Loco. & Car. 
Pearson & Son, S...... bl Passenger & bagg.. Barney & Smith. 
Queen & Crescent ...... 14815 Coaches ......+. Harlan & Holl. 
1906 Matl 22460 se eeee Am. Car & Fdy. 
1481 Bagg. & mail..... Am. Car & Fdy. 
1485 Combination ..... St. Louis Car. 
Regina ..c..cccsoeee ese +1 Snow sweep. - Preston Car. 
Regina Municipal ..... ° 16 1st class ....... - Preston Car. 
Richmond, Fredericks- 
burgh & Potomac...... FE4 CoaCH cc.c see cece Am. Car & Fdy. 
Ried-Newfoundland SG COGGD ico tie 3 snse's - Company shops. 
3 Sleeping ........ «+ Company shops. 
} Dining 2620. cccce Company shops. 
Rutland . scvecteonss S¥2) Rage & Gat. .<5 Pullman. 
. TEE POE cc cene ne es Laconia Car. 
St. Louis & San Fran... *12 Mail .........se0. Am. Car & Fdy. 
82 AGGRO 6:6 occas: Am. Car & Fdy. 
*3 Mail & bagg...... Am. Car & Fdy 
WES (CORON asec sie ceeas Am. Car & Fdy. 
"OCA c0 4 sc cccness Am. Car & Fdy. 
5 DANG ie ccece ces Am. Car & Fdy 
*3 Cafe-club ........ Am. Car & Fdy 
*{ Cafe-coach .....«- m. Car & Fdy 
*4 Buffet-club ....... Pullman. 
11 Gasoline motor .. General Electric. 
St. Louis, Ken., & S. E.. CONES jccae waiceds Central Loco. & Car. 
San Ant. & Ar. Pass.... tt2 Pass. & mail ...... Am. Car & Fdy. 
+42 Pass. & mail ...... Central Loco. & Car. 
San Diego, El P. & St. L. Paar SESS Oe Central Loco. & Car. 
1 Combination ...... Central Loco. & Car. 
San Fr., Oakl. & San vo 25 Motor coach . St. Louis Car. 
Sand Springs Int. ..... *2 Pas. smkg. & bag. 
pe rere McKeen Motor Car. 
Seaboard Air Line «....00*f§10 Coach «22.000 Pullman. 
1+§$3 Pass. & bagg..... Pullman. 
AP OG POSUEE oa s:656.0'40. 0.00 Se eng 
bl BO ee ere Pullm 
See) Re ee sede tT COMED 5 dias ors. O%-0 Hates. "& Holl. 
14§10 Pass. & bagg 2 re Louis Car 
420 DOMED cacccsiewss Am. Car & Fdy. 
Do Barney & Smith. 
Southern Georgia ..... PIO CEM s cwesrescws: ie Central Loco. & Car. 
Spokane, Portl. & Seattle. $84 Bagg. & mail...... Am. Car & Fdy. 


* Indicates all-steel cars. 

+ Indicates steel underframe cars. 
1 Indicates composite body cars. 
2Indicates composite underframe 


cars. 


§3 Dynamo baggage... Am. Car & Fdy. 

t Indicates gas lighting. 

§ Indicates electric lighting. 

a Indicates acetylene lighting. 

b. Indicates oil lighting 

€ Indicates wood and steel under- 
frame cars. 
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Kind. 
1 ist class 
1 Coach Am. Car & Fdy. 
2 Trailer Am. Car & Fdy. 
Tol. Peoria & W b4 Mail & bagg. ..... Pullman. 
Toronto & York Rad... © §2 Express Preston Car. 
§6 1st class Preston Car. 
Tremont & Gulf 2 Coach ‘Central Loco. -& Car. 
United Fruit Co. 71 Observation Mfg. 
71 1st class 
71 2nd class 
73 Pass. & bagg. .... 
71 Baggage 
“ *§3 Parlor 
#415 Coach 


Builder. 
Pullman. 


Purchaser. No. 
Sydney & Louisb 
Texas So. East 
Texas Traction 


Kind. 
Combination 


Purchaser. Builder. 
Barney & Smith. 
Barney & Smith. 
Barney & Smith. 
Barney & Smith. 

Preston Car. 
Ist class 


Preston Car. 
Pass. smkg. & ba 
. McKeen Motor Car. 


ic Nae Ay NS a RI 


rr 


Wind. Essex & L. Shore. 
Windsor St. Ry. .....0. 
Woodstock & Syc. Trac.. 


eee ne 


* Indicates. all-steel cars. 

j Indicates steel underframe cars. 

1Indicates composite body cars. 

2Indicates composite underframe 
cars. 


£ Indicates gas lighting. 

§ Indicates electric lighting. 

a Indicates acetylene lighting. 

b. Indicates oil lighting 

{| Indicates wood and steel under- 
frame cars. 


Mfg. 
Am, Car & Fdy. 


Western Maryland Barney & Smith. 


LOCOMOTIVES ORDERED IN 1911 


Total 
Weight, 
Engine 

Only. 
250,500 
266,500 


122,500 


No. Cylinders. 
1 18x24 
§1 18x24 
3 19x26 
2 21x26 
Algoma, C. & Hud. Bay. +10 224%x28 
5 22x28 


Builder, 
Central Lo, & C 
Baldwin. 

Lima Loco. 
Lima Loco. 
Montreal Loco. 
Canadian Loco. 
Canadian Loco. 
Montreal Loco. 
Montreal Loco. 
Baldwin. 
Baldwin. 
Baldwin. 
American. 
Baldwin. 
Central Loco. 
Davenport Loc. 
Davenport Loc. 
Baldwin. 
Baldwin. 
Baldwin. City & County Cont. Co. 
Baldwin, Heer Gt GRR eS Sy i 
Baldwin. Cleveland-Cliffs Iron Co. 
Baldwin. Col., Newb. & L 
Davenport Loc. estan, McKinney & 
° 


Baldwin. S 

American. Coudersp. & Pt. Allegh.. 
Baldwin. Crystal C. & Uvalde.... 
Baldwin. Cuba R. R. 

Baldwin. Cuban Am. Sugar 
Baldwin. Cumb. & Penna. 
Baldwin. Czarinkow-Rionda 
American. Del., Lack. & Western... 
Lima Loco. 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
H.-K. Porter. 
American. 
American. 
Davenport. 
Davenport. 
American, 
American. 
American. 
Lima Loco. 
Davenport. 
Baldwin. 
Montreal. 
Lima Loco. 
American. 
Baldwin. 
American. 
American. 
Montreal Loco. 
Canadian. 


3 


Builder. 
American 
Baldwin. 
Baldwin. 
‘Comp. shops. 
Baldwin. 
Central Loco. 
American, 
American, 
American, 
Baldwin. 
Baldwin. 
Baldwin. 
Comp. shops. 
Comp. shops. 
American 
American 
American 
American 


Purchaser. 
i Ye 2 a 
Adirondack & St. L..... 
Akr., Cant. & Youngst. 


ey 
ae 
Oo 


HONOHKHHSSSLHHOOHN 
G0 BOC CON ANOWOAAH 
SCSKHHOSSSSSOSSS 


AChE 
dS 


Purchaser. No. Cylinders 
Chicago & North West.. 715 25x28 
Chicago, Burl. & Quincy. 10 27x30 


7§25 

20x24 
26&40x32 
18x22 


Km] 
o 


wb 


yf 
Cons 


ez) 
= 
+ 
QO 
= 


* 


se 
& 


Ce Oa Se AS . ro 


Chic. & Wilm. Coal Co.. 
Chic., Indianapolis & L.. 


Algoma Steel 


Allegheny R. Mining Co. 


Chic., Memphis & Ga.... 


Chic., Milw. & Ga. ..... 
Chic., Milw & P. S 


Chic., St. P., Minn. & O. 


Am. Smelter Securities.. 

Am. Br. Shoe & Fdy. Co. 

Arizona East 

Oe OS Sr 

Ascens’n Red Cypress Co. 
Ashbel-Hubbard eo 

A. IT. & &. F. *Fi$24 24&38x28 
29 20x26 


23 17Y%&29x28 
*45 17Y%4&29x28 
20 22x30 
15 22x28 
1 12x18 
10 21x26 
710 26&41x32 
10 24x32 
430 24x32 
140 24x32 
710 24x32 
410 26x32 
6 20x26 
1 13%x15 
30 22x30 
2 22x32 
3 19x26 
2 21x26 


10 
*+2 26&41x28 
*+1 26&41x28 

1 16x24 

1 11x16 

40 22x28 

20 19x26 

2 14x18 

1 10x12 

2 13x18 
18x26 
14x22 
12x15 
20x24 
20x24 
26%4x30 
24144x26 
19x26 
19x26 


=|. 
CHO HO WNT 
t 


ane 
<tc 


23x26 
23x28 
18x24 
23x26 


730 25x30 
1 Wixi2 
19x26 


ae ee 
DR ES 
= 
bk DD 
MOA 


wn 
aS 
NH 
—j- 
on 
oO 
CE SOHS5SSCKOSONNHSSO 


Westinghouse. 
American. 
Lima Loco. 
Baldwin. 


Atlantic Coast Line 


Baker, R., & Shuksan... 
Baltimore & Ohio 


Doo 
n< 


wFoSOnn 


19x26 
17x24 
18x24 
18x24 
15x20 
21x26 
8x14 
26x30 
201%4x26 
19x24 
21x26 
21x26 
24x30 
26&41x28 
23x26 
20x26 
12x18 


American, 
Baldwin. 
American, 
American, 
Lima Loco. 
Comp. shops. 
American, 
American. 
American. 
American. 
American. 
American, 
American, 
American, 
American, 
American. 
Davenpor 
Lima. 
American. 
Baldwin. 
Baldwin. 


Baldwin. 
Baldwin. 
Montreal. 
Baldwin. 
Baldwin. 
American, 
Company shops. 
Lima Loco, 
Company shops. 
Baldwin. 


123,000 
104,000 
122,000 


° 
ooo 6 


7 
oOo. is 
oO 


CONHARA 


60 G0 CO NAP AS 
WWHKH 


Bangor & Aroostook..... 
Bentley & Emery 
Bessemer & L. Erie..... 


PDOOED 
tlt 


127,800 
155,000 
454,000 
450,000 
92,500 
40,000 
233,000 
140,000 
91,000 
84,000 
60,000 
130,600 
50,000 
140,000 
144,000 


Delaware & Hudson 


cabs 
oooos Oo 


Binghamton & Garf..... 


PDALARDH 


g do 
go go 
oo 
2 
foe) 
; 


Detroit & Tol. Sh. Line.. 
3, ah, seewer Go.6.\s656% 


ons 


Black Bayou 
Borough Devel. 
Boston & Maine . 


Boston, Rev. B. & L.... 
Braden Copper 

Bradley Contr. Co 
Brinson 

Brompton Pulp & P. Co. 
Brooklyn Copper Co.... 
Buffalo Cr. . 

Buffalo, Cr. & Gaul 
Buffalo, Roch. & P 


Ranke 
ae ; 
TEA 


Darh. & So. GCar....<..5 
ng Br. Top. R. 


oal 
E. Tenn. & W. No. Car.. 
Edwardsburg Starch Co... 
Elkin & Allegh 


ee eeeee sere ereeeee 


= 
PB 


112,000 
90,000 
56,000 

"146,000 

315,000 

315,000 

148,500 

148,500 


om 
i ty 
RD 
tT 3 

; 


> 
» 1 a 
NOOK BOSS BONSSO 


en 
7 + 

DO 
7 


—b ay. 


Canada Iron Cor. 


Canadian Northern Escanaba & L. Sup. .... 


Canadian Pacific . 
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22x26 


Montreal Loco. 
Montreal Loco. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Montreal Loco. 
Comp. shops. 


Esquimalt & Nanaimo... 
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Fla. East Coast 
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22x28 


Montreal, 
Montreal. 
American. 
American. 


Am. & Gen. Elec. 
Baldwin. 
Baldwin. 


19x26 
20x24 
20x24 
19x24 


20x24 
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2214&35x32 
20x26 


Baldwin. 
Baldwin. 
Baldwin. 
Central Loco. 
Baldwin. 
Company shops. 
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American, 
Lima Loco. 
American. 
American. 
American, 
Canadian Loco. 
Baldwin. 
American, 
American. 
Davenport. 
American. 
Central Loco. 
Lima Loco. 


Comp. shops. 
Montreal Loco. 
Comp. shops. 
Comp. shops. Ga. No 
Montreal Loco. Gideon & No. Is 
Vulcan. Grand Rapids & Ind... 
P. & R. Ry. Grand Trunk ... 
Comp. shops. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
American. 
American. 
American. 
American. 
American, 
American. ‘ ‘ 
Baldwin. 
American, 
American. 
American 
American 
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Purchaser. 


Hydraulic Engine Co. of 


Maine ..... 
Idaho & Washington N. 
Illinois remand 


Ill. Midland Coal Co.. 
SERS Ns is 6 os eas eae 
Illinois Terminal....... 
Independent “epg & Coke. 
oo ae, 
Inland St. Co Baty Tiatesntae 
intercoiciial ....2...%. 


International & Gt. N. ~ 


eS 6S a es 
peso ae Ors 34.0.6 
anawha & Michigan... 


Kanawha Gl. i. & East. 
Kansas_ City Mem.. 
Kansas City Sukare ‘ 


keller Isl. Lime . Tran. 
Kentucky & Ind. Term. 
Kentucky & Tennessee. 

Kewaunee, Gr. Bay & W. 
L. Super. Term. & Tr. Co. 
LGR POIM.. GOs.2s 0036 
Lar. Hahns P. & Pac... 
ee Se eee 
Lehigh & New Eng..... 


ISON TRIGA sa4 cca ne oe 


Louisiana & Arkansas... 
er ane eee 
Louisiana & Northwest. ¢ 
Louisiana & Pine Bluff.. 
Louisville & Nashville... 


Louisv. Hend. & St. L.. 
Lyell Oe Ones Fv icca-008 
McCloud River ........ 
MacDonnel & O’Brien.. 

DERINIE ORs so iarare's 5566-50 
Marion & Rye V.....0ss 
Mexico Northwestern.... 


Midl. Pennsylvania ..... 
Miller & Son, Be.c0000: 
Mo. Kan. & Texas...... 


Mo. Okla. & Gulf....... 
Missouri Pacific ......0+ 


Mobile & Ohio......... 


Morgan’s La, & Tiss0. 
Mt. Hood & Power Co.. 
Nashv. Chatt. & St. L... 
Nev., Cal., Oregon... 
ag Copper Belt. eer 

New Orleans & N. E.... 


New Orleans, Gt. Nor... 
New Bruns. Coal & Ry.. 
N. PONGA. o45500 0% 
N. Y. Cent. & HR... 


N.Y. Chie: @ Sty. Discs 
Y. Y. New Hav. & H... 
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N. Y. Ont. & Western.. 


iequero Sugar Co..... 
Ni rfolk Southern .....6 
orfolk & Western..... 


Nova Scotia S. & C. Co.. 
O’Brien, McD. & O'G..< 


O’Brien, Fowler & McD.. 
Oregon & California.... 


Oregon Electric ......0 


Penna. Lines West...... 
Pennsylvania ......0.000 


Pennsylvania So. ....6s 
Pere Marquette .....c00 
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25x26 
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27x30 
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27x30 
13x18 


22x26 


20x24 
14%x15 
20x24 
17x24 
20x26 
20x26 
21x26 
20x28 
21x28 
19x28 
23x30 
20x26 


18x26 


22&35x32 


24x28 


8x12 
21x26 
20x24 
19x26 
20x26 


24&37x32 
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18x26 
2314x26 
19x26 
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20x26 
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14%x15 
19x26 
12x16 
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20x26 
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21x28 
20x24 
21x26 
20x26 


18x24 
26x26 
26x26 
2314x26 
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19x24 


20x26 
2014x26 
21x32 
12x18 
20x28 
24x30 
22%4x28 
19x26 
19x26 
18x24 
19x26 
233%4x30 
19x26 
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145,000 4-6- 0 

160, 7000 Electric 
232,000 Electric 
280,000 Electric 


178,000 4-6-0 
150,000 0-6-0 
201,500 4-6-0 
85,000 0-6-0 

165,500 4-6-0 
262,000 4-8-0 
247,000 4-6-2 
124,000 0-6-0 
130,000 2-6-0 
108,000 4-6-0 
130,000 2-6-0 
262,000 2-8-2 
0-6-0 


120.000 Electric 
100,000 Electric 
139,000 0-6-0 
0-8-0 
4-6-2 
2-8-8-2-s 
Electric 
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215, 000 
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Builder. 


Davenport. 
Baldwin. 
Baldwin. 
American. 
Baldwin. 
American. 
Baldwin. 
American, 
Baldwin. 
American, 
Baldwin. 
Baldwin. 
Lima. 
Baldwin. 
American, 


Canadian Loco. 
Canadian Loco. 
Canadian Loco. 


3aldwin. 
American. 
Baldwin. 
American, 
American, 
Baldwin. 
American. 
American, 
American, 


Lima Loco. 
Baldwin. 
Baldwin, 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Baldwin. 


Montreal Loco. 


Lima Loco. 


Montreal Loco. 


Baldwin. 
American, 
American. 
American. 
Baldwin. 


Montreal Loco. 


Baldwin. 
American. 
Baldwin. 
American, 
American. 
Baldwin. 
Baldwin. 
Lima Loco. 
Baldwin. 


Baldwin. 
Baldwin. 
Lima Loco. 
Baldwin. 
Baldwin. 
Baldwin. 
American. 


Montreal Loco. 


Baldwin. 
American. 
Baldwin. 
Baldwin. 
American. 
American. 
Westinghouse. 
Westinghouse. 
Westinghouse. 
American. 
American. 
American. 
Lima. 
Baldwin. 
Comp. shops. 
Comp. shops. 


Montreal Loco. 
Montreal Loco. 
Montreal Loco. 
Montreal Loco. 


Baldwin. 
Baldwin. 


Am. & Gen. El. 
Am. & Gen. El. 


American. 
Baldwin. 
American 
American. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
American. 
American. 
American. 
American. 
American. 





Purchaser, 
Poinsett Lbr. & Mfg.... 
Portland S. E. Ry. .:.. 


Portland Terminal ...... 
North & South Car...... 
Oregon Short Line..... 
Ore.-Wash. R.R. & Nav.. 


Paris © Mts PL Lins cces 
Peoria & Pekin Union.. 
Northwestern of So. Car. 
Philadelphia & Reading.. 


Pittsburg & Shawmut... 
Pittsb. Al. & McK. Rks.. 


POPteE VOR Via scseesiess 
Portl. Gray & Lewiston. 
Pure: HE oss:ccceawes 
Quanah Acme & P...... 
Quebec Central ........ 
Queen & Crescent...... 


Raleigh & S. W....... 
Richm., Frederickb. & P.. 


Ried-Newfoundland ..... 
Roaring Fork 
Rockingham ..<cccscsecs 
j ES Eero ne 
St. Louis & San Fran... 


St. L. Natl. Stock Yards. 


Salt Lake & Ogden..... 
San Antonio & Ar. P... 


San Rafael & cba tag 


Seaboard Air Line...... 


SOUL OV Com x0.8e tannee'e é 
Schoenhofen Br. Co.... 
Shelby County ........ 
Siovx City Terminal.. 

Solvay Process ...c.eee 


So. Dakota Cent....... ; 
South, Georgie: . cciccccs 
SANGRE. csecc cele sc0ee , 
So. Manchester ........ 


Southern Pacific ....... 


Spokane & Inl. Emp. 
Spokane, Port. & Seattle. 
Steel Corp. of Canada. 
Sydney & Louisb....... - 


Temiskaming & N. Ont.. 
Tenn. Coal, Iron & R.R. 
Texas & N. Orleans.. 

Texas City Tr. Co:...<. 


‘Texas So; Bates cc ccicics 
Thorton & Aleks... 
Tompkins Cove Stove Co. 
Toronto, Hamilt. & Buf. 
UIE NOs o oc.v.. cle were cic 
Union Pacihe ..6ccicc<0« 


Union Stock Yards..... 


United Fruit Co....<cse< 
VEHGGM “ccciauciececced 
Meee) Cs ocsccieueies = 
Virgina @-S. Wii. eecese 
Wabash ..... weeweews re 
Wabash, Chi. & W...... 


Western Maryland ..... 


Wichita Palle). ...cdice 


Woodstock & ee 
GORE Ge 6. ¢.4-<%-oce0 5s 
Wrightsv. & Tennille. . 





* Indicates compound. 


+ Indicates superheater. 


t Indicates reheater. 
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No. Cylinders. 
11x16 

1 11x16 

4 


18x26 


233%4x30 
2334x30 


19x26 
25x28 
16x24 
21x28 
17x24 
20x24 
22x24 
19x24 
22x26 
19x24 
22x26 


2014x26 


20x28 
18x24 
22x28 
22x28 
16x24 
18x24 
17x24 


19x24 
19x26 
20x26 


27x30 
27x30 
25x30 
24x36 
19x26 
17x24 
or 
22x28 


23&35x32 


18x26 


2 20x26 
1 11x12 


18x26 


§ Indicates feed water heater. 
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Builder. 
Davenport Loc. 
Davenport. 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
American, 
Central Loco. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Comp. shops. 
Baldwin. 
Baldwin. 

H. K. Porter. 
H. K. Porter. 
Baldwin. 
Westinghouse. 
Baldwin. 
Baldwin. 
Canadian Loco. 
Baldwin. 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
American. 
Comp. shops. 
Baldwin. 
Baldwin. 
American, 
Baldwin. 
American. 
American. 
McGuire- 
Cummings. 
Baldwin. 
Lima Loco. 
Baldwin. 
Central Loco. 
American. 
American, 
Baldwin. 
Baldwin. 
Baldwin. 
American. 
American. 
Lima Loco. 
Davenport Loc. 
Davenport 
American. 
American, 
American. 
Baldwin. 
Baldwin. 
American. 
American. 
Lima Loco. 
Baldwin. 
Baldwin. 
Baldwin. 
West. & Bald. 
Baldwin. 
American. 
Montreal Loco. 
Montreal. 
Canadian Loco. 
General Elec. 
Baldwin. 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
Lima Loco. 
American. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 
H. K. Porter. 
American. 
Company shops. 
Company shops. 
Baldwin. 
Baldwin. 
Baldwin. 
American. 
American. 
Baldwin. 
Baldwin. 
American, 
Baldwin. 
Baldwin. 
Baldwin. 
Baldwin. 


Lima Loco. 
Baldwin. 
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CHANGES IN OWNERSHIP AND CONTROL. 





If the Goulds have definitely lost control of the Wabash Rail- 
road, and if such control is now in the hands of the bankers, who, 
it is supposed, have undertaken to finance the reorganization of 
the company, this change in control deserves to rank as the most 
important of any during the year. It can hardly be mentioned, 
however, as anything more than a possibility; it remains to be 
seen in the plans of reorganization how large a voice the Goulds 
still have in the management of the property. 

The merger of the various lines going to make up the New 
York Central system is, of course, not a change in ownership or 
control, except insofar as the New York Central buys from 
former owners stocks of companies such as the New York & 
Harlem, which roads it has heretofore leased but the stock of 
which it has not owned. The acquisition, however, of a half 
interest in the operation of the Boston & Albany by the New 
York, New Haven & Hartford, and the assumption by the New 
Haven of half of the B. & A. deficit, all of which has been borne 
heretofore by the New York Central & Hudson River, is an im- 
portant change in control of the road. The Boston & Albany 
had been operated by the New York Central & Hudson River. 
It now has a separate management, operating it from Boston in 
the interests of both the New Haven and the New York Central. 

The New Haven also bought from the New York Central & 
Hudson River the majority stock of the Rutland Railroad. The 
Rutland had, a number of years ago, been sold to the New York 
Central & Hudson River by a member of the Vanderbilt family, 
and has been operated at a loss. The New York Central has 
also had trouble in the courts with the minority holders of the 
preferred stock, dividends on which are cumulative. The New 
Haven wanted the Rutland for an entrance into Montreal and 
for a weapon in its fight against the Grand Trunk’s invasion of 
New England. The New York, New Haven & Hartford sold 

to the New York Central & Hudson River its controlling stock 
"of the New York, Ontario & Western. Thus in 1911 there were 
very important shifts in the relations of the New England roads. 

The formation during the year of the International & Great 
Northern Holding Company, with Frank Gould as president, to 
hold the securities of the International & Great Northern, pre- 
sumably does not mean any change in control of this property. 

The merging of the Minneapolis & St. Louis and the Iowa 
Central is not exactly a change in either ownership or control, 
the Hawley interests having owned both roads previously, but it 
does show a bringing together of the interests associated with 
Newman Erb and the Hawley interests, and these interests pre- 
sumably have some plans for a further extension and possibly 
for taking over other roads. 

The two important controlled companies of the St. Louis & 
San Francisco—the Evansville & Terre Haute and the Chicago 
& Eastern Illinois—were merged during the year, but the relation 
of the new company to the St. Louis & San Francisco remains 
the same as that of the Chicago & Eastern Illinois. 

The Cincinnati, Hamilton & Dayton, which had before the 
beginning of the present calendar year been taken by the Balti- 
more & Ohio, sold its 110,000 shares of common stock (a con- 
trolling interest) of the Pere Marquette to J. P. Morgan & 
Company, and there have been frequent rumors of a resale by the 
bankers, but nothing definite has been announced as yet. 

Another important development which is taking place and 
which has been effected by changes in ownership and control 
this year is the expansion of the Norfolk Southern. This com- 
pany during the past year has bought the Raleigh & Southport, 
running from Raleigh, N. C., to Fayetteville, 64 miles; the 
Durham & Charlotte, running from Troy to Colon, 50 miles, 
and the Aberdeen & Ashboro, running from Aberdeen to’ Ash- 
boro, 57 miles. 

The principal changes that have taken place and which are 
given in the following list, are not all actual changes of control; 
some of them are simply changes of names of railways. 
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The Georgia & Florida bought the Savannah, Augusta & North- 
ern and the Savannah & Statesboro. 

The name of the Algoma Central & Hudson Bay was changed 
to the Algoma Eastern. 

The Asheville & East Tennessee was bought by John H. Carter. 

The line from Needles, Cal., to Majave, which has been hereto- 
fore owned by the Southern Pacific but leased to the Atchison, 
Topeka & Santa Fe, was bought by the Santa Fe. This line 
forms part of the Santa Fe’s main transcontinental line. 

The Oregon & Eureka, which was formerly owned by the 
Hammond Lumber Company, was taken over by the Atchison, 
Topeka & Santa Fe. The road runs from Eureka, Cal., to Trini- 
dad, 39 miles. 

The Baltimore & Ohio bought the Big Level & Kinzua, which 
is less than a mile long. 

The Boston & Maine bought from the Sortwell Estate the 
Montpelier & Wells River, the Barre Bridge Railroad and the 
Barre Railroad. The B. & M. also bought outright the Worcester, 
Nashua & Rochester, which it had leased since 1886. 

The Maine Central bought the Somerset & Washington 
County and the Sebasticook & Moose Head. 

The name of the Union Springs & Northern was changed to 
the Birmingham & Southeastern. 

The Bruce Mines & Algoma, a 17-mile road, was bought by 
G. P. McCallum and H. Appleton, both of Sault Ste. Marie, Mich. 
The Canadian Pacific leased the Quebec Central, guaranteeing 
interest on the income bonds and debenture stock. The Quebec 
Central runs from Levis, opposite Quebec, to Sherbrooke, 143 
miles. The Canadian Pacific bought the Saint Maurice Valley, 
84 miles, and the New Brunswick & Southern, 7 miles. 

It was said that the Central Railway of Canada bought the 
Carrollton & Greenville. 

The Chicago Great Western took over the property and fran- 
chises of the De Kalb & Great Western, a subsidiary. 

The Chicago, Milwaukee & St. Paui and the Chicago & North 
Western bought from the Lake Shore & Michigan Southern 
and the Michigan Central $2,450,000 stock of the Indiana Harbor 
Belt. The St. Paul also bought the controlling stock of the 
Duluth, St. Cloud, Glencove & Mankatc, which runs from Albert 
Lea, Minn., to St. Clair, 39 miles. 

The Chicago, Rock Island & Pacific bought the 24 miles of 
track of the Little Rock, Hot Springs & Western from Little 
Rock, Ark., to Benton. This track had heretofore been leased 
by the Rock Island. The Reck island also bought the St. Paul 
& Des Moines, and changed the name to the St. Paul & Kansas 
City Short Line. The Rock Island also, it is said, bought the 
Dardanelle, Ola & Southern, and changed its name to the Rock 
Island & Dardanelle. 

The Cincinnati, Georgetown & Portsmouth and the High River 
& Columbus have been consolidated, making a total of 72 miles. 

The Cleveland, Akron & Cincinnati was the new name of a 
company which took over the Cleveland, Akron & Columbus and 
the Cincinnati & Muskegon Valley. Both of these roads were 
Pennsylvania subsidiaries operated independently. 

The Midland Terminal, a subsidiary of the Colorado Short 
Line, has leased the Cripple Creek Short Line. 

The Corvallis & Alsea River was merged with the Portland, 
Eugene & Eastern. 

The Delaware, Lackawanna & Western leased the Syracuse, 
Birmingham & New York, the majority of whose stock is owned 
by the D. L. & W., but which had been operated independently 
heretofore. 

The Illinois Central, which had previously controlled the In- 
dianapolis Southern, bought this property at a receivership’s sale. 

The Canadian government bought 13 railways as branch lines 
of the Intercolonial. These railways are the Valery property of 
the Arcadian Coal Company, the Quebec Oriental Railway, the 
Hampton & St. Martin’s, the Albert Railway, the Moncton & 
Buchtouche, the Carequet & Gulf Shore Railway, the York & 
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Carleton, the International, the Temiscouata, the New Brunswick 
& Prince Edward Island, the Elgin & Havelock, and the Kent 
Northern. 

The Kansas City & Memphis took over the operation of the 
Arkansas, Oklahoma & Western and the Monte Ne. 

The Louisville & Nashville bought the Athens & Tellico, 24 
miles. 

The Sandy River & Rangeley Lakes, a subsidiary of the Maine 
Central, bought the narrow gage Eustis Railroad, 16 miles. 

The Maxton, Alma & Southbound took over in May the opera- 
tion of the Alma Railroad. 

The Missouri, Kansas & Texas bought the Wichita Falls & 
Northwestern and the Wichita Falls & Southern. The M. K. 
& T. also bought control of the Denison, Bonham & New 
Orleans. 

The Missouri Pacific, which had been operating the Booneville, 
St. Louis & Southern under a 99-year lease, bought the property. 
The Munising Marquette & Southeastern took over the operation 
of the Marquette & Southeastern and the Munising Railway. 
Heretofore the two roads were operated jointly but had separate 
corporate existences. 

The New York, New Haven & Hartford, through its subsidiary 
the Rhode Island Company, bought the Narragansett Pier Rail- 
road. 

The Oregon Short Line took over the Yellowstone Railroad, 
70 miles; the St. Anthony Railway, 53 miles; the Salmon River 
Railroad, 86 miles; the Wyoming Western, 23 miles; the Mini- 
doka & Southwestern, 74 miles; the Boise City Railway & Ter- 
minal, 8 miles. 

The Pennsylvania Railroad bought the Ridgeway & Clearfield 
Railway. The Pennsylvania also bought during the year nearly 
all of the minority stock of the Cleveland, Akron & Columbus. 
The Pennsylvania also made arrangements during the year for 
the renewal of the lease of the Northern Central. 

The New York Central & Hudson River bought the Pittsburgh, 
Binghamton & Eastern under foreclosure sale. 
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The Portland Terminal Company was formed to take over all 
of the terminal facilities at Portland, Me., of the Boston & Maine, 
the Maine Central and the Portland Union Railway Station Com- 
pany. 

The St. Louis & San Francisco made arrangements with the 
Quanah, Acme & Pacific for closer operating relations, but did not 
take over the actual operation of the property. The St. L. & S. F. 
also made arrangements with the New Orleans, Mobile & Chicago, 
by which the Frisco has much closer traffic relations and probably 
a controlling voice in the management. The Frisco bought out- 
right the Pascagoula Northern, 42 miles. The Frisco leased the 
Louisiana Southern, running from New Orleans south to Belair, 
30 miles. 

The St. Louis, Iron Mountain & Southern bought, from the 
independent company which built it, the Cairo & Thebes, 25 miles. 

The Sierra & Mohawk has taken over the Sierra Valleys Rail- 
way. 

The Spokane, Portland & Seattle took over the operation of 
the Astoria & Columbia River. 

The Tennessee, Alabama & Georgia took over the Chattanooga 
& Atlanta, the Chattanooga Southern and the Gadsden & Birming- 
ham. 





RAILWAY SECURITIES ISSUED IN 1911 AND DIVIDEND 
CHANGES DURING THE YEAR. 


Two things are at once noticeable about the table that we pub- 
lish herewith showing the railways which have issued and sold, 
or made arrangements for the sale of, new securities in the cal- 
endar year 1911. In the first place, the table is very much longer 
than the corresponding one for 1910; in the second place, a very 
large proportion of the securities issued were presumably to pay 
for additions and betterments, since they were not for refunding 
purposes. 

The fact that the list is a long one shows that smaller or 
weaker roads were better able last year to sell their securities 








Name of company. 


Kind of security issued. 


Amount of refund- Month in 


Amount sold. ing covered. which sold. 


AMANITA RR DONA 15510 150 sg: ce Ae a nba rao Rea Leesa a a iears Wiclare WS «5 pér cent. Ist mtge. Dorids, 1932-196)).....0:..0.000 ccc $2,568,000 Per nr August 
PATNGA ARMED AID nh cos ace asain we lie Sede ae K oa a digiG pie Slaw CRIME. orga le sass OOOH RE CLES S Pala eae Slane aided ile a ere Saree 7,250,000 * | oe 
ANID NWO FREUITORO 6:5. 69:5 6a 5 s10's is eireee alelnaieaeiee-e 058 First lien 5 per cent. equipment notes, Series B...... 600,000 None anuary 
ARTY AUUOE. TRAURORI 6. 66:6:6:6:5:010:4.0 9/1546 8193/50 EME DS PEL CONG NOUN 6 53 v656-s00s eseecn scowls sneles 600,000 None April 
PUVA OR Ey. UE RAIGO 4 sina oie sie'die Wisisid oi: o eisielaladiace PNAS yi Seite glia Sa aver ee TEI ard gaat ait he gai as greeg tay wig a 800,000 None February 
AtCHIGOR, TOREIR te BONER MO. 666 discSeacs ocdcaetecas OURS MECN Sas 8060. FE SG 1e eS REO aS Wo Hae eSaiwiEe Ces 2 10,800,000 None November 
Atlanta, Birmingham: & Southern ............e000: URBGUTVOR'G U=VOar (COPHNGGtOE so. icc dccasccecseaecwes 3 3,250,000 $3,250,000 June 
Atlantic, WEDVOTOUS A POTENGI 6 60k 65.6 o-ds00-warwiecedac MM a) aisha sic Sieh ire mara sie tesco bic aD RSINIG Soul bulea kee 4,800,000 mada, |e aelawaerers 
INABA SOC MEU MUL OK Gia is ares wissss eis'aiers/ 8s els.e-4s aieiaieierse Series B 4% per cent. equipment trust bonds........ 2,500,000 None December 
PUATONANE CS AD OBME UGS 65. i gpinln 9 006 6-6 4.48 wale ele near ewie - Unified 4 per cent. bonds, 1909-1959........c.ccceee 3,000,000 None May 

BOBS MEMIEL CON See MRIS Oia c oh (sta is tarsi evga a aos svar a) evar sis clans’ Sie ‘otecane Secured 4% per cent. notes of 1910-1913............ 10,000,000 None February 
Belt Railroad & Stock Yards (Indianapolis)......... . lst refunding mtge. 4 per cent. bonds of 1909-1939... 41,000,000 $1,000,000 April 
Birminghat & SOuUtheasterns... 660s ccvscccisceeeess - lst mtge. 6 per cent. bonds, 1911-1961.......cccecees 3,000,000 Ere June 

BOOM WANN. OES Bile GT ONO vg as 0:s0a 016-8. 0:0 0 oe 6 wiero ee Oe wenele . ist mtge. 5 per cent. bonds, 1911-1951 .......eccccese 500,000 $400,000 July 

RG AAD tA ERE ge 55a ic 615 1054 155 ia -o cola wt dase. FST EET RE ENG. SIU ala 6 <0 a5 hia oie 5 0:5-6- 6s eicieong cities 5,000,000 5 June 
SONUDE RL) er ROTOR OO 5 ae :sa so 866.404 00s a0eweeee o@ BEL CONT. DIGTETIOR MOGI? vo 5:4 sins cee ces clea desis nace 7,042,400 $6,334,500°® February 
ROSUET PMNOT EMMI NEG is oo Aa acces die ele okca See ee es 354 per cent. bonds Of 1897-1947 © oo.o6c.csceceweiwcees 500,000 None October 
Buffalo Me RAINIER os v 0-5 0.05 0.50 < cde nieiw elbisie eels -5 per cent. receiver’s certificates, 1911-1912.......... 500,000 $511,000 July 
AOMEANO AORN oie 5 9: x 5 ayn FS ha Gea oS EC ea ealne wae we . lst refunding mtge. 5 per cent. bonds of 1911-1961... 2,021,000 1,000,000 March 
MADR GIRNT PUOR TEER 5 55 <s056 51559. sos 1550S Saw eeleeaie wees 3% per cent. 50-year guaranteed debenture bonds.... 35,000,000 None December 
SCC aie OURS RMARENE.: ci uicig aiel's SMa die is sWie ieee eislale siass.o 0% Guaranteed lst mtge. debenture stock—3% per cent.. 1,794,440 vane March 
Canadian Northern (Canadian Northern Alberta)..... lst mtge. debenture stock—3'% per cent............. 3,236,300 gods March 
MOTE GUM EE DORE 07d 654 69 assoa)0's ¢ Graehersicie's-eieis!sisiors a'elsiece Equipment mtge. 4% per cent. bonds, Series Al..... 3,500,000 None April 
SONAR RU MRMEINO a iawe.o4 siniclalaig <teniw wrsiatleso cea eRiw aie’ - Consolidated 4 per cent. debenture stock............. 6,161,000 None June 
ST ONS 92 Re ee ee ANON mR eo - Ss MEI SERRE sa cioiote'« sialersnartia gicil Os'a.ge vieiesie ee'ateis 5/2 6/6 7 18,000,000 None December 
Cent. New En RRTMB e's cies 4 sis evi fale a salve sta sisicl(euielels osO-year S per Cétit: MISE: BONS... <66.60 ccc ccsddewee 12,317,000 $12,200,000 January 
Chesapeake RANI so win'nr 9:58 55s. wo ales 16a scare sn GiB ol8lsve Secured’ 454 Per COWG. NOt s 6.6.09 oosinc cckccdicense 16,000,000 None April 
BIDGRO Me Ms MOIR asa i965: 5.0.05 Sabu a cele Reet 8'ees 4 per cent. refund. and imp. mtge. bonds, 1905-1955.. 864,000 Ripe September 
AMIGO Nel UE MELEE faye diéan ad aida vieaai a hae aie wea Wie ee eee SP eC ee EO RE er wee 5,000,000 aes July 
Chicago &® North Westerns ...0s.3 sees scccccenease General mige. 4 per cent. bonds. ...6...0 0c cc ccccewes 7,500,000 None May 
CHICARO NG WOStOT ARGMBMB ss 6 oc 64.6:0's 6si 0s eisisies'e oie General Ten 4 9r COnt. DORMNs 66.66 o5 bc cance. see 1,800,000 None December 
Chicago, Burlington & Quiney.........00.esecsecese General mtge. 4 per cent. DONGS. .<6626 cc cdscscoseees 8,000,000 araaasg February 
SEs AAS, SR ONATIS, DP OMEEERS 6 o6ieiainie'e <i9ie4's1a e's eee ese « Mtge. 6 per cent. bonds of 1911-1913...........-se0. 1,000,000 None February 
Chicago, Indianapolis & Louisville...........<...e0. Refund. mtge. 4 per cent. bonds, 1897-1947, Series C. 2,300,000 $2,300,000 April 
Chi, Mil. & St. Paul (Chi., Mil. & Puget Sound)..... lst mtge. guar. 4 per cent. bonds, 1909-1949.......... 25,000,000 Ree > cannes 
Chicago, Milwaukee & Puget Sound.............0008 lst mtge. 4 per cent. bonds of 1909-1949...........4. 8 25,000,000 None May 
Chicago, PROC AMIE OS BREINO secre <i c.ocaeice cs sie lst and refunding 4 per cent. bonds of 1904-1934.... 1,494,000 $1,494,000 April 
Chicago, Rock Island & Pacific........ccccccccesees St. Paul & Kansas City Short Line lst mtge 4% per 

CORE. TONGS GE THEA Loe oie occc re mek eewwecndewenees £1,000,000 9 March 

we , and $5,000,000 

Chicago, Rock Island & Pacific.........seceeceesees Rock Island Improvement Co. 4% per cent. Series B 

ree, guaranteed equipment trust certificates............. $2,240,000 None October 
Chicago, Rock Island & Pacific.........eceeeeeeees . Rock Island Improvement Co. 4% per cent. guaranteed 

a equipment trust certificate S........ccccccccccccces 1,575,000 None October 
Chicago, St. Paul, Minneapolis & Omaha............ Superior Short Line 1st mtge. 5 per cent., 1895-1930.. 1,500,000 None April 
“incinnati, New Orleans & Texas Pacific.......... .. 10-year equip. trust 4%4 per cent. certificates, Series C. 1,000,000 None April 
Cincinnati, New Orleans & Texas Pacific.......... ..City of Cincinnati 31%4 per cent. bonds...........ee0. 500,000 None May 
Cleveland ar aN ce on ME yack gee cect cle cieunl eualaiarec OI AR eM Riese a rasaeain BS ee ES P 10 18,000,000 None June 
NIOVERRAG! Why Se TPEBEEEMIIIS 5 075) 9 io 6-0 Share sisicsmresishein g-oatenta EME Ne oss e Gita aavekty miiaae Meee eeet Bnee eee ee eee 1,073,950 11 December 
Cleveland, Cincinnati, Chicago & St. Louis..... oeeea0-year 4% per cent. debentures.........ccccccccece 10,000,000 $5,000,000 June 
Wlevelamdt iShOmt Tame cits sc 6 vicscradcieoeles cweielaws SOMME Wid caisecleer eT aley TET Oese Sees eda daweneees ° 3,625,000 None April 
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: re Amount of refund- 
Name of company. Kind of security issued. Amount sold. ing covered. 
Coles: GemRere. ooo ccnceceseusconess secceceee Refunding and extension 4% per cent. bonds....... ‘. $1,400,000 None 
eer SCN. ccossess cheeseene soos KC SaaS Kanes 1s SEesn soo N cakes OseGSNasees easES Sess ; ,000 12 
Se ir No ont hss bb nckoséseseausson ed lst and refund mtge. 4 per cent. bonds of 1908-1943.. 7,000,000 None 
Delaware, Lackawanna & Western..........ccsceeee Te ee! ee ee ae 5 438,000 $438,000 
ED EP BPO, » cu vcsccsncnuseewe es Sos ue ROE ina nash hoon abe dus hase kecees . 250,000 None 
RPOEEGEL, COID Ge BEOUUON. 2 vo ac ctw vcs vavecees nese be OUER & OEIEIMNDD | och 00 asscN onor sues e war wens 780,780 None 
DN Skee kates sebécekoces eens jee ckuve ew oeeeeceeeeLquipment trust 4% per cent. notes, 1911........... 4,600,000 None 
DE Abused nse bt den Vows beere SS Ceaeh ken tone ew .----Collateral 6 per cent. notes, 1911-1914..........ceeee 4,556,000 None 
a A Se er a Se oe a Sousa tet eane Teas ‘ 1,200,000 15 $100,000 
Fort Dedge, Des Moines & Southern. ..<.2.0cscccccs MECEIVET'S COTEACALES 2.0 cc cceciticcccccccccccsceces 720,000 $500,000 
iit PO tcc fib ssh bin esenweedkesese heh eae Geprenieed meter. HOMES os os dc oc 6sies bsseeeees Laas 30,000,000 None 
Grand Trunk Pacific...........-+.seeeeseecessccees ee ee Se ee eee eee 3,000,000 ree 
Great Northern ...........ssscccssccccssccescccces ist and refund. mtge. 4% per cent. bonds of 1911-1966 35,009,000 None 
Gulf & me 4 DMM Cue sisckohiet sab bonse keh eeake Gen. and refund. mtge. 6 per cent, bonds of 1911-1917 500,000 $500,000 
en en i E .. Li cscas seb exe sevbonseeee Ist mtge. 5 per cent. bonds, 1911-1961.............6- 1,000,000 een 
i re... 65s hccebsaed Sine i pac bea bee 566 ekok oe MO TES SS SAC dks seusansebaeecdeeens 250,000 cea 
nt Se a TD Least nana ss seen seen bel eee eS ee 522,000 None 
Hocking Valley ...... Subape Vee rses ee sheesseoeb see eee See ee 4,000,000 $3,250,000 
SEO. SEEN, Oe RETOOL os 6k bon swkesess ceeeioe ope Ist mtge. 5 per cent. bonds, 1907-1937...........00- 2,106,000 Yone 
MMinois Central .....6.0.2000ssccscvsesccnceceescce Refunding mtge. 4 per cent. bonds of 1908-1955...... 780,780 None 
SEE MOEEORS oc ee cOs tees cen ackes case et Pexow eek RDURSy AE MORN, SONEIE. MEMNEG Ss 6 5 ve icic vo sic5 bse u'e'e pinoewe 4,600,000 None 
Kansas City & Memphis.......................++.++New 5 per cent. mtge. bonds of 1911-1961........... 540,000 None 
menses City, Ft. Scott & Memphis... ......00000000 Refunding mtge. 4 per cent: bonds...........e.eee08 2,688,000 $2,055,300 
i ee ery SR acs ace SSeS kG eS bee hee EE EES SEE See he ke See SEs see SES eS bee etie nas oo eeoee ease ease 
Pi 2s CeO nc. chicks pecker ekekeanhene Refunding and improve. mtge, 5 per cent. bonds of 
: : OPI as tactdshiet Vices sins deh eevune esas es 5,000,000 None 
Kentucky & Indiana Terminal..............ssceee0s let mine: 455 per Cent, DONE. o.0ic0.0eieissesececees - £1,231,000 $2,069,000 
($5,990,785) 
Ee ee ere re I crack cane Sos eeaSe ba dash as ESO NSSS hee cKS 5,900,000 None 
Lake Erie & Pittsburgh. ..........ssccccccccscscese Ist. mtge. bonds, 4% per cent., 1911-1961............ 7,500,000 Sse 
Lake Shore & Michigan Southern..................- - Mtge. 4 per cent. bonds of 1906-1931...........e200- 15,000,000 Stes Su 
ie ee i eee MEIN 6565s ns ok sap esses MEE, OLE IONE <5 cus cue sua oss vige ce oecncevunweys 12,000,000 $8,800,000 
Lake Superior & Ishpeming (Cleveland-Cliffs Iron Co.).1st mtge. 6 per cent, bonds, 1911............0ceeee0. 994,000 AAS: 
Sn tr PEO MUO... .kcc Scns a cken soho edas eee General mtge. 5 per cent. bonds. ............cccsses 945,000 $945,000 
SP ADO Cc eCEGsha seh yo sk theses s bea a eee eas ehese 16 Refunding mtge. 4 per cent. bonds of 1903-1949.... 600,000 600,000 
Oe Pe ee ee pene me ee RINE: ONES 65 ca 5 ou 6 sos oe'e sales eee 4,000,000 ay 
Louisiana & Northeastern. ............ssccccesesese SON TENN ee he Sa wisn eae'sae Seni ew eis 1,860,000 None 
Louisiana Southern ..........eee eee eeeee eee eeeenee Ist mtge. refunding 4% per cent. bonds............. 1,000,000 None 
ES a OEP SS ccc est usa es kebenese seen Atlanta, Knoxville & Cin. Division 4 per cent. bonds. 10.000,000 None 
Maine Central ...............ccsscccccccccsseccees 4¥Y4 per cent. notes, April 1, 1911-1912............... 5,000,000 
PI TO snes sts kek ss bbbeebes eboe bine onsen epee refunding mtge. 4 per cent. bonds of : 
PDL asseh she he oooh esses seh snes see ne een acs 12,000,000 ) 
OS steed UNE SEL ROPING RE STE SIT SS i NN 5,000,000 § $15,484,000 
IT OS ae ee ee eer seeds tet eitee. 5 per cent. bonds, 1911-1931 .......<<ssss0 1,154,000 $1,154,000 
Memphis Union & Station. .......ccccscccccccnce ... 2-year 18 guaranteed 5 per cent. noteS..........eee00% 2,100,000 $1,500,000 
OE OO ee ee Detroit River Tunnel 4% per cent. bonds of 1911-1961 16,000,000 None 
Minneapolis, St. Paul & Sault Ste. Marie............ PUNE EEMGE CETHICRORS; «0s <0 01s 0.00600 0001000000 1,190,000 None 
Minneapolis, St. Paul & Sault Ste. Marie............ Chicago Terminal 4 per cent. bonds of 1911-1941..... 6,000,000 None 
Minneapolis, St. Paul & Sault Ste. Marie............ PE oS ke tn ee asked been nee skkae ee eaee 2,189,400 None 
Minneapolis, St. Paul & Sault Ste. Marie............ (MNO REE oo nn ba news esse bee Oa hake ee eeae ease 4,374,800 None 
Mississippi River & Bonne Terre................06- Ist mtge. sinking fund 5 per cent. bonds of 1911-1931. 2,500,000 None 
rs One a SEM... Ln sa canes sas eke e saab ee ee ee 12,500,000 $10,000,000 
SEES. DROOOS Te RREOE 5 ous nee scw snes sonesencesce Consolidated mtge. 5 per cent. bonds of 1910-1940.... 100,000,000 francs None 
($20,000,000) 
eG CE cc ce kha kh eRERDORSR ESOS SES OR PINE SRE ORIDIED Sosa 65 do bios sen casuaun eens ‘ 5,300,000 None 
Pt Ee ens ates cs Ka eERR ESSN Dh S Ree O pb TMNT OINNNG 5 05055 65% 650 oo nec hows soso 20,000,000 $5,000,000 
National Railways of Mexico. .......ccscccsscecces en ee ey 10,000,000 3,708,548 
National Railways of Mexico.............sssseees ED chasat hs: Resse she cesee unk bee be one sswe dees so% 13,000,000 5,000,000 
New Orleans, Ft. Jackson & Grand Isle............ Pc. icc CCCCC eae uk ib as an MASA NERS RNa eae eae 5,000,000 Seer ae 
New Orleans, Mobile & Chicago.............se00. ..lst and refunding mtge. 5 per cent. bonds........... 12,046,500 esis 
New Orleans Terminal Co... ..cccccsosccceses eeeeee lst mtge. 4 per cent. bonds of 1903-1953........... 4,000,000 None 
New York Central & Hudson River.................-Secured 4% per cent. notes of 1911-1914............ 30,000,000 None 
New York, New Haven & Hartford.............. .--B. R. Holding Co. pref. stock 4 per cent............ 5,003,000 = 
New York, New Haven & Hartford................. N. Y., Westchester & Boston 1st mtge, 4% per cent. 
a Be bo S| a 17,200,000 
New York, New Haven & Hartford............ee008 pn te NN PENT SIO .5 6 ois S00 win 'a'o Wis ns is iso's = 2,000,000 
New York, New Haven & Hartford...........eee0s 5 LAE 5G SO ORNL, SIOLES s+ 605 8:96 s'e 60050 oN 0s 6040 10,000,000 ee 
New York, Ontario & Western............006 seenes acmernl eter. 4 per CbOt. DONGE... .s.occ0scccvccccscns 2,702,000 None 
New York, Susquehanna & Western............2000- Car Trust 4% per cent. certificates................+. “800,000 None 
EET 5. ir kk pos bn eae kb ee esas ve eeee en . lst and refund. mtge. 5 per cent. bonds of 1911-1961. 5,837,000 asees 
eS ee ee eet. Pee errr ey lst mtge. 4 per cent, bonds of 1911-1961............. 1,000,000 None 
OP ES ee ee RT See eee PO a i ye Nee te ee ee a a eee 800,000 24 
Oregon-Washington R. R. & Nav. Co.......-.eeeees . 1st and refund. mtge. 4 per cent. bonds of 1911-1961.. 6,500,000 sad 
Oregon-Washington R. R. & Nav. Co.......-.e00+ .+elst and refund. mtge. 4 per cent. bonds of 1911-1961.. 26 25,000,000 None 
ee ee PE Er Tr rrr re -lst and consol. mtge. 5 per cent. bonds of 1910-1960.. 24,000,000 None 
Penntylvania Railroad  ... 20.000 ssicccseeecicccvesceves Phila., Balt. & Wash. 4 per cent. bonds due 1943..... 4,500,000 pees 
Pemksieanie MAUTORT ...0 2500 sc0cevessvecvnse [sce L UK Sicks bab ess soaks ses sae eee bau eee bee senaes sce 41,261,600 $15,237,500 
Sa ESS SSE reer eters eS - Collateral trust 6 per cent. notes of 1911-1916........ 8,000,000 pie aie 
te PENED oo nw cisco ce chess na ese ne kV ee bh ener Equipment trust 5 per cent. notes..........sceccceee 870,000 None 
Pittsburgh & Shawmut. .........0.ssccccessvcccscce Equip. and 1st lien collateral 6 per cent. notes, June 1, 
SPROCEOES Scakonaee sae beeen cece ne ee cece eeceeeeee 3,250,000 
Pittsburgh & Shawmut..............scccccccccccces lst mtge. 5 per cent. sinking fund bonds............. ? a 
Philadelphia & Reading.............sceccsees i Sa ee er Tr ee 25,000,000 27 
Pittsbureh & Lake Erie... ..s...ccccccccscccses SR eee pose ccc ceececececceeccsensscogeccees 4,200,000 None 
Pittsburgh, Ft. Wayne & Chicago...........+eee8 ...-Guaranteed special stock. ......+++eeeeeceeeeeeeerees 3,328,300 eae 
Pittsburgh, Shawmut & Northern.............. ooccee D-year receiver's Certificates. .......ccceccccecgescces 875,000 56 ss 
a ee Ee TT TTT Tre ‘vee seeeeeeGeneral mtge. 4 per cent. bonds of 1907-1911......... 18,811,000 $18,811,000 
De Rieke ee ee POND, cis cc caso es seen edison wes General lien 5 per cent. 15-20-year bonds...........- 7,000,000 $5,443,000 
E. SiGas Oe eb Pe UNOENOD Sos cb vcnccnns<casesseunse New Orleans, Texas & Mexico Division lst mtge. 
5 Der cent. bonds... : tgse isn Ao a tek 5,000,000 None 
is & ee ek Oe ea Res SE New. Orleans, Texas & exico Division 1st mtge. 
ee ae See A SS a eee 5,000,000 None 
eR aii Gr eee SOREN gcc ccc kbd So saeanseaee® 2-year 5 per cert. MOTES..... cece eeeeerecevevveeces 2,500,000 None 
ae Peery OS ee ee eee ares (os note erage Soe ngs eee So ee oe 3,000,000 «ane 
St. Louis & § NN 5 SX54055 cb es cneenceenees efunding Kansas City, Ft. Scott emphis per 
om Sane SS See cont, bonds ;...:+-- De ee ee re 2,700,000 $2,055,300 
ees ee ces RR EEOED sa. xd sx se ob a skeen’ anon General lien 15-20-year 5 per cent. bonds............ 2,553,000 None 
St. Louis Southwestern. .......ccccccccccccsesesece . Central Arkansas & Eastern 1st mtge. 5 per cent. 
guaranteed bonds of 1910-1940............- yn : aye ne 
Bt. Louis Socthwestern. ....scccccscccscscscnecscess ..Equipment 5 per cent. noteS.......eseeecesescevenee ,620, one 
od ae OS OS a ee Te yt . Refunding mtge. 4 per cent. bonds of 1909-1959...... 19,000,000 28 
Beaboard Air Lame. ..c.ccscsccusscrcecsoccesseee ... Refunding mtge. 4 per cent. bonds...........2+.-0+- 4,000,000 None 
OES TSS Been tere err ty er seeeees Adjustment bonds ......ceeeeececsecccccvecccceccs 6,785,900 29 
i Bal CIE. cconcwhhn bates ewe sane weeeeeee4dt per cent. equipment notes, 1911...........2-++.- 1,500,000 cpus 
Phi PD MED ic cusc casas tues scebeeeee weeeeeeeeFirst consolidated 5 per cent. bonds, 1994............ 1,500,000 1,580,000 
ee Se ee ee scar weeeeeCentral Pacific collateral trust 4 per cent. bonds..... 50 et 000,000)" Gaeuce 
Stephenville, North & South Texas.........sseeeeeeeIst mige. 30-year 5 per cent. guaranteed bonds...... : 2,000,000 None 
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which sold. 


January 
October 


Jan. and Feb. 
November 
Feb. and Mar. 
June 
July 
October 
December 
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April 
September 
June 
February 
July 
July 
April 
October 
September 


June 
July 
April 
July 


February 
January 
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arch 


October 
June 
March 
November 
October 
October 
October 
March 
June 


November 
May 

May 
November 
November 
March 
February 
January 


July 
January 
January 
February 
July 

May 
March 


March 
November 
June 

May 

April 
February 
June 


July 
January 
February 
March 


February 
March 
April 


April 


April 
May 


March 
December 


March 
January 
April 
April 
November 
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March 
February 
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Amount of refund- Month in 


Amount sold. ing covered. which sold. 


Temiskaming & No. Ontario............- wishes een Oen bythe Province of OnteriOs...scccccveccdeaes $1,512,324 so apaan March 
Was RUT In VEE) WPRUEE Ns 05.50 oo ines pceesaneee Let Mate. DORES 6 éck vicieds ccdideressce« Spe sr ee 630,000 300,000 July 
of SA ee ee ee ee aerate Neath calc ews Re png cent. equipment notes......6..ceeceseceececees 1,000,000 Maar September 
Wabash-Pittsburgh Terminal ............00. secccece CLIVER'S CETtHHCAtES 10... cece ecccescccccccceceeccs 1,000,000 None February 
Wabash-Pittsburgh Terminal ............ falda 6 oiv eas % SORCAVOR 8 CET IOCONOD eo a dia diele's cotheers MWe a e604 BOR CH 433,771 $433,771 April 
WNT DERI OTEE so o.55 0's cb esis sececoewewedees Salve Vet MUGS PEL CHENG DONGK S oiik cic wire ce dee autemsne ces 4,114,000 3,900,000 July and Aug. 
WHOSE CD80 BTIO ocicc.0e.sivcsc cc cwis eas Sialaravere ch ENON RNA es SURI 55 55:20 sgrcavg a raha adie ah enni-ar or wiek Siaa i eh giora sata 8,000,000 8,000,000 © February 
Wichita Wie “POrmtnel s ..03 6sicceneecdes ceatecdewes 20-year 454 per Cent: gold BONG. ec asccdeesuece 2,500,000 aparece September 
Winston Salem Sauthbound oie hcccecesccdecicewcses ist mtge. 4 per cent. bonds of 1910-1960 4.......... 5,000,000 None February 


sold at different times total’ more than $500,0 
1The company was organized 
foreclosure of the $5,500,000 5 per cent. notes of the D., T 


Note.—Issues of less than $500,000 have ae disregarded except in certain cases of receivers’ 


certificates where apdarently there was small lots 


to own $3, 400, 000 as) stock and $2,190,000 preferred stock of the Ann Arbor Railroad, which was sold under 


2 This stock has been deposited with the reorganization committee since 1896. 


8 Clark, Dodge & Co. and White, Weld & Co., 


both of New York, offered to pay this amount of certificates in cash or extend them for one year. 


4$500,000 was paid to stockholders as a stock dividend and the other $500,000 was sold to provide for improvements. 
5 These notes were sold to pay in part for the Worcester, Nashua & Rochester, mentioned in the article on Changes in Ownership and Control. 
6 This is Boston & Maine common stock which was paid for with the proceeds of the Railroad holding company’s preferred stock. 


{ Offered to stockholders at 150. 
SIssued, it is understood, to the St. 


Paul for advances for construction of branch lires, etc. 


® Part of the proceeds of this sale were used_to pay for all of the stock and bonds outstandirg of the St. Paul & Des Moines. 


10 Sold to stockholders. 


The Pennsylvaria Company owns the majority of the stock of the Cleveland & Pittsburgh. 


11 Sold to reimburse the Pennsylvania for additions and betterments made under the lease. 
12 Proceeds used: to reimburse the Boston & Maine for expenditures under the 99-year lease. 
15 The additional proceeds were used to reimburse the Boston & Maine for additions and betterments. 


16 Guaranteed principal and interest by the Pennsylvania Railroad. 


17JTssued to the Pennsylvania Railroad to pay for advances for improvements. 


18 Guaranteed by the Louisville & Nashville, the Nashville, Chattanooga & St. 


Railway, and the St. Louis Southwestern. 


Louis, the St. Louis, Iron Mountain & Southern, the Southern 


19 About half of these notes were issued in the name of the St. Louis, Iron Mountain & Southern, and the other half in the name of the Missouri 


Pacific. 


20 Guaranteed principal and interest jointly and severally by the St. Raleigh & Southport and the Aberdeen & Ashboro. 
21 The sale of this stock by the New Haven was to provide cash to pay for $5,500,000 Boston & Maine new common stock, authorized. 
Ne. Ee for additions and betterments made under the lease. 
2 These bonds were, it is understood, sold to the Union Pacific and then resold to bankers. 
2° There are $15,000,000 additional of these bonds in the Union Pacific’s treasury. 
27 This stock was issued to the Reading Company to reimburse it for the payment of $2,545,000 prior mortgage 4 per cent. bonds due and paid in 


24The proceeds of the sale are to reimburse the 


July and a $18,811,000 consolidated mortgage bonds due June 1, 1911 
Issue 
22The bonds were held by the Seaboard Company of 
first preferred stock. 


in connection with the reorganization of the property and taken by a banking syndicate. 
onnecticut and it is understood that the proceeds of their sale will be used to retire $6,360,600 


80 These are notes which were extended previously and on February 1 were extended pending the further settlement of Wabash and Wabash-Pitts- 


burgh Terminal affairs. The notes were due in 1908. 


31 Guaranteed jointly and severally by the Norfolk & Western and the Atlantic Coast Line. 


*The financing of the K. C. M. 








& O. has been done this year by a syndicate and the amount of securities placed has not been made. public. 


than they were the year before, partly, probably, because the DIVIDEND CHANGES IN 1911. 
stronger or larger companies had their needs more fully taken eiesieaail ree ei 
care of in 1910, so that the competition for money was not so Name of Company. in 1911. _ Rate. Month. in 1910. 
k Per Cent. Per Cent. Per Cent. 
een. : < \ Albany (Southern ss 0i0isi0 ceicievia'ee 3 3 November 6 
It must be carefully borne in mind that the table showing the Atlantic Coast Line, common..... 6% 7 January 0 
; rusts : Atlant ast Li “onn..... 
list of securities issued is made up from records that have been joston & Maine, common... yi “ zo | 
made public during the year, and it is quite possible that certain ap na earimcad & Pittsburgh, ‘ ‘ india 
companies have made private arrangements for loans or for Canadian fracific.-, Sree. 9% 10 January 8 
placing securities which have not been made public and which, aloe & A ike ‘i 6 — 4 
therefore, are not shown in our table. The table is not totaled Chicago & Alton, prior liens..... 2 0 June 6 
; “ : ‘ Chicago, Mil. & Puget Sound.... 52 sta March 7 
because this would be quite misleading. Even if the column Chicago, Terre Haute & South 
ive Mas : Eastern, income bonds........ 2 4 September Pe 
showing the amount of refunding covered were totaled and the Cinclanstl. New Orleans & Paclkc 9 6 a aker 5 
sum subtracted from the “amount sold” column, the difference Cleveland, Cincinnati, Chicago & 
baie a ‘ 3s St. Louis, COMMON 6 cos aicsceoe 0 oe March 4 
would not represent the additional railway capital secured this Delaware, Lackawanna & Western, 
oe : c COMM oo civicce can a wealt-< ona 554 20 November 20 
year, because, for instance, there may be a considerable part of = )SOVm@ ais ee es *E 0 pe 4 
these new securities which are in the nature of collateral trust Florida East Coast, income bonds. 4 4 September 3% 
bonds and which are issued against other railway securities. Goel Toma 3d Por sc dee a me eel - 
The Southern Pacific, the Missouri, Kansas & Texas and the Hocking Valley .............44- 5 6 November 4 
ais E ‘ ee Interborough Rapid Transit...... 11 11 September 9 
Chicago, Rock Island & Pacific sold whole issues of securities Kanawha & Michigan............ 6% a June 0 
ahs : : : ew York & Harlem:.......00. 14 14 September 13 
abroad—the Southern Pacific and the Missouri, Kansas & Texas yoy Cc gHRR. - 5 Siseh 6 
in I’rance, and the Rock Island in England. Of course, parts Norfolk & Western, common. 5% 6 November 5 
¢ : ae Norfolk Southern ......... ne 2 May see 
o! many of the other issues of securities were marketed -abroad, Northern Securities Co.......... 3 3 December 4 
ry : . Pittsburgh & Lake Erie......... 35 10 arch 107 
but, in the three cases mentioned, arrangements were made with 8 St. Lawrence & Adirondack. ... 4 4 iia 0 
foreign bankers by the railway companies and the securities Southern Railway, preferred stock 2 2 February 0 
mi x : ‘ VARIED Skids waas seed .0esias,0<,0 oe 4 May 5 
Were issued with a face value in French or English currency. Wabash, Debenture Bs.......... 3 2 June 4 


in 
it} 


cases where railway companies have been through the hands 





*This is the amount declared in 1911 regarless of when paid. 


Ol i 


eceivers and have been reorganized, the new securities issued 


in exchange for old securities and to raise new capital are not 
shown in the accompanying table. Their bonds and stocks are 
shown in the lists of receiverships and foreclosure sales in the 
‘cle on that subject elsewhere in this issue. 
"he changes in dividends shown in the small table are about 
what might have been expected, with the possible exception of 
the New York Central’s reduction of its annual rate from 6 per 
cat. to 5 per cent. Roads like the Baltimore & Ohio have con- 
te their regular dividend rate despite difficulties which, on 
the es appear comparable at least to the difficulties of the 
York Central. The New York Central’s relations, how- 
oe, with its bankers are such that it can to an unusual extent 


1The courts found in favor of the income bondholders who had been 
protesting against the non-payment of dividends on the third preferred 
and partial payments on the second preferred, and eventually in December 
the Illinois Central bought the minority outstanding income bonds held 
by the —- committees of the three series paying back dividends on 
these bonds. 

2 Of the 5 per cent. paid in 1911, 2 3/10 per cent. was from earnings in 
1910-1911 and 2 7/10 from 1909- 1910 earnings. 

3 Beside an increase in the annual rate, there was an extra dividend 
of 2% per cent. declared in November. 

435 per cent. extra stock dividend was paid in the stock of the Lacka- 
wanna Railroad. 

5 Declared in 1911 but paid from 1910 earnings. 

6 A rental equal to 10 per cent. on the stock is paid by the N. Y. C. & 
H. R. ard the remaining dividend is paid from the rental received for the 
street railway property of the company. 

7 There was also paid in 1910 a 40 per cent. extra dividend; as will be 
seen the extra dividend in 1911 was 25 per cent. 

8 All of the stock of this company is owned by the New York Central 
& Hudson River. 
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rely on its bankers to take care of its credit. It is possible, there- 
fore, to readjust the dividend rate to current net earnings, or 
rather current net corporate income, somewhat more closely 
than is the case with most other railway companies, where a re- 
duction in the dividend rate might make it unprofitable to sell 
new securities for capital purposes. We may, therefore, fairly 
say that the New York Central’s reduction of dividends was 
somewhat out of line with the showing made by the other roads. 

For instance, it is not surprising to find an increase in the 
Buffalo, Rochester & Pittsburgh and the Norfolk & Western, 
and we would expect the Chicago & Alton and the Denver & Rio 
Grande to discontinue dividends. The reduction in the C. C. C. 
& St. L. is in line with the New York Central & Hudson River’s 
reduction. . 

The resumption of a dividend on the preferred stock of the 
Southern Railway is an indication both of the prosperity of the 
South and of the results that are being shown from the expen- 
diture of the sale of general development 4 per cent. bonds of 
1909. The fact that the dividend rate has only been put on a 
2 per cent. basis as yet shows a conservative attitude on the 
part of the directors, justified by the fact that the Southern Rail- 
way still has some discount on securities sold remaining over 
from the sale of development 4’s in recent years to be charged 
off. 





THE TREND OF RAILWAY EARNINGS. 


BY FRANK HAIGH DIXON, 
Professor of Economics, Dartmouth College; Chief Statistician, Bureau of 
Railway Economics. 

In attempting to comply with the request of the Railway Age 
Gazette for a comparison of the trend of railway earnings and 
expenses in 1907, 1910 and 1911, the writer is hampered by lack 

‘of complete and comparable data. Monthly reports of the rail- 
ways to the Interstate Commerce Commission were not inaugu- 
rated until July, 1907, so that no current data is available for the 
first half of that year. But to rely altogether for this presenta- 
tion upon the summary of railway monthly reports as issued by 
the commission would give us data for only eight months of the 
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sion. In using the commission’s figures for 1907, it is necessary 
to keep in mind that they are upon a different basis. Including 
all mileage, instead of only those roads over 50 miles long, the 
per mile figure is necessarily lower than it would be if, as in the 
bureau figures, the small roads were excluded, for the small roads 
bring down the average per mile in both revenues and expenses. 
The commission’s per mile figures of both revenues and expenses 
run regularly from 4 to 5 per cent. lower than the figures of the 
bureau. Hence, an adjustment of the commission’s per mile 
figures, which would raise them on an average 4% per cent. 
above the amounts given in the table, would be necessary in 
order to make them comparable with the bureau figures. 

It will be of interest, in the first place, to present (Table I) 
total and per mile figures of revenues and expenses for the fiscal 
years 1907 to 1911, inclusive, with the percentage of increase or 
decrease in the per mile figure for each year. It should be 
noted that the 1907 figures are not wholly comparable with those 
of the later years. They are taken from the annual statistical 
volume of the commission and cover a period just preceding the 
inauguration of the new accounting system. The figures of the 
succeeding years are drawn from the summaries of the monthly 
reports, except that the 1911 figures are a compilation of the 
unadjusted monthly totals. 

The earnings of the year 1907, up to that time the greatest 
in our history, were exceeded in 1910, when the per mile figure 
of operating revenues reached $11,660, an increase of 11.4 per 
cent. over the previous year. The fiscal year 1911 shows a 
slight falling off from this figure, amounting to 0.21 per cent. 
The recovery after the panic of 1907 was more rapid in net 
earnings than in gross, due to rapid diminution in operating 
expenses, so that, whereas the year 1909 shows a decrease per 
mile in operating revenues as compared with 1908, net earnings 
show an increase of 10.12 per cent. Another increase in net 
earnings per mile followed in 1910, of nearly 11 per cent., but 
the year 1911 shows a decline of over 7 per cent. from the pre- 
ceding year. The explanation is found in the operating expense 
column, where, in face of a decline in operating revenues, the 
expenses increased over 3 per cent. This situation will be 
made clearer in the succeeding table. As is generally known, 








TasLe I.—ReEvENUES AND Expenses, ToTaAL AND Per Mire, Att Roaps; Fiscat Years 1907-1911. 


Operating Revenues. 
ah 





~ — 
Per cent. 
increase or 

decrease from 

previous year. 


Per 
Mile. 
$11,383 
10,613 
10,466 
11,660 
11,635 


Total. 
(000 omitted.) 
$2,589,106 
2,421,542 
2,444,695 
2,787,266 
2,810,735 


Total. 
(000 omitted.) 


Operating Expenses. Net Operating Revenue. 
ae ¢ = = 








iia cr 


~ 
Per cent. 
increase or 

decrease from 

previous year. 


—~ 
Per cent. 
increase or 
decrease from Total. 
previous year. (000 omitted.) 
$840,590 
734,397 
828,123 
940,076 
881,993 


Per 
Mile. 
$3,696 
3,219 
3,545 
3,933 
3,651 


Per 

Mile. 

$1,748,516 
1,687,145 
1,616,572 
1,847,190 
1,928,742 


—12.90 
+ 10.12 
+ 10.94 
—7.17 


—3.81 
—6.39 
+11.64 
+3.32 








present year, the report for September not yet having appeared. 
It has seemed best, therefore, to rely in the main upon the ma- 
terial separately compiled by the Bureau of Railway Economics, 


which covers the year 1910 and the first ten months of 1911. The 
bureau figures include only roads over 50 miles long, that is, 
about 90 per cent. of the total mileage, but they cover all figures 
that have any significance from the point of view of this discus- 


the principal explanation is to be found in the increased cost of 
labor. But in addition it should be noted as a fundamental 
principle, which is graphically illustrated in the chart below, 
that expenses are relatively more stable than earnings. Due 
to the conditions under which railways operate, increases in 
gross earnings are not usually followed by parallel increases in 
expenses, and the increase contributes more than its normal 








TasLe I].—MontTHLy REVENUES AND EXPENSES PER MILE oF LINES, 1907, ALL Roaps; 1910 anp 1911, Roaps Over 50 Mixes Lone. 


Operating Revenues per Mile. 
AC 


Operating Expenses per Mile. 
eate"G 


Net Operating Revenue per Mile. Operating Ratio. 
A eet 








— 





iia eg 





1911 

Per cent. 
increase 
or decrease 
Amount. from 1910. 
$927 +0.4 bese $672 
851 —3.2 sinlnte 631 
969 eS 693 
929 
975 
975 
988 
1,079 
1,082 
1,130 


[7 


1910. 1907. 


$923 
880 
1,033 
977 
1,020 
1,016 
1,010 
1,101 
1,097 
1,138 
1,057 


Month. 


January 
February 


$694 
636 
672 
654 


July 
August 
September 
October 
November 
December 


aeeeee 


‘foc 
> NROLOA OW 


1910. Amount. from 1910. 


ee ir ~~. a 
——-—1911—-—--, 
Per cent. 
increase 
or decrease 
1910. Amount. from 1910. 
$251 $233 — 7.0 
249 215 : 
339 296 
289 275 
312 297 
330 307 
323 318 
388 381 
392 391 
403 407 
357 ae 
309 


Per cent. 
increase 
or decrease 


1907. 1907. 


+3.2 


+ 
o 
eo 
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proportion to net earnings. Similarly, as all railway managers 
have reason to know, a drop in gross earnings cannot be com- 
pensated for, at least immediately, in a corresponding reduction 
of expenses, and net suffers out of proportion to the decline in 
gross. 

Table II, showing operating revenues, expenses and net 
revenue for roads over 50 miles long for 1910 and 1911 by 
months, is taken from the monthly reports of the Bureau of Rail- 


Jan. Feb. Mar. Apr. May Sune 


ber, 1911, operating revenues were consistently less per mile 
than in 1910, although the difference has been growing less 
since June. The October per mile figure is only 0.7 per cent. 
less than that for 1910. A similar decrease has been taking 
place in operating expenses per mile since March, varying from 
4.9 per cent. in April to 1.6 per cent. in October. This vigorous 
policy on the part of roads, designed to overcome the. decline in 
gross earnings and the increase in wage cost, has displayed itself 


July Aug. ep. Oc#, Nov. Dec. 
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Monthly Revenues and Expenses Per Mile of Line. 
All roads in 1907; roads over 50 miles long in 1910 and 1911. 


way Economics. The 1907 figures, as already noted, are from 
the commission’s reports. 

In the spring of 1910 most of the wage increases went into 
effect. From June until December, 1910, net revenue per mile 
for each month was less than for 1909, although in only one of 
these months, November, were the operating revenues less than 
in the preceding year. Net was directly affected by the increase 
in expenses. As is shown by the table, from February to Octo- 


to a considerable extent in the reduction of maintenance costs. 
Unfortunately, it is a policy which can have only a temporary 
efficacy and must be paid for in enlarged appropriations later. 
This policy of reducing operating expenses is also revealed in 
the figures of operating ratio which exhibit a general decline 
throughout the year in the relation of operating expenses to 
operating revenues. The effect of the policy is seen in the net 
earnings column, in which there has been an almost continuous 
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improvement since February. As a result, there is an actual 
increase of 1 per cent. in net earnings per mile for October as 
compared with 1910, notwithstanding a decrease of 0.7 per 
cent. in operating revenues. 

Finally, it will be of interest to follow the bureau’s division 
of railways into groups corresponding roughly to the three great 


classification territories. Table III shows, as might be expected 
from the diverse character of the traffic regions, a marked varia- 
tion in the financial condition of the railways of the different 
sections. In the East, while operating revenues have been 
slightly less for 1911 than for 1910, operating expenses have been 
so reduced that since March net earnings per mile have been in 
excess of those for the corresponding months of 1910. In the 
South, operating revenues have maintained themselves, and, in 
all the months except two, have been in excess of those for 
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MILEAGE OF RAILWAYS BLOCK SIGNALED. 





The length of railways worked by the block system in the 
United States is now something over 73,000 miles, as shown in 
the accompanying table. This is an increase over the aggregate 
shown one year ago of probably less than 2,000 miles; but the 
increase in automatic signals is more than this amount; in other 
words, the progress that has been made during the past year has 
been largely in the improvement of existing lines by the’ substi- 
tution of automatic signals for the manual block system. 

The condensed comparison of the present figures with those of 
one year ago, as compiled by the Interstate Commerce Commis- 
sion and shown in the Railway Age Gazette of April 21, 1911, 
is as follows: 

January 1, January 1, 
1911. 1912, 




















1910. Operating expenses have also been larger, but not enough Automatic signals, miles of road......... 17,711 19,995 
larger to prevent a good showing in net. In seven months out MBNOR ccc ot saute cas aikab nee sbwe <chwab 53,558 53,071 
of ten, net operating revenue per mile shows an increase over Total . ++. sseseecerrerserseseeeeeces 71,269 73,066 
é rs Deduct for mileage having both manual 
1910, the excess in September reaching 10.6 per cent. The West- Rad Gnubomalac: % aos .c cua sees sasnuiens ee 25 
ern group presents no such favorable showing. Operating reve- 71,269 73,041 
Taste III. Monrury REVENUES AND Expenses Per Mite oF Line 1n 1911; Roaps Over 50 Mires Lone, By Groups. 
—_—_————FEastern Group— -Southern Group’ Western Group—-——- 
— eR 
Oper. Rev. Oper. Exp. Net Op. Rev. Oper. Rev. Oper. Exp. Net Op. Rev. - Oper. Rev. Oper. Exp. Net Op. Rev. 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 
ine. inc. inc. inc. inc. inc. inc. inc. inc. 
Month Am’t ordec. Am’t ordec. Am’t ordec. Am’t ordec. Am’t ordec. Am’t ordec. Am’t ordec. Am’t ordec. Am’t or dec. 
of per from per from per from per from per from per from per from sper from per from 
1911. mile. 1910. mile. 1910. mile. 1910. mile 1910 mile 1910. mile. 1910. mile 1910 mile 1910. mile. 1910. 
January ...$1,463 +0.4 $1,127 46.6 $336 —16.1 $775 +7.4 $535 +9.9 $240 +422 $672 —1.0 $500 —21 $172 +21 
February .. 1,332 —3.3 1,035 428 297 —198 739 +460 (505 +8. 233 +16 623 —S.S 459 —2.9 165 —12.0 
March 1,547 —S.7 1,107 —1.2 440 —15.4 815 403 539 +443 276 —68 704 -—83 480 —68 224 —11.4 
April ...... 1515 —O1 1,056 —17 459 437 731 —25- S13 418 218 —i14 671 —102 479 —99 193 —11.0 
May ...:.. 1,598 —O.1 1,109 —1.1 488 +21 730 —48 516 —34 214 —81 712 —7.9 493 -—69 218 —10.0 
June 1,598 —0.6 1,101 —21 498 429 693 408 493 +10 200 +404 720 —85 485 -—35 235 —17.2 
July 1,603 +1.3 1,089 —1.3 514 47.3 708 +30 496 41.1 212 47.8 724 —7.3 486 —4.6 239 —12.3 
August ..... 1761 —O1 1,135 —26 627 +48 754 +43 SIS +38 239 +52 7955 —S9 $07 -—3.2 288 —10.2 
September .. 1,739 —0.2 1,143 —1.4 596 +2.2 785 +6.7 518 +4.8 267 +10.6 819 —4.7 500 —4.6 320 —4.8 
—0.4 1,169 —1.5 569 +2.0 842 +5.7 551 +7.1 291 +3.1 876 —2.7 524 —4.2 352 —0.3 


October .... 1,738 








nues show decreases per mile in every one of the ten months, 
and the declines in operating expenses have not yet succeeded in 
offsetting this unfavorable situation. However, by vigorous 
pruning of their expenses, the roads are steadily improving their 
condition, the percentage of decrease per mile having fallen con- 
tinuously from 17.2 per cent. in June to 0.3 per cent. in October. 

The accompanying diagram shows graphically the per mile 
figures of operating revenues, expenses, and net for the last six 
months of 1907 for all roads, and for the twelve months of 1910 
and the ten months of 1911 for roads over 50 miles long. The 
discrepancy already noted between the 1907 figures and those of 
the other two years should be recalled in the examination of 
this diagram. 

The question which will naturally be asked is: “What of the 
future?” It would appear from the tables that the situation has 
improved considerably as compared with the early months of the 
year, but it is yet far from satisfactory. As to the future, in 
the face of the conflicting opinions of the business community 
which appear in such numbers after every change in the Wall 
Street barometer, it would be presumptuous for a mere sta- 
tistician to venture a prediction. Suffice it to say that improve- 
ments in railway earnings do not usually come suddenly or with- 
out certain well-recognized harbingers of bettered conditions. 
Such harbingers have not yet appeared in clear outline upon the 
horizon. 





The proposed railway extension in Penang, Straits Settlements, 
from Bukit Mertajam will run northward through the province 
of Wellesley to Sungei Patani; thence across the Mirbok river 
between Sans Souci and Mirbok, to Guruk, on to the southern 
end of Wan Mat canal; thence probably parallel to the canal into 
Alor Star, and so direct to Perlis. Owing to engineering difficul- 
ties, it is considered inadvisable to take the line to Kulim. A 
new town will be laid out on modern lines at Sungei Patani, near 
the site of the existing village. 





The mileage of the following roads, as given in the table, is 
copied from the statement issued by the commission a year 
ago, the replies to our request for revised figures having failed 
to reach us at the time of going to press: Ann Arbor; Balti- 
more & Ohio; Chesapeake & Ohio; Cleveland, Akron & Cincin- 
nati; Chicago & Alton; Chicago Great Western; Chicago, Indiana 
& Southern; Chicago, Peoria & St. Louis; Chicago, Rock Island 
& Pacific; Elgin, Joliet & Eastern; Kansas City, Clinton & 
Springfield; Kentucky & Indiana Bridge; Kentwood & Eastern; 
Louisville & Nashville; Michigan Central; Missouri Pacific; 
New York Central Lines (Cleveland, Cincinnati, Chicago & St. 
Louis; Lake Erie & Western; Lake Shore & Michigan South- 
ern); San Francisco, O. & S. J.; Seaboard Air Line; Toledo, 
St. Louis & Western; Union. 


As has been explained in the tables published in previous 
years, the manual block signaling reported by American railways 
in many cases represents facilities which provide for the constant 
use of the space interval for the protection of passenger trains, 
both in front and in rear, but do not afford such complete pro- 
tection for freight trains; and on single track lines the protection 
for trains of both classes, as regards opposing movements, is in 
part dependent for its security on the rules of the time-table 
and the supervision of the train despatcher who makes meeting 
points. 

The column in the table showing miles of road operated, ex- 
cludes sections of road used only for freight trains, and in some 
cases excludes also those passenger lines on which there is usu- 
ally but one engine in service at any one time. In a few cases 
it will be seen that the total mileage of road block signaled is 
greater than the total length of passenger lines operated, the 
block system being provided on those lines used exclusively for 
freight. 

The increases shown in the last column of the table are found 
by comparison, not with our table published last December, but 
with the government table above referred to. 
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LENGTH OF RAILWAYS WORKED BY THE BLOCK SYSTEM JANUARY 1, 1912. 
(See Notes in Accompanying Text.) 


Name of Railway. 
RE RE chica iwaneta sa deeccceeune weed ccveoane 
Atchison, Topeka & Santa Fe System............. 
Atlantic Coast Line 
PT Ge HOI © 6 6 956: 6. 0.6.0 .0:5 85056 060080648 eid Vieie ares enw 
Baltimore & Ohio (including B. & O. S. is ‘ 
Baltimore & Ohio Chicago Terminal......cccccsccccsccce 
MAGA 1h OBES ORD EQUINE 6 6:5 6-5:0.050.0-0's 0 6-00.50. eso 0 eecaee eee 
TCE We ee By 6.06 6.80:6i0 00 ch dissec ceenes Se ee 
NI NI oo ooo aa oo ooo 0 orale cd aS Wnld cs ade asus amare 
ee ae ee ne 
HAIG, MOCwCster Ge Pitta Ours es. oc vic ss 050 s0 ets ccccecacs 
PUGIE,, POOR Oe PN soak ck os asco cewdssdoeeseuacecenes 
Central New England 
Central of Georgia 
Ce OE TE BTN ok ao 656 61056. Saree bdecd:ek 00-05 60 te vieeeewe 
CN OE) SEI, fia wice ews de abn eck nldicainlewe Auieewpe ace 
CARINE, TOMO 5a boo dao 0'ei0.0'0i0 wee Pease isare Sales 
Chia @ Canter SINAGIE. 6s 5:60 csc ciedesececcecees Si suecaiy ecacare 
Chicago & North Western........... ea aasees reer eee 
Chicago & Western Sine a i et tag a celal 
Chicago, Burlington & Quincy............... ara ee eaten dier sare ; 
Chicago Great WERIETD 3... .cccscccsccess Laces ss nails aes oeare 
Chicago, Indianapolis & +> eed ea te eis aa eeteua wae Re 
Chicago, Milwaukee & St. 
Chicago, Milwaukee & ah a rae Piatiatade-namae 
Chicago, Peoria & St. Louis Ry. of Illinois..... ERineueetee were 
Chicago, Rock Teland @ Pacihic. ....660scccvccsess MAT Geer cme 
Chicago, Rock Island & Gulf..cscccccccccsees Sais a @ Gralaate 
Chicago, St. Paul, Minneapolis & Omaha. 266 scsccccsccccsce 
Cincinnati, Hamilton SM Davee... icccse ge ceas Se er eT 
SO INNER 5-6 0's oo 4.516 50100 64 gid.nre 4 :410 81915 ON Se weieeres 
Ge Se ee ee eer rr Pee ee EL ree 
Cumberland & Pennsylvania 
Cumberland Valley 
Delaware & Hudson 
Delaware, Lackawanna & Western............. 
I Desnaa A PI UNE MINES gaca'a' a v's: clad ais de Dela alae oswiewis cise as eds 
DEAN ae REEL, «5 fo. 00 oso: do UW ei c'e ARS o So ee des O65 os 6ewe'es 
Git, MIOINOL Gt MUTA 6/50 00.015 0c ds sein 44 vis 96 o:s'e's 0 cierdeies 
Erie System 
Evansville & Terre Haute (included in Chi. 
Grand Trunk 
Great Northern 
PROTEIN, (iain ena a cuice ainsis ioe tiview cea ane ecsencseecs 
Ee ee II So 6) 6 ow 06k S015 4% Wb 0 010s l9'w's/9 59% Wie 50 wd 60/05 
Or eee Cee Ceres 
ORG ee DUNBSIUSINDE ViBUOY 5 i14'6. 655. aisles 00 650s 0 eis a eine sie 
Illinois Traction 
Iowa Central 
Kanawha & Michigans sos: +0060 660600 avateleetetne's eaters sister 
Kansas City, Clinton & Springfield. Bare etree lecatagre aise scare tela crew oese 
Kentucky & Indiana Bridge & R. R. Co......cccecccccccccce 
TKCHEW ONE Ge SUSBROENS 565 04 5 o.n'es-0 60'60.64 sic 000s Stéia Sicraie-« miercaies 
Lackawanna & Wyoming Valley 
Lehigh & New England (less hen "one RYU) aie isles's ei oie:0ealacare ‘ 
Lehigh Valley 
DA PURITY icra rsa 010 06.9 e006 400% 
Louisville & Nashville............. 
Maine Central 
Minneapolis, St. Paul & Sault Ste. Marie.............eeeeee 
Missouri, Weaneas G TOKGS e600 sci wssicscecsieces eae Nore os aes 
Missouri Pacific (including Iron Mtn.) Baa aa eit SER re 
Mobile & Ohio 
Monongahela (less than one mile) . een RSC NOC ee 
Munising, Marquette & Southeastern.........eeeeeeeees iene 
Nashville, Chattanoogn & St. Lowi sic cc sccccect cc cececees ‘ 
Newburgh & South Shore..... paebiewik/ee'slerca ee Pietee a ewewes 
New York & Long Branch. ...< occ cccccc ce Sieleme et arsiers pen sient 
New York Central Lines— 
Boston & AlGAGV . 0 0c.0ccc cede cvedciovcdees Pelsiiaew ee Neu ea 
Chicago, Indiana & Southern. ..6..ccsccdcsc gcc ccseccese 
Cleveland, Cin., Chicago & St. Louis (including P. & E.) 
Se SE i antncnacchenkaxdeucenunedes 
Lake Shore & Michigan Southern (including subsidiaries) . 
Michigan Central 
New York Central & Hudson River............. 
Pittsburgh & Lake Erie.......... eae oe 
New York, New Haven & Hartford....... 
New York, Ontario . ene Rated dares 
Norfolk & Western... ER LOE Oe Orr er 
Northern Pacific 
GPE PRMERE PREG 5.5 a'o.0's% 5:0 04.4.0:0)00/.0i6,0<50 
Pennsylvania (all east of Pittsburgh and Erie) .. Palseiiaviscan es 
Cleveland, Akron & Cincinnati...... Ane RA 
Grand Rapids a EO RS eerie Glare Piavorars 
Pittsburgh, Cincinnati, Chicago & St. Louis.. 
Pennsylvania Lines, N. W. System.......... Riese oaiw ie Gain 
Vandalia - 
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Pere Fs LCN Vea cate seuss edad Co ae Se uneerere ar 
BOA OIE te EP OARN IAIN 5 ak Save os 974 aioisiecn slo eiaisloce Noises se e010 scare 
Quincy, Omaha & Kansas City and ‘Towa & St. Louis........ 
Queen & Crescent Route— 
SE NDE a A REEL RINNE ROMAN ag 75 Gas pss vorey sina iW: 00S Le we 601-0! 8 6/8 
Cincinnati, New Orleans & Texas Pacific. BRRG Rea eewntas 
New Orleans & Northeastern...... Watstdarehe sietalaa aver ea/are ls 
Richmond, Fredericksburg & Potomac........seeceececeeeees 
Rochester, Syracuse & Eastern (Electric) . Eheacstere.049. 6 E kagtevstnte 
St. Joseph & Grand Island (less than one mile) 
ti GOWN MA EPR OIER Oia in alone ode a sei nieieie cs siewes’e 
Beaumont, Sour Lake & aa ae a 
New Orleans, Ee IOs oe os ne wa Geesiceaevees 
Orange & Northwestern PR eee Oe a ae ae 
St. Louis Merchants’ Bridge Terminal............00eeeeeeee8 
St. Louis Southwestern (less than one mile) .........eceeeees 
San Francisco, Oakland & San Jose Consolidated............ 
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LENGTH OF RAILWAYS WORKED BY THE BLOCK SYSTEM JANUARY 1, 1912—(Continued). 


Miles of road 
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Automatic Non-automatic Percentage 
r—— block signals——_, r——lock signals——_, Total operated 
: wo or ' Two or Total, passenger under 
: ; Single more Single more b lines block Increase, 
Name of Railway. track. tracks. Total. track. tracks. Total. kinds. operated. system. miles. 

San Pedro, Los Angeles & Salt Lake...........cccccccceces 1 - 1 bee owe siete 1 904 
PORE i CaM acuceseshrasvceraseetens keh sasp ons ses ae es =r 213 ee 213 213 2,783 
Southern ............ Pehes PANES S SES SEES SoS es bE esEhe SES ESS 3 3 1,562 273 1,835 1,838 6,965 26 
Southern Illinois & Missouri Bridge............cceceecceees 5 5 cae — stave 5 5 100 
Southern Pacific, Atlantic System— 

Galveston, Harrisburg & San Antonio.................0- 279 .* 279 ae 279 1,270 22 

iD N.C ek vot Cache asben sab so raed eee ae c 104 arr 104 nae 104 140 74 

Sn 6 Rn EE EMOOR ccs bs wnecaoueseswkodes 95 sae 95 hae 95 293 32 

Oe Ns Ss ee ks ota c wis 110 os 110 bse 110 438 25 
emer Berea. Rms SPSIBER. . oo. cc cscs escovsnsee cece 2,266 175 2,441 87 11 98 2,525 6,498 39 
er) Or SO i en oc cb seeksbhebababeeeeacees ay 12 12 2 9 11 23 23 100 
Sg TS GO Oe Sa ee eae = 10 10 ie ae 10 422 re 
Syracuse, Lake Shore & Northern (Electric).................. 17 6 23 oe 23 38 60 
Terminal Railroad Association of St. Louis.................. 6 6 bins 1 1 7 13 53 
Toledo, Peoria & Western (less than one mile).............. AOR ae en ove 
ee eg eee ee ae ry ae ree ee ee wes 188 188 188 451 41 
On a Eo. Cl ches leas hEEMISS Sok E SESS ESSE SOS SS 25 25 ake ae 25 128 20 
i rR or ok ee Cea ba bik bc kws ln Cae REN S wible oom x ate 1 1 1 1 2 f 
(PPPOE... tastinc tutes karen cksh bee SeG Neh h daamee 778 686 1,464 11 11 1,464 3,506 42 

Oregon-Washington Railroad & Navigation Co........... 425 14 439 1 1 440 1,725 25 

SD RPIERON PMOTS DANE oon sb aise sncd vcs e ce srcnssseess ences 541 36 577 os ee 577 1,762 33 
VR... csseues cr st ouh seab chek ak aba d coe see est ss bee eee a sks 18 18 18 461 4 
EE Acs gir idee cunbies cc elea te chee ah ahaa khan daNevenees 7 7 = (1,727 94 1,821 1,828 1,955 93 
rn eis SON a. \asibwsb sae nkie be ae wewne - 4 ee a 4 60 7 
Se ENON 3 obs Ssnk senses sess eks 56% awe Gens 6 6 - 27 27 33 33 100 
ee ee ee ee ee ee ee eee bs 2 2 2 2 100 
Washington Water Power Co. (Electric).................000. 29 29 29 29 100 
PUREED SCL ieee esas cen enhos i skeeabichisoebaeenewe 11 11 11 922 side 
ee Ee ree et es PTT Te eee PET ee ee err 9,465 10,530 19,995 








The total automatic block signal mileage of the country is un- 
doubtedly larger than that here shown, as some of the roads from 
which revised statistics have not been received are known to have 
installed new signals during the past year. 

Following are notes explanatory of some of the items in the 
table and giving such information as we have received concerning 
new work to be done during the coming year. Also, a number of 
items concerning new work proposed have been published in the 
news columns of our last two issues. 

Boston & Maine.—This road plans to install automatic block 
signals during the coming year on 192 miles of line, mostly 
single track, namely: North Cambridge, Mass., to Northampton, 
100 miles; Prescott to Rochester, N. H., 77 miles; Claremont 
Junction to Windsor, Vt., 15 miles. At Worcester two mechanical 
interlockings are to be built; one at Milbrook street, 68 levers, 
-and one at Barbers, 60 levers. 

Central New England—This company is installing 16.5 miles 
.of automatic signals on double-track, which will go into service 
probably January 15. 

Chicago, Indianapolis & Louisville—The increase in the ag- 
gregate mileage of road block signaled is only 10 per cent., but 
it will be observed that no less than 162 miles formerly worked 
by the manual system is now equipped with automatic signals. 

Cumberland Valley—This company during the past year has 
increased its block signal mileage 39 miles, as shown in the 
table published in this issue. Within the next two months ten 
miles more of the line, double track, will be equipped with 
automatic signals. 

Erie—The mileage of road block signaled includes 42.5 double- 
track, automatic, used only for freight trains. 

Illinois Central.—This company is planning to equip 147 miles 
of its line with automatic block signals during the coming year. 

Lehigh Valley—The mileage of road block signaled includes 
40 miles used only for freight trains. 

Maine Central.—This company plans to install automatic block 
signals during the coming year on 36 miles of line. 

New York, Ontario & Western.—This company plans to equip 
with automatic block signals 16 miles of its Scranton division. 

Norfolk & Western—The increase in the aggregate mileage 
of road block signaled is 20 miles, but the mileage of road 
equipped with automatic signals has increased 106 miles. 

Northern Pacific—One hundred and eighty miles of double- 
track, formerly. worked by the manual block system, has been 
equipped during the past year with automatic block signals. 

Pennsylvania—The plans for new automatic block signals to 
be put up during the coming year, cover 111 miles of road as 


8,423 53,071 73,041 


follows: From Summerhill to Latrobe, Pittsburgh division, 15 
miles electro-pneumatic and 33 miles electric-motor; on the 
Philadelphia, Baltimore & Washington from Wilmington to 
Oakington, 36 miles, and Baltimore to Washington, 37 miles, all 
electric motor signals. In all of these installations the track 
circuits will be alternating currents. 

Pennsylvania Lines West of Pittsburgh—Automatic block 
signals are under construction, to be completed in 1912, on eleven 
miles of line. 

Philadelphia & Reading.—The mileage of road signaled in- 
cludes 15 miles, automatic, used only for freight trains. 

Rochester, Syracuse & Eastern.—On 16 miles of line, double- 
track, there are automatic signals for one track only. 

Southern Pacific, Pacific System—The total length of road 
block signaled is 14 miles less than is indicated by the detailed 
items, a iength of 11 miles, double-track, being worked in one 
direction by automatic signals and in the other by non-automatic ; 
and 4 miles single track being equipped with automatic signals, 
but also controlled by the manual system. 

Union Pacific—Eleven miles worked by both automatic and 
non-automatic. Automatic block signals are under construction, 
to be completed in 1912, on 17 miles of line, St. Vrains to La 
Salle. This is on the Denver Northern main line. 





FOREIGN RAILWAY NOTES. 

The works of the Pan-American Railway have béen inspected 
between Durazno, in central Uruguay, and Trinidad. Clearing 
of the right of way and grading between these points have been 
commenced, and 10 miles of grading have already been finished. 
Work has been begun on a car barn at Durazno, and material 
is now on hand at Trinidad for the erection of a station and 
warehouse at that place. Between 600 and 700 men are em- 
ployed in the works. 


The Pacific Railway of Colombia is intended to connect the 
port of Buenaventura, on the Pacific coast, with the fertile vai- 
ley of the Cauca, and ultimately with Bogota. At present the 
line has been completed for a distance of 60 miles from the coast. 
For each mile of line constructed the company is entitled to a 
subsidy of about $60,000 per mile from the Colombian govern- 
ment, which is liquidated by the payment to the company of 50 
per cent. of the customs receipts of the ports of Buenaventura 
and Tumaco. The payments have been punctually made, but have 
not been equal to the full amount of the subsidy, so deferred 
customs bonds have been given to the company for the balance. 
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STEEL COACHES; BALTIMORE & OHIO. 





The Baltimore & Ohio recently received 30 coaches from the 
American Car & Foundry Company, 20 smoking cars and 15 
postal cars from the Pullman Company, and 10 baggage cars 
from the Barney & Smith Car Company. All of these are built 
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Half Cross Section Through Steel Passenger Car; Baltimore 
& Ohio. 


following description relates to the 70-ft. coaches, which have a 
seating capacity for 80 passengers. The construction of both the 
superstructure and the underframe represents the type of design 
which has been used by the Amefican Car & Foundry Company 
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for a large amount of equipment. The illustration of the cross 
section of the car shows in detail the principal features of this 
design. The center sills are 2 ft. 536 in. deep at the center and 
are built up of a % in. steel web with a 4 in. x 6 in. x ¥% in 
angle at the top, one 3 in. x 4 in. and one 3 in. x 5 in. angle at 
the bottom, and the top cover plate % in. x 2 ft. 6 in. The side 
construction has a % in. steel plate extending from the window 
sill to the bottom of the side sill, with a 4 in. x 7/16 in. drop- 
per bar at the top, and a 4 in. x 6 in. x Y% in. angle at the bottom. 

The steel side construction is shown in the vertical section as 
well as in the horizontal sectional views. The wood inside finish 
extends between the bulkheads; from these to the ends of the 
car the construction is steel. The upper and lower decks are 
lined entirely with fireproof Agasote, and the same material is 
used in the space under the windows behind the heater pipes, 
wood being used only in the panels between and above the win- 
dows and for the moldings. The floor is covered with Flexolith, 
making it dust and fireproof. The reason for making the ends 
of the coaches beyond the bulkheads of steel interior finish was to 
protect the passengers against any splinters of woodwork should 








Interior of Steel Passenger Coach. 


there be an accident of sufficient severity to distort the end of the 
car; in such a case the steel would bend and form a cushion 
for these shocks and thus protect the interior passenger com- 
partment from damage. Furthermore, the metal used in the in- 
terior of the toilet rooms furnishes a more substantial and satis- 
factory finish from a sanitary standpoint. In the vestibule win- 
dows and end doors fire retarding wire glass is'used. This will 
not shatter or fly about in case of accidents. 

The outside walls of the car are insulated on the inside all 
around, including the inner side of the roof, with three-ply sala- 
mander hair felt insulation, and the inside finish of Agasote, 
wood and Flexolith provides a second insulation, which should 
help to make the car comfortable in both winter and summer. 
In planning these cars the platform has been made more roomy 
by increasing the length to 3 ft. This will facilitate the discharge 
of passengers. The cars are lighted both by electricity with the 
head end system and by Pintsch mantle lamps. Considerable 
study has been given to the lighting of the Baltimore & Ohio 
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cars, and the arrangement which had been developed for the 
cld coaches was used for the new cars. The center lamp contains 
four electric bulbs and one mantle gas lamp, all enclosed within 
a satin vowl. This arrangement prevents the lamps which are un- 
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weather. The Gold system of steam heating.is used. The 70-ft. 
coaches are equipped with 6-wheel trucks, having 36-in. solid 
steel wheels, axles with 5 in. x 9 in. journals and cast steel 
frames. The 60-ft. steel coaches have 4-wheel trucks. 
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lighted from showing, and also prevents either set of lamps from 
casting a shadow when the other is lighted. The cars are 
equipped with Hale & Kilburn seats covered with green plush 
and are supplied with electric fans at each end for use in warm 
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A bill recently introduced into the congress of Ecuador pro- 
vides for the reorganization of the board in charge of the con- 
struction and administration of the railway from Ambata, Ecuador 
struction and administration of the railway from Ambata, Ecuador, 











Seventy-Foot Steel Passenger Coach; Baltimore & Ohio. 
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DECEMBER 29, 1911. 


NOTES ON PILE PROTECTION. 





In a paper read before the Boston Society of Civil Engineers, 
which is printed in the Journal of the Association of En- 
gineering Societies, T. Howard Barnes described some wharf 
construction for the Guatemala Railway Company in Puerto 
Barrios, Guatemala, in which it became necessary to deal 
with some creosoted southern United States piles which 
had been in place for about seventeen years. These piles 
were nearly all of them in fair condition, excepting at and 
near the water line, but at this belt for, say, 5 ft. in width, most 
of them were badly eaten, many having cavities extending com- 
pletely through them, resulting from the combined activity of 
the teredo and the limnoria. The expense of replacing these 
piles with new ones would approximate $50 each. The incentive 
for saving them by placing some reinforcement was so great 
that the writer gave much time to its consideration. 

The first idea was to place such reinforcement by using a 
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Reinforcement of Old Creosoted Piles. 


chamber clam-shell like, each half of which should have a semi- 
circular opening in the parting line of the bottom for embracing 
the pile when clamped about it, and which would admit a work- 
man after unwatering the chamber, the annual space about the 
pile being first calked. A test chamber was made, but trials in 
controlling it against the effect of even a wind-chopped sea of 
moderate force proved the futility of rapid and economical 
manipulation, and the idea of working in the dry was abandoned 
Had the apparatus proved successful it was proposed to place 
a reinforcement of nails, poultry netting and cement mortar, 
similar to that hereinafter described for protecting some of the 
piles which were placed in the new construction. 

Accordingly, forms were prepared for placing in the wet about 
the old piles a reinforced cement-mortar envelope which should 
have a width of about 8 ft. and a minimum thickness of 2 ia. 
These forms were made of No. 26 gage galvanized iron shaped 
into cylindrical shape with a slight taper and 10 ft. in length. 
A 2-in. x 3-in. strip of pine having a length of 8 in. greater 
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than the form was attached on each side of the parting line, 
which was up and down. The metal was folded about the strip 
1 in, on to the 3-in. side, leaving 2 in. for attaching an oakum 
strand, which was needed to prevent egress of mortar. Two 
2-in. x 4-in. stiffeners of same length as the facing strips were 
fastened to the form at one-third points as shown in the cut. 
A collar of 2-in. stock made from narrow blocks was provided 
at the foot to serve as a gage for regulating the thickness of the 
mortar, as well as. serving to calk against in closing the foot 
against the escape of the mortar. 

The mortar envelope was reinforced by a wrapping of poultry 
fencing of No. 16 gage with 1%-in. mesh. The procedure was, 
first to scrape off the mussel growth on the pile to be treated. 
This growth forms a complete mat, but is detached quite readily. 
The poultry fencing was then put in place. This was mace up 
into a roll, 8 ft. long, with sufficient fullness to lap on to itselx 
several inches when placed about the pile. The form, nearly 
buoyant with the stiffeners, was then floated into place, first hav- 
ing been provided with a wreath of fluffy oakum affixed to the 
collar. The facing strips were closed tightly with carriage 
clamps hung from them by cords of such length that when the 
clamps were squared into horizontal position they were in the 
proper place for screwing up by the divers. The divers wete 
naked, and their further duties were to close the bottom of the 
form effectually against the egress of the mortar, watching care- 
fully that none escaped at the time of the filling. Steel bars 8 
ft. long of %-in. stock were hung, one in each of the three sec- 
tions of the form. They had a shepherd’s crook for support on 
the top edge of the form, and were used for slushing the mortar 
into compact state as it fills. 

The mortar was made, one part cement to about two parts 
sand, the latter being silica and selected as coarse as possible, 
say 0.18 mm. effective size. It was assured that there was a 
little overfill of cement. The operation of filling was carried on 
rapidly, the effect of the slushing rods being supplemented by 
tapping with clubs on the stiffness, resulting in securing a sound 
mass excepting in the lower zone of about 18 in. 

It will be noted that the forms were made 2 ft. longer than 
the reinforcement cage. The separating of the sand from the 
cement in the lower portion could not be avoided under the limi- 
tation of having to drop the mortar through so great a depth 
of water; accordingly the reinforcement was made to occupy only 
the sound part of the envelope. 

Fig. 2 shows the construction and the finished appearance of 
the work. At the time of writing, the work is still in progress, 
with a record showing no failures. It should, however, be added 
that at times much delay is caused by difficulty in sealing the 
foot of the form. It is useless to place the mortar when any 
is escaping at the bottom. 

The expense of this treatment is—labor (contract price), $8; 
materials (cement, fencing, etc.), $4; a total of $12, to which 
should be added the expense of experimenting and overhead 
charges. 

There seems good reason to expect a further life of the piles 
thus treated as great as that at present sustained. 


PROTECTION OF PILES BEFORE DRIVING. 


There was also used experimentally on some of the creosoted 
piles in new construction in the same work a reinforced mortar 
protection applied in the following manner; First, wire nails, 
about 12 d., were driven thickly over the protected zone for 
one-third their length, the zone being 10 ft. wide; next, the nails 
were bent over, using in this operation a short length of small 
iron pipe, which was not only expeditious but prevented the nail 
from making the angle close to the wood; a wrapping of poultry 
fencing of the before-described class was then attached; after 
which a coat of Portland cement plastering was applied, being 
thoroughly troweled in; this was about % in. thick and was. 
treated when set by a grout wash of Portland cement mixed in 
a solution of water glass. The envelope was kept wet until well 
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set. In respect to the water glass it is too early to note its effect 
in resisting the action of sea water. 

The driving of these piles showed the following features of 
interest, the hammer used being a regular drop-hammer weigh- 
ing 2,500 Ibs. Confining the drop to 4 ft. the envelope was 
nearly invariably kept intact; above this limit of drop the mortar 
was detached more or less, occurring nearly always at those 
places in the envelope where the fencing was in contact with the 
wood; the mortar was also weakened and became detached 
through the influence of the creosote which had cooked out of 
the pile and permeated the mortar as it lay in the yard exposed to 
the direct sun rays. 

The cost of this form of protection was, labor (contract), 
$1.20; materials, about $2.50; a total of $3.70, exclusive of 
overhead charges. It must also be observed that the handling 
cost in placing the piles in the yard in position to be treated was 
additional and amounted to a considerable item. This expense 
applied of course in the case of any desired treatment, such as 
coppering, etc. More care in dragging out the above-described 
piles over the ground from the yard was actually required than 
in the case of those protected with copper yellow-metal. The 
expense of yellow-metal covering in 20-0z. weight was three times 
that of the mortar protection. 

If the netting be placed so as to be free from contact with the 
wood, leaving a clear space of about % in. for the mortar to 
enter and get a grip of the wire, ordinary handling with careful 
driving will not injure the envelope; certainly the use of a steam 
hammer would insure entire freedom from damage in driving. 
When applied to creosoted piles there should be maintained a 
shade to prevent the exuding otherwise of a serious amount of 
creosote under the heat of the direct sun rays. 

It may anticipate some reader’s query, “How do you account 
for the confining of the activity of the sea pests to so narrow a 
belt?” to remark that the clearness of the water seems to govern 
the activity of the teredo and of the limnoria. The Puerto 
Barrios harbor bottom is a mineral ooze, very easily stirred up. 
Other localities, like Port Limon in Costa Rica, where the lim- 
noria has been active enough at depths of 25 ft. to eat off 
creosoted piles in seven years, having clear water to the bottom, 
show an activity of the borers, which, while greatest at the water 
line, extends to the ground. 

Local conditions of murkiness of water may account for curi- 
ous differences of such activity in neighboring wharves which the 
writer has had cited to him as occurring in our northern waters. 





RAILWAYS IN GERMAN EAST AFRICA. 





The development of the German East African protectorate de- 
pends for its success on the construction of railways. This 
fact is being constantly brought to the minds of the imperial 
legislators and the German public in general by the Colonial 
Development Committee, which of late has paid considerable 
attention to the railway policy of German East Africa. 

The extension of the East African Central Railway from Ta- 
bora to Ujiji is demanded by this committee because the devel- 
opment of the protectorate in question has in the last few years 
made remarkable progress, which is partly due to the natural 
advantages, partly to the introduction of improved methods of 
communication. 

According to the report of 1908 concerning the extension of 
the line from Dar-es-Salam and Monogoro to Tabora, the an- 
nual receipts of the protectorate in the years 1902-1907, in- 
clusive, increased on an average to $142,380. Considering the 
years 1908 and 1909 also, the average annual increase in receipts 
is about $155,952. More distant districts of the German col- 
onies—the most thickly populated and the most favored by na- 
ture—have up to the present been but poorly developed and but 
partly opened up. Only an extended railway system can make 
use of the natural advantages and the human material of 
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the colony, and at tlie same time benefit the home industries. 

This is especially true of the western part of German East 
Africa—the district of the great lakes. Towards this region 
the Central railway has been more rapidly extended than was 
at first intended; it will reach Tabora next year. No one who 
knows the conditions can doubt that this railway must be built 
as far as the lake Tanganyika, because that will be the only 
way not only to make it pay, but also to bring the western part 
of the colony under proper control and make it productive. It 
is no longer a question of the necessity of the railway extension, 
but only of the. time when the extension must be begun. Ar- 
rangements must be made very soon for its extension so that 
the work shall not be broken off at Tabora. It would be a 
waste of time, which would not be justified by the conditions, if 
the already existing organization were laid off on reaching 
Tabora, only to be taken up again sooner or later. Experience 
shows that the beginning of any such new undertaking is the 
most expensive portion. The officials who are at present at 
work and have got fairly “in the saddle,” as it were, would 
have to be replaced by others who would buy their experience 
dearly. If the work were broken off on reaching Tabora, it 
would not only be more expensive, but also would take more 
time on resuming, after an interim of inaction. 

But not only for economical reasons must the extension of the 
line be undertaken at once, but also to prevent commerce and 
trafic from being transferred from the western part of the 
colony in question to the Belgian Congo. By reason of the dis- 
covery of ore and the newly introduced free trading and mining 
laws, the Congo became so much more important that the Bel- 
gians are going ahead vigorously with the construction of their 
own railway. If with their Lukuga railway they reach Lake 
Tanganyika sooner than the Germans, it will be a great disad- 
vantage to the latter. On the other hand, the Germans by 
reaching the lake first with their Central railway would gain a 
big share of the ever increasing traffic of the opposite shore 
of that lake. 

Before all, therefore, it is mecessary that the railway be 
pushed to a conclusion in order to prevent loss and to secure 
to the country the advantages above named—which would in a 
very short time cover the comparatively slight expense of finish- 
ing the work already begun. 

As regards the preparatory work on the Northern Railway 
from Moshi to Lake Victoria, the committee reports that in 2 
few months this railway will have reached Moshi, and the foot 
of Mount Kilimanjaro. It is absolutely necessary to undertake 
at once the surveys of the extension of the line from Moshi to 
Lake Victoria in order to avail oneself of the surveying force 
already on hand, and thereby effect considerable saving in this 
matter, and also to get at the probable cost, and be able to 
show thorough data concerning the necessary capital which 
must be secured at an early date. For the necessity of the ex- 
tension of the line to Lake Victoria there are many reasons. 
The extensive elevated plateau offers unusual advantages for 
settling by the whites and for cattle raising. The soda lake, 
which would be so important for the German soap making and 
glass making industries could, according to the statements of 
the experts, be profitably worked, if the railway freight rate 
from the lake to Tanga did not exceed $2.38 per ton. At pres- 
ent the traffic of the district bordering Lake Victoria goes over 
the English Uganda railway and the profit on thousands of tons 
of products from their own districts is lost to the Germans. 
Their railway would, however, they say, offer the most direct 
and the most favorable route. 

The port of Tanga, the facilities of which, when it is com- 
pleted in 1912, will be at least as good as those of the present 
English port of Mombassa, will be ready to take care of the 
waffc of the proposed railway extension; and to open up to 
traffic with the rest of the world the thickly populated northern 
districts of the colony. 
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The New York, New Haven & Hartford has made a five 
year contract for coal with the Coastwise Transportation Com- 
pany as carrier and the Virginia Iron, Coal and Coke Company. 


A new speed record for the Galena division of the Chicago & 
North Western was made on December 22, when a special train 
of four steel cars was run from Chicago to Clinton, Ia., 138 miles, 
in 136 minutes, 


The east and west headings of the Big Savage tunnel on the 
Western Maryland’s extension to Pittsburgh were connected this 
week. This tunnel when finished will be 3,275 feet long. It is 
now expected that tracks can be laid, so that the new line can be 
opened shortly after February 1. 


The Southern Pacific has established at Oakland Mole, Cal., 
a model kitchen, in charge of Ernest Haeusslein, in which the 
cooks of the company’s dining cars are to be educated to the 
highest possible skill and efficiency; Mr. Haeusslein is to teach 
the cooks the “few things they do not already know.” 


According to a Pittsburgh despatch, the Rail & River Coal 
Company’s mines have been bought by the Grand Trunk Railway, 
which will operate them to supply its own fuel. The sale in- 
cludes 31,000 acres in Belmont County, Ohio. There are six 
mines in operation, with an output of 750,000 tons a year. 


In accordance with the plenary powers granted the California 
Legislature by the constitutional amendments, ratified at a special 
election in October (Railway Age Gazette, October 20, page 
775), the railroad commission act, repealing the railroad com- 
mission law, passed at the last regular session of the legislature 
has been approved by the legislature at the special session recent- 
ly called by the governor. The law creates a commission of five 
members and defines its powers, and these powers are extended 
over all public utilities in the state. The provisions of the bill 
were summarized in our issue of December 15, page 1243. 


The United States Steel Corporation has made its annual 
distribution to employees under its bonus plan, which has been 
in force nine years. The amount distributed for 1911 is $1,- 
450,000. The corporation will also offer to its employees the 
right to subscribe to about 25,000 shares of stock. The price 
has not yet been fixed, but it will probably be a little lower 
than the market. The bonus is smaller than that for last year 
and for those of 1909 and 1908. In 1910 $2,700,000 was dis- 
tributed, in 1909, $2,000,000, and in 1908 $1,500,000. Last year 
three-fifths of the gift was in Steel common, valued at a price 
of 70. In 1909 two-fifths was in securities, common and pre- 
ferred, with the common rated at 90 and the preferred at 124. 
In 1908 half of the bonus was represented by common at 50. 
Rights are usually given to employees for subscription at a little 
below the contemporary market quotation. Steel common closed 
Wednesday at 68. Between 25,000 and 30,000 employees of the 
Steel Corporation are stockholders. Since 1903 they have sub- 
scribed for 237,632 shares of preferred and 44,437 shares of 
common. Including this year’s allowance of 25,000 shares em- 
ployees will own stocks with a par value of over $30,000,000. 





Government Regulations for Transportation of Dangerous 
Articles. 


The Interstate Commerce Commission, in a pamphlet of 93 
pages, has issued the regulations for the transportation of ex- 
plosives and other dangerous articles, by freight and by express, 
as revised since the negotiations and hearings which were held 
a few months ago; and the new rules are to go into effect March 
31 next. The rules are now contained under three heads: Regu- 
lations for the Transportation of Explosives by Freight; Regu- 
lations for the Transportation of Dangerous Articles Other 
Than Explosives by Freight; and regulations for both kinds by 
express. The rules dealing with explosives were first prescribed 
by the commission about two years ago, these being about the 
same as those which had been prescribed (but without the spe- 
cific sanction of a statute) by the railways themselves. These 
rules have now been revised. The rules for the transportation 
of other dangerous articles, such as acids, inflammable liquids, 
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etc., which likewise were prepared originally by the railways, 
have been adopted by the commission, following conferences and 
hearings, as a governmental regulation, under section 15 of the 
interstate commerce law, which confers on the commission gen- 
eral authority to regulate the “practices” of carriers in connection 
with the transportation of merchandise. The adoption of a gov- 
ernmental code for express companies is based on the same 
authority. 





New Telephone Lines. 


The Central of Georgia has ordered from the Western Elec- 
tric Company telephone equipment for a line from Columbus to 
Birmingham, 160 miles. 


The Wheeling & Lake Erie is to introduce telephones for 
train despatching on its line from Canton, Ohio, to Terminal 
Junction, 88 miles; from Warrenton to Mingo Junction, 10 
miles; and from Adena to Neff, 20 miles; and will use Sand- 
wich selectors. 


The Lake Shore & Michigan Southern has ordered from 
the Western Electric Company 55 selectors and other appa- 
ratus for the equipment of message telephone circuits between 
Toledo and Elkhart and between Jackson and Fort Wayne; 
an aggregate length of line of 245 miles. 


The Chesapeake & Ohio has ordered from the United 
States Electric Company, New York City, 52 Gill selectors 
for its telephone train despatching circuits. This will make 
about 250 Gill selectors in use on the C. & O. The Central 
Vermont has given a similar order for 31 selectors, and the 
New Iberia & Northern.is also extending its telephone cir- 
cuits in the same manner. 


The Buffalo, Rochester & Pittsburgh is to introduce tele- 
phones for train despatching on its line from Rochester to 
East Salamanca, 110 miles, and from East Salamanca to 
Buffalo, 65 miles, the apparatus to be furnished by the West- 
ern Electric Company. At each of twenty way-stations 
there will be a box outside the building containing the neces- 
sary apparatus to enable a conductor to make connections 
with the telephone at night when the operator is not on duty; 
and all trains are to carry portable telephone sets to enable this 
to be done, thus giving to all trains the means of connecting 
with the despatcher at any time. 


The Canadian Pacific has rearranged its telephone des- 
patching lines so as to have one circuit from St. John, N. B., 
to Vanceboro, and one from Vanceboro to Megantic. Dur- 
ing the summer, when business was light, these two lines 
were worked as a single circuit and during the readjustment, 
which took two days, the despatchers used the Morse tele- 
graph. From this incident arose a report, published in the 
newspapers, that the telephones had been found unsatisfac- 
tory and would be discarded. An officer of the road informs 
us that the telephone line has been a complete success in all 
respects; he says, moreover, that “no road should be without 
the telephone system of train despatching.” The despatchers 
can do a third more work. The Gill selectors are used on 
these lines. 





New Railway in Colombia. 


The Great Northern Central line, Colombia, which starts from 
Puerto Wilches, on the Magdalena river, and extends toward 
Bucaramanga, is now under construction. Sixteen miles of track 
have already been laid; 46 miles run through swampy land and 
220 miles through mountainous and rocky territory. The ap- 
proximate cut and fill per mile is 16,000 cu. yds., the maximum 
grade is 2 per cent., and the minimum curve radius is a little over 
100 yds. More rolling stock will probably be ordered during 
1912. This line will carry coffee, tobacco, asphalt, petroleum, 
cereals, timber, sugar, minerals and cattle. T. P. Gaskell, 130 
Dashwood House, London, England, is chairman of the board 
of directors, and J. Fletcher Toomer, Puerto Wilches, is general 
manager, chief engineer and one of the directors. 
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Standard Locomotive Performance Sheet. 


Included in the papers for thé fourth annual convention of 
the International Railway Fuel Association will be one on a 
Standard Locomotive Fuel Performance Sheet, by Robert 
Collett, superintendent locomotive fuel service, Frisco Lines, 
Springfield, Mo. In order to facilitate preparation of this paper, 
Mr. Collett has sent out a circular requesting answer to the 
questions listed below: 


1. Does your company make up a fuel performance sheet? 
If so, what is the nature of it—daily or monthly, or both? 


2. If a performance sheet is kept, is it an individual en- 
gine or engineer’s record of fuel consumed? 


3. Which of the two methods do you prefer and should it 
in your opinion be a daily or monthly record? Give reasons. 


4. What is your opinion with reference to separating 
charges for fuel used at terminals from that used on the trip? 

5. What methods are used to interest enginemen in their 
fuel performance? 

6. Please give your opinion or experience with weighing 
devices and coal chutes and whether or not you consider it 
advisable to incur the expense of installing scales at mechan- 


ical chutes and incurring extra help needed at mechanical 
chutes. 


7. What methods do you recommend for taking care of 


the shortage between coal chute measurements and billed 
weights? 


Transportation Club of Buffalo. 


George W. Smith, traffic representative of the Lackawanna 
Steel Company, has been elected president of the Transportation 
Club of Buffalo, at Buffalo, N. Y. Mr. Smith was for two 
years president of the Central Railway Club. He is still a mem- 
ber of the executive committee of the Central Railway Club, and 
will continue in that capacity for another year. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake AssociaTion.—F. 
May 7-10, 


AMERICAN ASSOCIATION OF DEMURRAGE OFFiIcERS.—A. G. Thomason, Boston, 
Mass. 


M. Nellis, 53 State St., 


Boston, Mass.; 
Richmond, Va. 


annual, 


AMERICAN ASSOCIATION OF GENERAL PASSENGER AND TICKET AGENTS.—W. C. 
Hope, New York; next convention, Seattle, Wash. 

AMERICAN ASSOCIATION OF FREIGHT AGENTS.—R,. O. Wells, East St. Louis, 
Ill.; annual, June 18-21, Chicago. ‘ 

AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 
Carew building, Cincinnati, Ohio; 3d Friday of March and Septem- 
ber; annual, March 17, Chicago. 

American Exectric Raitway AssociaTion.—H. C. Donecker, 29 W. 39th 
St., New York. 

AMERICAN Evectrric Rar-way Manuracturers’ Assoc.—George Keegan, 165 
Broadway, New York. Meetings with Am. Elec. Ry. Assoc. 


Association.—W. F. Allen, 75 Church St., New York. 


AMErican Railway Bripce anp Buitpine Association.—C, A. Lichty, C. & 
N. W., Chicago. Convention, 3d week in Oct., Baltimore, 
AMERICAN RAILWAY ENGINEERING AssoctaTIon.—E. H. Fritch, Monadnock 

Block, Chicago; annual convention, March 19-21, 1912, Chicago. 
AMERICAN Rartway Master Mecuanics’ Assoc.—J. W. Taylor, a Colony 
building, Chicago. Convention, June 17-19, Atlantic City, 5. 


Toot ForEeMEN’s AssociATION.—M. H. “aig NN. Y., 
New Haven, Conn. 


AMERICAN RAILWAY 


RAILWAY 
H. & H., 
AMERICAN SOCIETY FOR TESTING MATERIALS.—Prof. E. Marburg, University 

of Pennsylvania, Philadelphia, Pa. 
oF Civi, ENGINEERS.—C, W. 
Ist and 3d Wed. New York. 
AMERICAN Society OF ENGINEERING CoNntTRAcTORS.—J. R. Wemlinger, 13 
Park Row, New York; 2d Tuesday of each month, New York. 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
39th St., New York. 

ASSOCIATION OF AMERICAN RatLwaAy AccounTING OFFIcErS.—C. G. Phil- 
lips, 143 Dearborn St., Chicago; annual, June 26, 1912, Quebec, Que. 

Association OF RatLway CLaim AGents.—J. R. McSherry, C. & E. I., Chi- 
cago; annual convention, May 22, 1912, Los Angeles, Cal. 

AssociaTIon OF RAtLway ELEctRICAL ENGINEERS.—Jos. A. Andreucetti, C. & 
N. W. Ry., Chicago. 

ASSOCIATION OF RAILWay TELEGRAPH SUPERINTENDENTS.—P. W. 
Adams St., Chicago; annual, June 24, 1912, New York. 

ASSOCIATION OF TRANSPORTATION AND Car AccountinGc OFFicers.—G. P. 
Conrad, 75 Church St., New York. 


AMERICAN 
N 


AMERICAN SOCIETY 
New York; 


Hunt, 
, except June and August, 


220 W. 57th St., 


Drew, 135 
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CANADIAN RAILWAY CLus.—James Powell, Grand Trunk Ry., Montreal, 
Que. ;..2d° Tuesday in month, except June, July and Aug., Montreal. 

CanapiAn Society or Civit EnGineers.—Clement H. McLeod, 413 Dor- 
chester St., Montreal, Que.; Thursdays, Montreal. 

Car FoOREMEN’s ASSOCIATION OF Cuicaco.—Aaron Kline, 841 North 50th 
Court, Chicago; 2d Monday in month, Chicago. 

CENTRAL Raitway CLus.—H. D. Vought, 95 ‘Liberty St., New York; 2d 
Thurs. in Jan. and 2d Fri. in March, May, Sept., Nov. ., Buffalo, N. Y. 

Civit ENcriNneEgrs’ Society or St. Paut.—D. F, Jurgensen, 116 Winter St., 
St. Paul, Minn.; 2d Monday, except June, July and Aug., St. Paul. 

ENGINEERS Society OF PENNsyrvania.—E. R. Dasher, Box 704, Harris- 
burg, Pa.; lst Monday after 2d Saturday, Harrisburg, Pa. 

ENGINEERS’ SOCIETY OF WESTERN PENNSyLVANIA.—E. K. Hiles, 803 Fulton 
building, Pittsburgh; Ist and 3d Tuesday, Pittsburgh, Pa. 

FREIGHT CLAIM AssociIaATION.—Warren P, Taylor, Richmond, V2.; annual, 
May 15, Buffalo, N. Y. 
GENERAL SUPERINTENDENTS’ ASSOCIATION OF CuIcaco.—E. S. Koller, 226 
W. Adams St., Chicago; Wed. preceding 3d Thurs., Chicago. 
INTERNATIONAL RAILWAY CoNGRESS.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 

INTERNATIONAL RAILWAy Fuet AssoctaTion.—D. B. Sebastian, La Salle 
St. Station, Chicago. 

INTERNATIONAL RAILWAY GENERAL FoREMEN’s ASSOCIATION.—L. H. Bryan, 
Brown Marx building, Birmingham, Ala. 

INTERNATIONAL RAILROAD MAsTER BLAcKsMiTHS’ AssocIaTION.—A. L. Wood- 
worth, Lima, Ohio. Convention, August 15, Chicago. 

Iowa RAttway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 
2d Friday in month, except July and August, Des Moines. 

MASTER Boiter MAkers’ Association.—Harry D. Vought, 95 Liberty St., 
New York; annual convention, May 14-17, Pittsburgh, Pa. 
MAstTEerR Car BuILpers’ Association.—J. W. Taylor, Old Colony building, 
Chicago. Annual convention, June 12-14, Atlantic City, N. J. 
Master Car ANp Locomotive Painters’ Assoc. oF U. S. AnD Canapa.—A. P. 

Dane, B. & M., Reading, Mass. Convention, 2d week in September. 
NaTionaL Rartway Appiiances Assoc.—Bruce V. Crandall, 537 So. Dear- 
born St., Chicago. Meetings with Am. Ry. Eng. Assoc. 
New ENGLAND RAILROAD CLus.—G, H. Frazier, 10 Oliver St., Boston, Mass. ; 
2d Tuesday in month, except June, July, Aug. and Sept., Boston. 
New York RaILroap CLus.—H. D. Vought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and August, New York. . 
NorTHERN Rartway CLus.—C. L. Kennedy, C., M..& St. P., Duluth, Minn.; 
4th Saturday, Duluth. 
Omauwa Railway Cius.—H. H. 
second Wednesday. 
RAILROAD CLUB OF Kansas City.—C. Manlove, 1008 Walnut St., 
City, Mo.; 3d Friday in month, Kansas City. 
RaiLway Business AssociATION.—Frank W. Noxon, 
York. 
RAILWAY Cius or PittspuRGH.—J. B. Anderson, Penna. R. R., Pittsburgh, 
Pa.; 4th Friday in month, except June, Jul y and August, Pittsburgh. 
RAILWAY Minovetce: Suppty Manuracturers’ Assoc.—J. Scribner, 1021 
Monadnock Block, Chicago. Meetings with Assoc. Ry. Elec. Engrs. 
RariLway INpustr1aL AssociATion.—G. L. Stewart, St. L. S. W. Ry., St. 
Louis, Mo.; annual, May 12, 1912, Kansas ‘City, Mo. 
RAILwAy SIGNAL AssociaTion.—C. C. Rosenberg, Bethlehem, Pa. 
RAILWAy STOREKEEPERS’ AssociaATION.—J. P. Murphy, Box C, Collinwood, 
hio. 
Raitway Suppty Manuracturers’ Assoc.—J. D. Conway, 2135 Oliver Bldg., 
Pittsburgh, Pa. Meetings with M. M. and M. C. B. assocs. 
Ramway Tet. & Tet. AprLtiance Assoc.—W. E. Harkness, 284 Pearl St., 
New York. Meetings with Assoc. of Ry. Teleg. Sups. 

RICHMOND RAILRoAp CLus.—F. O. Robinson, Richmond, Va.; 2d Monday, 
except June, July and August. 

ROADMASTERS’ AND MAINTENANCE OF Way AssociaTIon.—L. C. Ryan, C. & 
N. W., Sterling; September, 1912, Buffalo, N. Y. 

Sr: a Rartway CLus.—B. W. Fraumenthal, Union Station, me Louis, 
Mo.; 2d Friday in month, except June, July and Aug., St. Louis. 

SIGNAL Aeieceee AssociaTion.—F. W. Edmonds, 3868 Park Ave., New 
York. Meetings with annual convention Railway Signal Association. 

Society oF RAtLway FINANcIAL OFFicers.—C, Nyquist, La Salle St. Sta- 
tion, Chicago. 

SouTHERN ASSOCIATION OF CAR SERVICE OFFICERS.—E. W. Sandwich, A. & 
W. P. Ry., Montgomery, Ala. 

SouTHERN & SOUTHWESTERN RaiLway Cxius.—A. J. “Merrill, Grant bldg., 
Atlanta, Ga.; 3d Thurs., Jan., March, May, July, Sept., Nov., Atlanta. 

TOLEDO TRANSPORTATION CLUB.—J. G. Macomber, Woolson Spice Co., To- 
ledo, Ohio; lst Saturday, Toledo. 

TRAFFIc CLus oF Cuicaco.—Guy S. McCabe, 
meetings monthly, Chicago. 
TraFric CLus or New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, July and August, New York. 
TRAFFIc CLuB oF PITTSBURGH.—D. L. Wells, Erie, Pittsburgh, Pa.; meetings 
monthly, Pittsburgh. 

TRAIN DESPATCHERS’ ASSOCIATION OF AMERICA.—J. F. mame, 7042 Stewart 
Ave., Chicago; annual, June 18, 1912, Louisville, Ky. 

TRANSPORTATION CLUB oF BuFFALo.—J. M. Sells, Buffalo; first Saturday 
after first Wednesday. 

TRANSPORTATION CLUB oF Detroit.—W. R. Hurley, L. S. & M. S., Dertoit, 
Mich.; meetings monthly. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. 
East Buffalo, N. Y.; August, 1912. 

Western Canapa Raitway Cius.—W. H. Rosevear, P. O. Box 1707, Win- 
nipeg, Man.; 2d Monday, except June, July ‘and August, Winnipeg. 

WeEsTERN Rattway CLus.—J. W. Taylor, Old Colony building, Chicago; 3d 
Tuesday of each month, except June, July and August. 

WESTERN Soctety oF ENGINEERS.—J. H. Warder, 1735 Monadnock Block, 
Chicago; 1st Wednesday in month except July and August, Chicago. 

Woop PRESERVERS’ ASSOCIATION. , B. & O., Baltimore, Md.; 
annual, January 16-18, ll 


Maulick, Barker Block, Omaha, Neb.; 
Kansas 


2 Rector St., New 


La Salle Hotel, Chicago; 


O. Thompson, N. Y. C. & H. R., 
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Oraffic News. 


The number of emigrants arriving at the port of New York 
during the present year is expected to total not over 800,000, prob- 
ably 30 per cent. less than the number arriving in 1910. 





It is expected that the coal tonnage from the southern 
West Virginia coal fields of the Norfolk & Western will total 
19,000,000 tons for 1911. The tonnage for the 11 months was 
over 200,000 tons more than the corresponding 11 months of 
1910. 


A movement has been instituted by the executive committee of 
the National Industrial Traffic League to ascertain the sentiment 
of its membership and shippers in general on the question of 
Panama canal tolls. A committee appointed for the purpose has 
addressed to the members a series of questions bearing on the 
subject. 


The merchants of Spokane, Wash., at a recent meeting de- 
cided to raise a fund of $50,000 to continue the campaign for 
reduced freight rates to Spokane, and it is reported that their 
intention is to place the routing of freight shipments in the 
hands of one man to be turned over to a single railway in an 
effort to secure concessions by boycotting the other lines. 


All railways and express companies doing business in that 
part of Oklahoma which was formerly the Indian territory, 
have ordered agents to accept no intoxicating liquors for 
shipment into that territory. This order follows a decision by 
the United States Circuit Court of Appeals, in a case against 
the United States Express Company brought by a liquor 
dealer at Fort Smith, Ark., in which it is held that the former 
prohibition of the old federal statutes is still in force, and 
will remain so until the expiration of a period of 21 years 
specified in the law. 


The United States Circuit Court at New York City has re- 
fused the petition of the Review of Reviews, in which the court 
was asked to issue a temporary injunction restraining the 
postmaster-general from forwarding that magazine by freight 
trains, the claim of the publisher being that in sending lis 
monthly magazine by freight, while weekly magazines, active as 
competitors of the monthly, are sent by fast passenger trains, 
the government practices discrimination. The court held that 
the postmaster-general could rightfully send the mails by any 
conveyance deemed by him suitable, provided he delivered the 
mail matter at destination in accordance with the law. 


Total all Roads. Eastern Group. 
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Monthly Revenues and Expenses of Railways per Mile. 
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The Florida East Coast has petitioned the Commerce Court to 
enjoin the Interstate Commerce Commission from making ef- 
fective an order reducing freight rates on citrus fruits and 
vegetables. The commission was served with notice to show 
cause in three days why a temporary injunction should not be 
issued pending final hearing of the case. The commission on 
November 6 ordered the railways to reduce rates by January 2. 
The petition now presented sets forth that on account of this 
proposed reduction, the increases in wages and expenditures for 
extensions, it will face a deficit; and that the decreases ordered 
are unreasonable. It is asserted that the decreases will cause 
a loss of revenue of $130,000 a year. 


B. F. Yoakum, of the St. Louis & San Francisco, is quoted 
as saying: “On our three-hundred-mile Brownsville line one 
day last week’there were 153 immigrant outfits. Not only are 
people coming to the Southwest, but virgin land with twenty 
feet of soil, speaking generally, is being ploughed. The needs 
arising from this southwestern development are, of course, 
bringing larger business, and, oi course, are having some ef- 
fect upon the price of land. The fruit and vegetable products 
of these districts can be delivered and disposed of with a 
proiit in St. Louis, Chicago, Minneapolis and St. Paul as read- 
ily as products may be brought from our southern states to 
New York and New England markets. Normal requirements 
from these growing sections without the benefit of business 
expalision guarantee as large a degree of business in the next 
twelve months as at present.” 





Total Monthly Earnings and Expenses. 


Bulletin Number 26 of the Bureau of Railway Economics 
giving a summary of revenues and expenses of steam roads in 
the United States for the month of October, 1911, says: The 
railways whose returns are included in this bulletin operate 
223,227 miles of line, or about 91 per cent. of all the steam rail- 
way mileage in the United States. The total operating revenues 
for the month of October, 1911; amounted to $252,274,379. 
Compared with October, 1910, the total operating revenues of 
these railways show an increase of $1,338,557. That this in- 
crease was due exclusively to the increase in mileage of these 
roads in 1911, as compared with 1910, is proved by the fact that 
when reduced to a per mile basis for the two years total oper- 
ating revenues show a decrease. Thus total operating revenues 
per mile of line amounted to $1,130 in October, 1911, and $1,138 
in October 1910, a decrease for 1911 of $8, or 0.7 per cent. The 
table shows that this decrease in operating revenues resulted 


Western Group. 


Southern Group. 
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from decreases both in freight and in passenger revenues. 

Operating expenses amounted to $161,405,726. This was $646,- 
326 less than for October, 1910. Operating expenses per mile 
amounted to $723, compared with $735 in October, 1910. This 
represents a decrease of $12 per mile, or 1.6 per cent., which was 
due to decreases in all the primary operating expense accounts 
except traffic expenses. In the cost of maintaining way and 
structures, there was a decrease compared with October, 1910, 
of $4 per mile, or 2.4 per cent.; in the cost of maintaining equip- 
ment a decrease of $3 per mile, or 1.9 per cent.; in the cost of 
conducting transportation a decrease of $5 per mile, or 1.4 per 
cent.; general expenses showed a slight decrease per mile. 

Net operating revenue shows an increase as compared with 
October, 1910, of $4 per mile, or 1.0 per cent. By thus cutting 
down operating expenses the railways were able to overcome the 
decrease of $8 per mile in operating revenues. The net revenue 
for each mile of line for each day of October averaged $13.13, as 
compared with $13 for October, 1910. 

Taxes for the month of October amounted to $9,694,033, or 
$43 per mile, an increase of 12.8 per cent. over October, 1910. 

The operating ratio for October, that is, the per cent. of total 
operating revenues which was absorbed in operating expenses, 
was 63.9 per cent., as compared with 63.8 per cent. in September, 
1911, and 64.6 per cent. in October, 1910. 

The eastern group of railways shows a decrease in total oper- 
ating revenues per mile as compared with October, 1910, of 0.4 
per cent., and the western group a decrease of 2.7 per cent., while 
the operating revenues per mile of the southern group increased 
5.7 per cent. over October, 1910. Operating expenses per mile 
decreased 1.5 per cent. on the eastern railways as compared with 
October, 1910, and on the western railways 4.2 per cent., but in- 
creased on the southern railways 7.1 per cent. All the primary 
operating expense accounts of the eastern and western groups of 
railways decreased as compared with October, 1910, save only 
the less important accounts of general expenses in the East and 
traffic expenses in the West. The southern railways, on the 
other hand, show an increase in every primary expense account. 
‘Net operating revenue per mile in the eastern group increased 
2.0 per cent. as compared with October, 1910, that of the south- 
ern group increased 3.1 per cent., while that of the western group 
declined 0.3 per cent. Taxes increased in all the groups as com- 
pared with Octobet, 1910, the increase per mile amounting to 
16.2 per cent. in the eastern group, 10.2 per cent. in the western 
group, and 8.2 per cent. in the southern group. 

When the returns for the ten months of the calendar year 
1911 are compared with those of the corresponding months of 
1910, they show decreases in total operating revenues per mile 
of 2.9 per cent., and in net operating revenue per mile of 4.7 
per cent. There were decreases in net operating revenue of 1.7 
per cent. in the eastern group, and 8&8 per cent. in the western 
group, while the southern group shows the slight increase of 
0.2 per cent. for the period. 

Comparison of the returns for the four months of the fiscal 
year 1912 with those of the corresponding months of the fiscal 
year 1911 shows a decrease in total operating revenues per mile 
of 1.5 per cent., and in net operating revenue per mile of 0.5 
per cent. The considerable decrease of 6.5 per cent. in the net 
operating revenue per mile of the western group contrasts with 
increases of 4.0 per cent. in the eastern group and 6.5 per cent. 
in the southern group. 





INTERSTATE COMMERCE COMMISSION. 


The commission has suspended, until April 20, tariffs filed by 
the Rock Island, showing increased rates on grain. 

The commission has decided to permit the advances in 
rates on wagons and vehicles from Suffolk, Va., to points in 


North and South Carolina. (22 I. C. C., 124.) 


Rates on Fire Brick Reduced. 


T. N. Atchison v. the St. Louis, Iron Mountain & Southern 
et al. Opinion by the commission. 

The rates on fire brick from Perla to Shreveport and other 
Louisiana points found to be unreasonable. (22 I. C. C., 131.) 
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Reparation Awarded. 
Diamond Coal & Coke Co. v. Baltimore & Ohio. 


the commission. 

Rates on mining car wheels from Rock Island, Ill, to Diamond- 
ville, Wyo., should be the same as rates on mining cars. (22 
Lc Cc, im) ; 


Opinion by 


Rate on Brimstone Reasonable. 


McLaughlin, Gormley, King Co., v. the Maine Steamship Com- 
pany et al. Opinion by the commission, 

The sixth-class rate of 35 cents per hundred pounds on brim- 
stone from New York to Minneapolis via Portland, Me., is found 
to be not unreasonable. (22 I. C. C., 108.) 


Refusal to Equalize Tacoma and Portland. 


Carstens Packing Co. v. Oregon & Washington Railroad et al. 
Opinion by the commission: 

The complaint is as to the relation between rates on live stock 
and on packing-house products from Portland, Ore., to Tacoma, 
Wash., and Seattle. The whole record in the case makes the 
conclusion inevitable that the complainant is seeking to have the 
commission equalize Tacoma and Seattle with Portland as a 
slaughtering center. Doubtless due to their natural location, 


Portland has certain advantages as a live-stock market, and the 
testimony is that the prevailing prices of live stock are some- 
what lower there than at the cities on the Sound. The record 
does not show that this condition is due to any unjust arrange- 
ment of rates, and it is well settled that it is not the function 
of the commission to equalize communities in matters of this 
The complaint is therefore dismissed. 


(22 1.C. C77.) 


character. 


Rates on Wagons Reduced. 


Milburn Wagon Co. v. Lake Shore & Michigan Southern et al. 
Opinion by Commissioner Clark: 

The complaint is against the rate under official classification 
on wagons and other vehicles from Toledo, Ohio, to Ohio river 
crossings and Virginia cities. The complainant’s difficulties arise 
from the differences between the official and southern classi- 
fications and from the fact that there are no proportional rates 
on wagons in effect from Toledo. The adjustment rate from 
Toledo as compared with Chicago is plainly unjust discrimina- 
tion. The commission inquires whether this complaint shall wait 
indefinitely for reasonable rates which are withheld because of 
the inability of the railways to agree on how they will divide 
the earnings. The fact that the reduction of an unreasonable 
rate or the correction of an unjust discrimination will require 
reductions or corrections at other points cannot be accepted as 
a valid defense for an unreasonable rate. Not only are rates 
reduced but reparation is awarded on previous shipments. 
8 Oe oe oe, || 


Cement Rates Equalized by Advancing Rates. 


Elk Cement & Lime Co. v. the Baltimore & Ohio et al. 
Opinion by Commissioner McChord. 

The defendants are parties to joint through rates on cement 
from the Lehigh Valley district mills in eastern Pennsylvania and 
western New Jersey to Detroit and other points in Central 
Freight Association territory, and the rates from these points 
are on a lower mileage basis than the rates from Detroit and 
other points to competitive points. The present relative rates 
allow the cement manufacturers of the Lehigh Valley district 
to “dump” their surplus stocks on the market at Detroit, while 
at the same time preventing the Detroit manufacturers from 
competing with Lehigh Valley manufacturers in points in 
Central Freight Association territory equidistant from the 
Lehigh Valley district and Detroit. (22 I. C. C., 884.) 

In re suspension of advances in rates on cement originating in 
Central Freight Association territory. Opinion by Commissioner 
McChord. 

The commission suspended for investigation tariffs carrying 
advances in rates on cement in carload lots from Michigan, 
Indiana, Ohio and other points to Detroit. In the Elk cement 
case above it was found that the rate into Detroit as compared 
with the rate from Detroit to other points was too low, and the 
present investigation shows that the railways have sustained 
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the burden of proof in showing that the advanced rates asked 
for are reasonable. The advances are therefore permitted. (22 
Le. &, SR) 


The Commission’s Power to Equalize Markets Defined. 


Ashland Fire Brick Co. et al. v. 
Opinion by Commissioner Lane: 3 

Complaint urges that rates on brick from kilns on or near the 
Ohio river to Birmingham and other southern- cities are un- 
reasonable as compared with the rates on brick from St. Louis, 
Mo., to the same destinations. While it is true that the com- 
mission has held that where joint or proportional rates are made 
by all the carriers to certain points of destination it is within its 
power to end a discrimination as between points of origin by a 
reducton in their rate from a certain point that is discriminated 
against, yet this principle only has application where the traffic 
from both groups of origin is necessarily transported to destina- 
tion by the same connecting carriers and where it is possible 
for the delivering carriers to put an end to the discrimination 
by the exercise of their power to refuse to enter into preferential 
joint or proportional rates. 

Power has not been lodged with this tribunal to equalize 
economic advantages, to place one market in competition with 
another, or to treat all railways as part of one great whole, 
apportion to each a certain territory, or to require all to meet 
upon a common basis at all points. As to the charges of undue 
preference or unjust discrimination made against defendants the 
commission can not find that they are guilty in this instance. 

As to Ironton, Ohio, Portsmouth and Oak Hill no order will 
be entered; but the present rates on brick from Haldeman, Ky., 
Hayward, Ashland, Taylors and Olive Hill to all points of 
destination involved found to be unreasonable, and reasonable 
rates prescribed for the future. (22 I. C. C, 115.) 


Southern Railway et al. 





STATE COMMISSIONS. 





The Illinois railway commission at its January meeting will 
consider an application of the Illinois freight committee for the 
establishment of specific ratings on aeroplanes. 


The Indiana State Railroad Commission has ruled that 
when a railway gives in writing a treight rate lower than the 
tariff, the consignee can hold the company to the figures 
given. On the other hand, if a rate should be quoted in writ- 
ing higher than the published tariff, only the published rate 
can be collected. To the irreverent this will sound like “heads 
| win, tails you lose.” The federal rule is that in either case 
the tariff rate must prevail, even if the carrier finds himself 
obliged to sue for a part of the money. 


The Pennsylvania Company has agreed to a rule promul- 
gated by the state railroad commission of Indiana that when 
a conductor or engineman has to run over a division which 
he has not traversed for sixty days, he shall make a trip of in- 
spection over -the division before taking charge of a train or 
engine. Also, that in case a main track is temporarily unfit 
lor reguiar speed, traininen shali be notified of the condition 
of the track by some means better than a general order; 
train orders should be used. These requirements evidently 
have been brought about as a result of the investigation of the 
recent derailment at Fort Wayne. 





COURT NEWS. 





The United States Circuit Court at San Francisco on appli- 
cation of the Southern Pacific has temporarily enjoined the 
enforcement of the order of the California railway commis- 
sion reducing rates between San Pedro harbor and the city 
of Los Angeles proper. 





Engineers who have studied the problem of substituting elec- 
tricity for steam on the Gotthard Railway report that with 
trafic no greater than it was in 1904, electricity would cost a 
little more than steam, but with the traffic grown as it may be 
expected to by the time the substitution can be effected, electricity 
will be 25 per cent. cheaper. 
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Railway Officers. 





ELECTIONS AND APPOINTMENTS. 


Executive, Financial and Legal Officers. 


J. Taney Willcox, assistant to the secretary of the Pennsylvania 
Railroad at Philadelphia, Pa., has been appointed assistant sec- 
retary, with office at Philadelplfia, succeeding K. S. Green, 
resigned. 


O. L. Dickeson, vice-president and general manager of the 
White Pass & Yukon Route, has been elected president, with 
office at Vancouver, British Columbia, succeeding S. H. 
Graves, deceased. A photograph of Mr. Dickeson and a 
sketch of his railway career were published in the Railway Age 
Gazette of April 28, 1911, page 1013. 


L. E. Katzenbach, assistant secretary of the Chicago, Bur- 
lington & Quincy, and assistant secretary and assistant treas- 
urer of the Colorado & Southern at New York, has been ap- 
pointed also secretary and assistant treasurer of the Great 
Northern, succeeding Edward Sawyer, who has had his office 
at St. Paul, Minn., and who has been retired. 


William Ellis, commerce counsel of the Chicago, Milwaukee & 
St. Paul at Chicago, has resigned, effective January 1, to become 
the publisher of “The Searchlight,’.at Gray’s Lake, Ill, a 
monthly publication to be devoted to the discussion of commer- 
cial and corporate affairs in their relations to the so-called 
reform and insurgent movement. O. W. Dynes, assistant gen- 
eral solicitor, has been appointed commerce counsel to succeed 
Mr. Ellis. 


Francis I. Gowen, who has been appointed general counsel 
of the Pennsylvania Railroad, with office at Philadelphia, Pa., 
as has been announced in these columns, was born at Ger- 
mantown, Philadelphia, on August 17, 1855, and was educated 
at the school of Dr. John W. Fairies, preparatory to a course 
at the University of Pennsylvania. He was admitted to the 
bar in 1877, and in December, 1902, was appointed general 
solicitor of the Pennsylvania Railroad. While engaged in 
general law practice, Mr. Gowen was for several years con- 
nected with the legal department of the Lehigh Valley as Phil- 
adelphia counsel. He also served as assistant general solicitor 
of the Philadelphia & Reading for a short period. 


George Stuart Patterson, whose appointment as general 
solicitor of the Pennsylvania Railroad with office at Philadel- 
phia, Pa., has been announced in these columns, was born on 
December 10, 1868, at Philadelphia, Pa. He graduated from 
the Germantown Academy in 1884, spent two years at Haver- 
ford College, and two years in the academic department of the 
University of Pennsylvania, from which he graduated in 1888. 
After three years in the law department of the University of 
Pennsylvania, he graduated from that institution in 1891. 
Mr. Patterson entered the service of the Pennsylvania Rail- 
road on February 1, 1900, as assistant solicitor, which posi- 
tion he held until December, 1902, when he became assistant 
general solicitor. Upon the later reorganization of the com- 
pany’s legal department in November, 1907, Mr. Patterson 
became assistant general counsel. At his graduation from 
the department of law of the University of Pennsylvania, Mr. 
Patterson was elected a Fellow of the Department of Law, 
and in 1892 he was elected Professor of Law, which chair he 
still holds. 


Operating Officers. 


F. A. Huber has been appointed car service agent of the 
Bessemer & Lake Erie, with office at Greenville, Pa. 


R. H. Hunter has been appointed acting assistant super- 
intendent on the Idaho division of the Oregon Short Line, with 
office at Pocatello, Idaho. 

M. Sheehan has been appointed trainmaster of the New Or- 
leans, Texas & Mexico, the Beaumont, Sour Lake & Western, 
and the Orange & Northwestern, with office at DeQuincy, La. 


D. F. Bucher, superintendent of the National Railways of 


Mexico at Chihuahua, Mex., has been appointed superintendent 
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of the Mexico North Western, with office at Madera, Chihuahua. 
E. A. Dewey, who has been superintendent at Madera, will be 
assistant superintendent at that. place; and George Rutledge, 
who has been superintendent at Ciudad Juarez, Chihuahua, will 
have the title assistant superintendent at that place. 


James Buckelew, superintendent of the Allegheny division of 
the Pennsylvania Railroad at Oil City, Pa., has been appointed 
superintendent of the Camden (N. J.) terminal. The Amboy 
and Belvidere divisions have been combined to form the Trenton 
division, with Victor Wierman superintendent, with headquar- 
ters at Camden, N. J. A. P. Gest, superintendent of the Belvidere 
division, has been appointed special agent of the New Jersey 
division. The New York Terminal division and the Hudson 
division have been combined to form the Manhattan division, 
with C. S. Krick as superintendent; and A. M. Parker, superin- 
tendent of the Hudson division, has been appointed superintendent 
of the Allegheny division. 


C. C. Riley, whose appointment as assistant to general man- 
ager of the Baltimore & Ohio, with headquarters at Baltimore, 
Md., has been announced in these columns, will have supervision 
over matters of transportation efficiency, particularly with refer- 
ence to the utilization of equipment, its distribution and proper 
loading and movement over the road and through terminals. 
Mr. Riley was born at Cumberland, Ind., on October 1, 1864, and 
after attending Butler College and Indiana College of Physicians 
and Surgeons he entered railway service in the operating depart- 
ment of the Cleveland, Cincinnati, Chicago & St. Louis in 1888, 
remaining in the employ of that company until 1897, when he 
was appointed superintendent of car service of the Baltimore & 
Ohio Southwestern at Cincinnati. From 1901 to 1903 Mr. Riley 
was car service agent of the Chicago Great Western, resigning 
to accept a similar position with the Erie Railroad, and was 


later promoted to superintendent of transportation, In 1908 he 


left the service of the Erie to become superintendent of trans- 
portation of the Kansas City Southern, and later became general 
superintendent of that road, which position he held at the time 
of his recent appointment as assistant to general manager of the 
Jaltimore & Ohio. 


Milton Burnell Murphy, whose appointment as superintendent 
of the Canadian Northern, with office at Winnipeg, Man., has 
been announced in these columns, was born September 11, 1866, 
at Napa, Cal., and re- 
ceived a_ high school 
education at Denver, 
Colo. He began railway 
work with the Union 
Pacific at Omaha, Neb, 
on January 24, 1889, 
where he was consecu- 
tively, until January, 
1895, operator, agent, 
brakeman, conductor, 
yardmaster, despatcher, 
chief despatcher, and for 
a time in charge of con- 
struction of the line now 
known as the Nantaskett 
branch of that road. 
He then left railway 
service to act as county 
clerk of Carbon county, 
Wyo., and from March, 
1898, to July of the 
same year was again 
with the Union Pacific. 
He was then consecu- 
tively in charge of locomotive performance statistics on the Chi- 
cago, St. Paul, Minneapolis & Omaha, despatcher of the Eastern 
Minnesota Railway, despatcher and chief despatcher of the 
Northern Pacific, despatcher and chief despatcher of the Union 
Pacific, chief despatcher of the Denver & Rio Grande, and chief 
despatcher and trainmaster of the El Paso & North Eastern. 
He was appointed trainmaster of the Mexican Central at 
Chihuahua, Mex., September 20, 1906, where he remained until 
January, 1910, and then for four months was general yard- 
master of the Chicago Great Western at Omaha. In May, 1910, 
he was appointed trainmaster of the Second district of the Cana- 





M. B. Murphy. 





























Vor. 51, No. 26. 


dian Northern at Winnipeg, and during August and September 
of the same year was acting superintendent. He was made 
superintendent of the Duluth, Rainy Lake & Winnipeg at Vir- 
ginia, Minn., on February 27, 1911, which position he held until 
his promotion to superintendent on December 1, 1911. 


Traffic Officers. 


H. R. Jones has been appointed traveling freight agent of the 
Southern Railway, with office at Jacksonville, Fla. 


J. P. Gordon has been appointed general agent of the Duluth, 
South Shore & Atlantic, with headquarters at Duluth, Minn. 


R. V. McCroskey has been appointed traffic manager of the 
Michigan, Indiana & Illinois Line, with office at Chicago. 


Bryan Snyder has been appointed traffic manager of the Mar- 
shall & East Texas, with office at Marshall, Tex., succeeding 
J. I. Hey, resigned. 


W. W. Richardson, whose appointment as general passenger 
agent of the Southwest System of the Pennsylvania Lines West, 
has been announced in these columns, was born and educated 
in Cincinnati, Ohio. He 
began railway work on 
September 1, 1880, as a 
clerk in the motive 
power department of the 
Pennsylvania Lines at 
Cincinnati, and later at 
Indianapolis. He was 
then chief clerk to the 
assistant general pas- 
senger agent at Chicago. 
In 1887 he was made 
chief clerk in the office 
of the division super- 
intendent at Richmond, 
Ind., which position he 
held until 1893, when he 
again became chief clerk 
to the assistant general 
passenger agent at Chi- 
cago, where he was lo- 
cated until 1895. From 
July, 1895, to June 1, 
1897, he was traveling 
passenger agent of the 
Pennsylvania Lines, with headquarters at Omaha, Neb., and in 
June, 1892, he was promoted to district passenger agent at In- 
dianapolis. He was appointed assistant general passenger agent 
at Indianapolis in December, 1903, and was transferred in the 
same capacity to the general offices at Pittsburgh on March 15, 
1910, which position he held at the time of his recent appoint- 
ment as above noted. 

G. L. A. Thomson, district passenger agent of the Pennsyl- 
vania Lines West at Toledo, Ohio, has been appointed district 
passenger agent, with office at Chicago. ° 

Walter Walthall, city passenger and ticket agent of the Mis- 
souri, Kansas & Texas of Texas at San Antonio, has been ap- 
pointed district passenger agent, with office at San Antonio. 





W. W. Richardson. 


James Maney, assistant general passenger agent of the Duluth, 
South Shore & Atlantic, has been appointed general passenger 
agent with headquarters at Duluth, Minn., effective January 1, 
succeeding Martin Edson. 


F. H. Plaisted, assistant general freight agent of the Oregon 
Short Line at Salt Lake City, Utah, has been appointed assist- 
ant to director of traffic of the Harriman Lines, with office 
at New York City, effective January 1. 


A. E. McMaster, agent of Grand Trunk Pacific at Prince 
Rupert, B. C., has been appointed general agent of the 
Grand Trunk Pacific, the Grand Trunk Pacific Coast S.S. 
Co., Ltd., and the Grand Trunk, in charge of passenger and 
freight traffic in western British Columbia, north of Rivers 
Inlet, including Queen Charlotte Islands, with office at Prince 
Rupert, B. C. 


W. D. Thomas has been appointed traveling freight agent of 
the Atchison, Topeka & Santa Fe, with office at St. Louis, Mo. 
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Edmund R. Gregory, traveling passenger agent of the Coast 
Lines of the Santa Fe at Long Beach, Cal., has been appointed 
traveling passenger agent, with headquarters at Los Angeles, 
Cal., succeeding Harold H. Moore, appointed city passenger and 
ticket agent at San Diego, Cal. G. A. Hoppe, Jr., succeeds 
Mr. Gregory. 


C. W. Strain, general passenger agent of the St. Louis, San 
Francisco & Texas, the Fort Worth & Rio Grande, and the 
Paris & Great Northern at Fort Worth, Texas, has been ap- 
pointed general passenger agent of the New Orleans, Texas 
& Mexico, the St. Louis, Brownsville & Mexico, the Beau- 
mont, Sour Lake & Western, and the Orange & Northwest- 
ern, With office at Houston, Tex. W. C. Preston, general 
freight agent of the three first mentioned roads at Fort 
Worth, has been appointed aiso general passenger agent, suc- 
ceeding Mr. Strain. William Doherty, traffic manager of the 
St. Louis, Brownsville & Mexico at Kingsville, Texas, has 
been appointed general immigration agent of the four ’Frisco 
lines in south Texas, with office at Houston. 


Engineering and Rolling Stock Officers. 


Curtis E. Knickerbocker, chief engineer of the New York, 
Ontario & Western, at Middletown, N. Y., has resigned. 


J. J. McNeill has been appointed supervisor of locomotive 
operation of the Erie Railroad, with office at Cleveland, Ohio, 
succeeding D. J. Madden, promoted. 


G. E. Sisco, assistant master mechanic of the Pennsylvania 
Lines West of Pittsburgh, has been appointed assistant engineer 
of motive power, with office at Columbus, Ohio, succeeding H. S. 
Needham, transferred. 


C. W. Cross, superintendent of apprentices of the New York 
Central Lines, with office at New York, wil! report to C. E. Schaff, 
vice-president of the New York Central Lines, after January 1, 
and will have his office in the La Salle street station, Chicago. 
His jurisdiction will extend over the New York Central Lines 
west of Buffalo only. Henry Gardner, now assistant superin- 
tendent of apprentices at New York City, will be in charge of 
the apprenticeship work on the New York Central & Hudson 
River, and will report to R. T. Shea, general inspector of, piece 
work. 


C. H. Hogan, assistant superintendent of motive power of 
the New York Central & Hudson River at Albany, N. Y., 
has been appointed assistant superintendent of motive power 
of the Eastern district (Hudson, Harlem, N. Y. & P., River, 
Mohawk and Adirondack divisions) with headquarters at Al- 
bany. A. J. Fries, district superintendent at Depew, has been 
appointed assistant superintendent of motive power of the 
Western district (Buffalo, Rochester, Western, Ontario, St. 
Lawrence and Pennsylvania divisions) with headquarters at 
Depew. L. H. Raymond has been appointed superintendent 
of shops at West Albany, and H. Wanamaker, general fore- 
man of locomotive department at Depew, has been appointed 
superintendent of shops at Depew. The positions of district 
superintendent of motive power, with headquarters at West 
Albany and Depew, have been discontinued. 


Arthur Jung, roadmaster of the Atchison, Topeka & Santa 
Fe at Ellinwood, Kan., has been appointed roadmaster of the 
First and Bazar districts of the Middle division, with office at 
Newton, Kan., succeeding W. F. Muff, resigned, and Joseph 
Westerhaus has been appointed roadmaster of the McPherson 
and Little River districts, with office at Ellinwood, succeeding 
Mr. Jung. C. Kelley has been appointed roadmaster, with office 
at Guthrie, Okla., succeeding H. S. Cox. E. E. Ball, engineer 
of construction of the Coast Lines of the Santa Fe at Winslow, 
Ariz., has been appointed division engineer, with office at Wins- 
low, succeeding D. M. Bunker. John Pullar, division foreman 
at Los Angeles, Cal., has been appointed master mechanic, with 
office at Richmond, Cal., succeeding E. H. Harlow, appointed 
terminal master mechanic of the San Francisco Bay terminals, 
with office at Richmond. F. W. McNutt, roadmaster at AI- 
buquerque, N. Mex., has been transferred to Gallup, N. Mex. 
L. B. Parsons, roadmaster at Kingman, Ariz., has been trans- 
lerred to Barstow, Cal., succeeding B. F. Gauldin, who has been 
transferred to San Bernardino, Cal., in place of A. Ray, and Mr. 
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Ray has been appointed roadmaster on the First district of the 
Los Angeles division, with headquarters at San Bernardino. 
J. A. Rohrer, roadmaster at Needles, Cal., succeeds Mr. Parsons, 
with office at Kingman, Ariz. 


QL 

fe oe Waltace, superintendent of the West Jersey & Sea 
Shore, has been appointed general superintendent of motive 
power of the Pennsylvania Railroad, with office at Altoona, Pa., 
succeeding R. N. Durborow, deceased. H. S. Hayward, superin- 
tendent of motive power of the New Jersey division of the Penn- 
sylvania Railroad, at Jersey City, N. J., has been appointed con- 
sulting engineer of floating equipment. D. M. Perine, superin- 
tendent of motive power at Pittsburgh, Pa., has been trans- 
ferred to the New Jersey division as superintendent of motive 
power. J. M. James, master mechanic of the West Philadelphia 
shops, has been appointed superintendent of motive power of 
the Western Pennsylvania division, with headquarters at Pitts- 
burgh. J. M. Henry, master mechanic at the Oijean (N. Y.) 
shops, has been appointed master mechanic of the West Phila- 
delphia shops. C. K. Shelby, master mechanic of the Elmira 
(N. Y.) shops, has been transferred as master mechanic to 
Olean. W. J. Rusling, general foreman at Enola, Pa., has been 
appointed master mechanic of the Elmira shops. C. B. Gray, 
assistant general foreman of the Pitcairn (Pa.) shops, has been 
appointed general foreman at Enola. C. D. Porter, foreman of 
the Park shops at Philadelphia, Pa., has been appointed assistant 
general foreman at Pitcairn, and J. B. Kapp, assistant general 
foreman of the tank shop at Altoona, has been appointed fore- 
man of the Park shops at Philadelphia. 





OBITUARY. 





W. H. Greeger, general agent, passenger department of the 
Chesapeake & Ohio at Washington, D. C., died on December 
17, at that place. 


James Martin, superintendent of the Pullman Company for 
the district south of New York and east of the Mississippi river, 
with headquarters in Philadelphia, Pa., died at Philadelphia on 
December 27, at the age of 65. Mr. Martin was born in Bedford, 
Pa., and had been with the Pullman Company for 40 years. 


Warren B. Stimson, assistant to general manager of the Grand 
Rapids & Indiana, at Grand Rapids, Mich., died at that place 
on December 25. Mr. Stimson was born October 24, 1848, at 
Copley, Summit Co., Ohio, and began railway work in 1871, as 
a rodman on the Grand Rapids & Indiana. From 1871 to 1876 
he was assistant engineer of the same road and then for two 
years was assistant engineer on the Kansas City extension of 
the Chicago & Alton. From 1878 tu 1880 he was division engi- 
neer of the Council Bluffs extension of the Wabash, St. Louis & 
Pacific, and then for three years was assistant engineer on the 
Grand Rapids & Indiana. He went to the Marquette & Western 
in 1883 as resident engineer and the following year returned to 
the service of the Grand Rapids & Indiana as roadmaster. In 
1890 he was appointed superintendent of the Northern division 
and was later made assistant to the general manager of that 
company. 





Last spring and summer terrible stories were told in the 
Russian papers of the condition of things on the new railway 
which the government is building down the Amur river: there 
were obstacles which it was next to impossible to overcome; 
the men employed were cheated and were mutinous; and men in 
control were making a gigantic job of it. A few months ago 
the minister of transportation went on a journey of inspection 
to see for himself. He telegraphed to the Czar September 24 
that work had gone on satisfactorily, that in addition to the 
125 miles opened last year some hundreds more will be opened 
early next year, including three branch lines; that 40,000 labor- 
ers from all parts of Russia, besides 6,000 prisoners, were em- 
ployed on the work; that they were generally properly cared for 
and satisfied, being able to save $50 to $60 a year out of their 
wages; that some 2,000 little settlements had been made along 
the line; and that in the more unfavorable sections cattle could 
be raised.and dairies established. He also reports that the engi- 
neers have overcome incredible difficulties, among thickets and 


swamps. 
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Equipment and Supplies, 


LOCOMOTIVE BUILDING. 








THE ABILENE & SOUTHERN has ordered one locomotive. 
Tue Grand TRUNK will build 30 locomotives in its own shops. 


Tue Cuicaco, Burtincton & Quincy has ordered 25 locomo- 
tives from the Baldwin Locomotive Works. 


THe WESTERN MaryLAND is preparing specifications for 10 
Pacific type locomotives and 15 consolidation locomotives. 

Tue Marine CentTrat has ordered two six-wheel switching 
locomotives, seven consolidation locomotives and two Pacific 
type locomotives from the American Locomotive Company. The 
switching locomotive will have 20-in. x 26-in. cylinders, 51-in. 
driving wheels, and in working order will weigh 135,000 Ibs. 
The consolidation locomotives will have 23-in. x 28-in. cylinders, 
63-in. driving wheels, will be equipped with superheaters: and 
in working order will weigh 201,000 lbs. The Pacific type loco- 
motives will be equipped with superheaters, will have 22-in. x 
28-in. cylinders, 73-in. driving wheels, and in working order will 
weigh 228,000 Ibs. 





CAR BUILDING. 





THE CENTRAL VERMONT is figuring on new car equipment to be 
ordered early in the year. 


Tue Missourt Paciric has ordered 500 box cars from the 
Standard Steel Car Company. 

Tue Great NorTHERN has ordered 1,500 refrigerator cars from 
the Haskell & Barker Car Company. 


THE Woopwarp Iron Company, Birmingham, Ala., has ordered 
100 freight cars from the Pressed Steel Car Company. 


THe CHESAPEAKE & Ouro has ordered 200 steel underframe 
flat cars from the American Car & Foundry Company. 


Tue Granp TRUNK Paciric has ordered 300 Hart convertible, 
steel underframe’ cars from the Hart-Otis Car Company. 


Tue Cuicaco, Burtincton & Quincy has ordered 1,500 gondola 
cars from the American Car & Foundry Company, and 1,000 
gondola cars from the Pressed Steel Car Company. 

THe Minneapolis, St. Paut & Sautt Ste. Marie is said to 
have ordered 300 refigerator cars from the American Car & 
Foundry Company. This item has not been confirmed. 


Tue Cuicaco, Rock Istanp & Paciric has ordered 2,500 box 
cars and 500 furniture cars from the Pullman Company; 200 
ballast cars from the Rodger Ballast Car Company. This road 
is now negotiating for 700 hopper cars. 

Tue WESTERN MARYLAND is preparing specifications for 2 all- 
steel 50-ft. mail cars, 10 steel underframe 60-ft. baggage cars, 18 
steel underframe coaches, 2 steel underframe combination mail 
and express cars, 2 steel underframe dining and club cars, 500 
50-ton all-steel hopper cars, 500 40-ton steel underframe box 
cars, 500 all-steel 50-ton, drop-bottom, gondola cars, and 1,000 
drop end, drop bottom, 50-ton, steel underframe gondola cars. 


IRON AND STEEL. 





Tue NASHVILLE, CHATTANOOGA & St. Louis has ordered 10,000 
tons of open hearth rails from the Tennessee Coal, Iron & Rail- 
road Company. 


Tue Bactimore & Onto has ordered about 40,000 tons of rails, 
of which 7,000 were placed with the Illinois Steel, 17,000 with the 
Carnegie Steel Company, and a part with the Pennsylvania Steel 
Company. 

GENERAL CONDITIONS IN STEEL.—The steel industry has shown 
a marked improvement during the past week. The Steel Cor- 
poration is receiving new business on a larger scale and is now 
operating at about 80 per cent. of its capacity. Prices have been 
increased slightly and a further and more radical increase is ex- 
pected shortly. Inquiries for structural steel have shown a par- 
ticularly large increase during the week, and they are expected 
to develop into orders immediately. It is believed that the Steel 
Corporation will increase its operations to 85 per cent. of capacity 
within the next two weeks. 
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Supply Trade News. 


The Pressed Steel Car Company, Pittsburgh, Pa., has removed 
its office from St. Louis, Mo., to the Old Colony building, Chicago. 


W. J. Bixby, who has been appointed a receiver of the Wabash, 
has resigned his position as a director of the American Car & 
Foundry Company, New York. 





James Martin, superintendent of the Pullman Company, Chi- 
cago, with office in Philadelphia, Pa., died at his home on Decem- 
ber 27, at the age of 65. 


A. W. Heinle, engineer in charge of rail manufacture, rail 
joint construction and rolled track equipment, has resigned from 
the Heinle Company of Pittsburgh, Pa. 


H. M. Percy, for several years mechanical engineer of the 
Joliet Railway Supply Company, Joliet, Ill., is now in the sales 
department of the Chicago Car Door Company, Chicago. 


William H. Connell, Jr., mechanical engineer, has been made 
manager of the new office of Hilles & Jones Company, Wil- 
mington, Del., in the Henry W. Oliver building, Pittsburgh, Pa. 


G. H. Macdonough, superintendent of construction for the 
General Railway Signal Company, Rochester, N. Y., with office 
at Chicago, has been made general manager of the Potter- 
Winslow Company, Chicago, effective January 1, 1912. 


‘The Julius Pintsch Aktiengesellschaft advises that the Prussian 
Minister of Public Works has denied a report published in vari- 
ous European papers to the effect that, by action of the Reichstag, 
at Berlin, the Prussian state railways were to be equipped with 
electric light. 


W. E. Sharp, general superintendent of shops for the Armour 
Car Lines, Chicago, has resigned to become vice-president and 
general manager of the Grip Nut Company, Chicago. Mr. 
Sharp began railway 
work in April, 1890, as 
a laborer in the car 
shops of the Erie at 
Huntington, Ind. He ad- 
vanced rapidly through 
the locomotive and car 
department until 1898, 
when he resigned as di- 
vision foreman of the 
locomotive and car de- 
partment to become as- 
sistant shop superinten- 
dent for the Armour Car 
Lines. In 1900 he was 
promoted to shop su- 
perintendent, and_ later 
to general superintendent 
of shops. He will retain 
his connection with the 
Armour Car Lines as 
consulting engineer. Mr. 
Sharp took an active 
part in the formation of 
the Car Foremen’s Asso- 
ciation of Chicago, is a member of the Master Car Builders’ 
Association, worked on various committees, and was president 
of the Western Railway Club 1909-1910. 


C. B. Flint, manager of the supply department of . Manning, 
Maxwell & Moore, New York, has resigned to become president 
of Flint & Chester, Inc., 237 Lafayette street, New York. This 
firm was formed to carry on business in railway, machinists’ 
and contractors’ supplies. 





W. E. Sharp. 


The Baldwin Locomotive Works, Philadelphia, Pa., whose re- 
organization was described in the Railway Age Gazette of June 
30, has declared initial semi-annual dividends of 3% per cent. 
and 1 per cent. on its $20,000,000 preferred stock and $20,000,000 
common stock, respectively. The preferred stock has recently 
been listed on the New York Stock Exchange. The Baldwin 
Locomotive Works is now negotiating for some land near Chi- 
cago for the erection of a western plant. 
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The Chicago Railway Signal Supply Company, Carpentersville, 
.. has been incorporated in Illinois with $10,000 capital stock, 
ake and deal in railway signal apparatus. The incorporators 
are: John F. Furek, Howard C. McNeil and Howard C. 
Griffiths. 


The Jerome Metallic Packing Company, Chicago, has moved 
its main offices to the Railway Exchange, where larger floor 
space has been secured. William H. Dickinson, for 14 years 
connected with the Griffin Wheel Company, Chicago, has gone 
to the Jerome company, with especial charge of the sales de- 
partment. The company has secured the sole rights of manufac- 
ture and sale of the Stickley pneumatic track sander and will 
also handle the product of the Ruby Manufacturing Company, 
Jackson, Mich, consisting of portable galvanized sectional steel 
buildings, sectional steel bill-boards, bulletins and signs for 
railway right of way. 





TRADE PUBLICATIONS. 





StayBoLts.—The Falls Hollow Staybolt Company, Cuyahoga 
Falls, Ohio, has issued a small folder called Boiler Construc- 
tion Repairs Inspection, giving seven reasons why hollow stay- 
bolts should be used in the construction and repair of boilers. 


MANGANESE STEEL GEARS.—The Taylor Iron & Steel Company, 
High Bridge, N. J., has issued bulletin 100-B illustrating and de- 
scribing Tisco manganese steel gears and pinions and bulletin 
113 illustrating and describing the company’s manganese steel 
chains and sprockets. Both bulletins give complete lists of sizes 
and prices. 


Birp NeponseTt Propucts.—F. W. Bird & Son, East Walpole, 
Mass., has published a 100-page booklet giving full specifications 
for waterproofing, building insulation and roofing. The booklet 
explains clearly and concisely the uses of prepared roofings, felts 
and waterproof papers in various types of buildings and cold stor- 
age work. It also discusses waterproofing problems connected 
with bridge, tunnel and foundation construction. The use of 
Bird Neponset products is repeatedly advised, but the specifica- 
tions are designed to be applied equally well to other products. 


ConcrETE.—The Vulcanite Portland Cement Company, Philadel- 
phia, Pa., has published, in pamphlet No. 6, an article on Se- 
lection and Preparation of Aggregates for Concrete, by Albert 
Moyer, Assoc. Am. Soc. C. E. The object of this article is to 
give a practical method which will enable any plain concrete con- 
structor to make economical use of the best aggregates when 
proportioning as to give the maximum strength and density with 
a minimum amount of cement. The laboratory method of ob- 
taining the correct proportion of Portland cement to sand or 
stone screenings for mortar is given, together with a description 
of slow-setting, rapid-hardening Portland cement, and the advan- 
tages» of the Vulcanite brand. 


PLANERS.—Joseph T. Ryerson & Son have issued a catalog 
on Rockford Planers, which include heavy duty, variable speed 
and motor drive planers. The requirements for modern planers 
are well stated as follows: With the present use of high speed 
steels, the limit is only ong of efficiency; that is, speed is secured 
without waste of power, injury to mechanism of planer or sac- 
rificing the quality of the planer’s work. Consequently, today, 
planer speed is not limited by cutting speed alone, nor by cut- 
ting and return speeds, but by the time taken in the full cycle, of 
which a strong, steady forward stroke, a swift, efficient, return 
stroke, and an ability to reverse promptly and smoothly are im- 
portant elements. In producing this planer the aim has been 
to meet all these problems, and the fact has been kept in mind 
that weight and power, properly distributed and backed by good 
workmanship, are the factors that determine the efficiency of 
machines of this class. The motor and variable speed drive 
are arranged very compactly and placed on top of the housings. 
The usual cutting speeds are 21, 29, 38 and 47 ft. per minute 
with a constant return speed of 90 ft. per minute. This cata- 
log is one of the units ofa large machine tool catalog the Ryer- 
son company is now preparing. 





During the fiscal year of 1911, 314 miles of line were added 
to the Central Railway of Argentina, and 34 new stations were 
opened. A proposal to construct further new extensions to the 


extent of 1,000 miles of line has recently been given official 
Sanction. 
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Railway Construction, 





New Incorporations, Surveys, Etc. 


Anaconna & Paciric.—An officer writes that plans have been 
made to build from Browns, Mont., to Georgetown, 16 miles. 
The line is being built to carry ore and lumber. It is undecided 
when contracts for the work will be let. J. G. Ryan, president; 
C. A. Lemon, chief engineer, Anaconda, Mont. 


ATCHISON, TopeKA & Santa Fe.—The California, Arizona & 
Santa Fe has been organized in California with $50,000,000 capital 
by the A. T. & S. F., it is said, to take over the leased lines 
in Arizona and the main line of the Santa Fe from Needles, Cal., 
to Mojave, which are to be organized into one company. The 
plans include building other lines in southern California and 
Arizona. 


Boston & Eastern (Electric).—This company expects to begin 
construction work on a high speed interurban line between Bos- 
ton, Mass., and Danvers, as soon as the question of securing the 
right of way through the city of Lynn can be settled. It is un- 
derstood that New York and Boston interests will finance the 
project. Arthur Sturger, 110 State street, Boston, may be ad- 
dressed. (June 30, p. 1713.) 


CALIFORNIA, ARIZONA & SANTA Fe.—See Atchison, Topeka & 
Santa Fe. 


CHESAPEAKE & Onio.—According to press reports this com- 
pany has arranged to start work soon on a 25-mile branch from 
Harold, Ky., via Beaver Creek to a coal and timber district 
at the border of Letcher and Knot counties. 


- 


CLEVELAND, CINCINNATI, Cuicaco & St. Louis.—Surveys are 
being made for a line from Pendleton, Ind., to the corporate 
lines of Anderson, about 8 miles. Geo. P. Smith, chief engineer, 
Cincinnati, Ohio. 


DAKOTA TRANSPORTATION COMPANY.—This company has been 
organized in South Dakota with $500,000 capital and head- 
quarters at Ottawa, Ont. The plans call for building a system of 
lines in North Dakota with short sections through South Dakota. 
The incorporators include J. N. Ponby, E. E. Gognan, L. F. Ask- 
with and H. Despardend, all of Ottawa. 


Davenport, Iowa City & WesTERN TRActTIoN.—Incorporated 
in South Dakota with $1,600,000 capital and headquarters at 
Pierre, S. D. The plans call for building a line from Davenport, 
Iowa, to Iowa City, with a branch to Tipton, in all about 70 
miles. It is estimated that it will cost $30,000 a mile to build the 
line. The directors include C. E. Coon, Omaha, Neb.; S. Brad- 
ley and G. W. Koontz, Iowa City, Iowa, and T. Todd, Springdale, 
Iowa, 


Great NortHern.—An officer writes that a contract has been 
given to the Siems-Currie Company, St. Paul, Minn., for work 
between Lewiston, Mont., and Moccasin. A. H. Hogeland, chief 
engineer, St. Paul. 


Kansas City, Mexico & Ortent.—An official is quoted as say- 
ing that this company has on hand construction funds sufficient 
to carry all work forward to Alpine, Tex. Construction work on 
the southwestern end is proceeding at an average of five miles 
a week. Pecos river will be reached by the first of the year, 
and Fort Stockton, 35 miles additional, will be reached by the 
middle of February. It is expected that the work to Alpine, 95 
miles from Pecos river, will be completed by July, 1912. 


LoursvitLE & NASHVILLE.—According to press reports this 
company is planning to spend a large amount of money en- 
larging its yard at Montgomery, Ala., and double tracking 
between Montgomery and Calera. 

Nacozart RaiLRoAD.—It is announced that the Phelps-Dodge 
interests which own this railway will extend the line from 
Nacozari, Sonora, Mex., south to the Promontorio mines, about 
75 miles. 

Nevapa Roap—The Giroux Consolidated Mining Company of 
Ely, Nev., is said to have started work on a line from Morris 
Mine to Kimberly. T. F. Cole is president. 


NorrotK & WesTERN.-—An officer writes that work is now under 
way on the Dry Fork branch and connections, from Cranebrake, 
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W. Va., to Cedar Bluff, 14.70 miles, and on the Norfolk branch 
from Jeanette 4.31 miles. 


Paciric GreaT WeEsTERN.—An officer writes that a contract 
has been given to MacArthur, Perks Company, Ltd., of Chicago 
and New York, to build from Eugene, Ore., west via Elmira, 
Walton, Glentina, Lake creek and Mapleton to Glenada, 73 
miles, then south along the Pacific coast to Coos Bay, 42 miles; 
maximum grades will be .7 per cent., maximum curvatures 6 
deg. There will be a steel bridge with a 300 ft. draw, also 
4,000 ft. of trestle work and 3,050 ft. of tunnel work. In ad- 
dition there will be five bridges each 160 ft. long, and ten 
bridges each 60 ft. long. The line expects to develop a traffic 
in lumber, general merchandise, farm products and coal. R. B. 
Hunt, chief engineer, Eugene. 


SACRAMENTO VALLEY Westsipe (Electric)—A survey has 
been made, it is said, from Woodland, Cal., to Red Bluff, about 
140 miles, by the Dozier Engineering & Contracting Company, 
Sacramento. The railway company has been granted franchises 
in Yolo and Glenn counties. C. L. Donohue is president. 


St. Joun Vatiey.—A contract for building from Grand Falls, 
New Brunswick, via Centreville, Lakeville, Woodstock and Fred- 
ericton to St. John, 208 miles, has been signed, and the location 
survey is now being made. The St. John & Quebec Railway 
Company has undertaken the work. F. J. Lisman, New York, is 
making financial arrangements. The provincial government of 
New Brunswick guarantee bonds to the extent of $25,000 a mile, 
and the dominion government grants $6,400 a mile additional. 
On completion the line is to be taken over by the federal govern- 
ment and operated as a part of the Intercolonial. There will 
be three large bridges on the line over the St. John River below 
Grand Falls on the lower reaches at the Mistake and across 
the Kennebecasis at Perry’s Point. The three bridges will cost 
about $1,250,000. The grade between St. John and Fredericton 
is not to exceed .4 of 1 per-cent. going east, and 6 of 1 per 
cent. going west, and between Fredericton and Grand Falls it is 
not to exceed 1 per cent. 


St. joun & Quesec.—See St. John Valley. 


SouTHERN Paciric.—It is understood that this company will 
complete the Cochise branch in Arizona to Douglas, and will 
extend the line south to Cumpas in the near future. The grade 
between Nacozari and Cumpas, about 50 miles, is finished, and it 
will not take long to complete the line. A branch of the Southern 
Pacific of Mexico, which is finished from Corral, Sonora, to 
Tonichi, will also be extended north to Cumpas, about 60 miles. 
The mines of the Transvaal Copper Company are about 20 miles 
to the east and that company will connect its works with the 
Southern Pacific by building a narrow gage line. 


Texas Roaps.—E. H. Robinson, formerly of Huntsville, 
Texas, is said to be. back of a project to build a 50-mile line 
irom Huntsville west. 





RAILWAY STRUCTURES. 


CALGARY, ALBERTA.—The Canadian Pacific is reported to have 
let a contract to W. K. Kenly & Company for the construction 
of large shops. 


Cuicaco, ILtt.—The Pennsylvania Lines are reported to be con- 
sidering the location of yards and shops near Chicago. 


Denver, Coro.—The executive officers of the principal rail- 
ways entering Denver held a conference at Chicago last week 
regarding plans for a new passenger terminal in Denver, but the 
final decision was postponed for other meetings. 


Eucene, Ore.—See Pacific Great Western under Railway Con- 
struction. 


GLapwin, Micu.—The Michigan Central proposes to build’ a 
new passenger station. 


Hetena, Mont.—The Great Northern has made plans, it is 
said, for building a new station at Helena, to cost $100,000. 


Lewiston, Mont.—The Great Northern will soon commence 
work, it is said, on the construction of a bridge over the Judith 
river near Lewiston. The bridge is to be about 1,400 ft. long, 
110 ft, high, and is estimated to cost $250,000. 
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AtLantic Coast LINE or CoNNECTICUT.—This company, wktth 
owns the majority of the stock of the Atlantic Coast Line 
Railroad, has declared a quarterly divider*t-of 3° per cent., 
which places its stock on a 12 per cent. annual dividend basis 
as compared with a 10 per cent. rate declared heretofore. The 
Atlantic Coast Line Railroad recently increased its annual 
rate from 6 per cent. to 7 per cent. ig 


Kansas City, Mexico & Ortent.—This company has funds suffi- 
cient to carry on its work to Alpirie, 65 miles southwest of Fort 
Stockton, but, it is said, will probably offer for sale a block 
of the recently authorized issue of $20,000,000 first mortgage 4 
per cent. bonds. 

See this company under Railway Construction. 


Kent NortHern.—A published report says that this company’s 
line of 27 miles running from Richibucto to Kent Junction, 
connecting with the Inter¢olonial, has been’ sold to Toronto 
parties for $100,000. Road was built thirty years ago by John 
C. Brown, who sold to Richibucto syndicate eight years ago 
for $60,000, the earnings since that time having been spent in 
improving its condition. Thomas O. Murray, manager and a 
member of the syndicate, will continue as manager under the 
new ownership. 


New York CENTRAL & Hupson River.—This company has sent 
out to the holders of its Lake Shore 3,. per’ cent. collateral 
trust bonds.a letter asking them to conser to the consolidation 
of the New York Central & Hudson River and the Lake Shore 
& Michigan Southern. The company plaus to get the consent 
of 75 per cent. of the bondholders. A letter was also sent to 
holde.'s of the Michigan Central 314 per cent. cyllateral trust: ~ 
bonds asking for consent to possible future edticolidation of 

the Michigan Central with the New York Central & Hudson 

River. The indenture securing the Lake Shore collateral bonds 

provides that the Lake Shore and the N. Y. C. & H. R. can 

only be consolidated with the consent of 75 per cent. of the 

Lake Shore collateral bondholders, and provides that if the 

consolidation takes place and the Lake Shore’s stock is can- 

celed, a mortgage on the New York Central & Hudson River 
itself shall be executed for $100,000,000. There are out- 
standing $90,578,400 Lake Shore collateral bonds and $19,336,- 

445 Michigan Central collateral bonds. 

J. P. Morgan & Co., the First’ National Bank and the 
National City Bank, all of New York, are offering the $15,000,- 
000 New York Central Lines equipment trust certificates of 
1912, which, as mentioned last week, were authorized by the 
New York Public Service Commission, at prices to yield 
approximately 4.46 per cent. 


NorroLtK SouTHERN—This company has bought the Raleigh & 
Southport, running from Raleigh, N. C., to Fayetteville, 64 
miles; the Durham & Charlotte, running from Troy to Colon, 
50 miles; and the Aberdeen & Ashboro, running from Aberdeen 
to Ashboro, 57 miles, 


Wasasu.—The installment of this company’s 4% per cent. equip- 
ment bonds maturing January 1, 1912, amounting to $309,000, 
is to be paid by Lee, Higginson & Co., Boston, and the same 
bankers will also pay the interest on the $3,090,000 of these 
bonds remaining outstanding. 





The technical section of the Russian department for the con- 
struction of railways has now finished its study of the preliminary 
project of a tunnel under the Amur at the town of Chabarovsk 
for the junction of the Amur railway, now being built, with 
the Ussrisk railway. It had been originally intended to cross the 
Amur river by a bridge 42 ft. above water level in the river in 
order to accommodate the boating traffic. But as the cost of such 
a bridge with open arches was placed at something like $9,000,000, 
the idea took root of seeking a way past the river underground. 
The: first project of a tunnel was similar to the plan of the 
Detroit. river tunnel. But in view of the novelty of such opera- 
tions in{Russia and the extreme importance of an efficient cross- 
ing for the Amur railway in one way or another, the minister 
of ways of communication thought it wise to call together 4 
special committee of authorities to examine the question. 








